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THE REPOBT OP THE COURT OF INQUIRY, 

HELD IN PURSUANCE OF AN ORDER OP THE BOAUD Or TRADE, 
DATEO THE 12TH AUGOBT 1873, INTO THE CIRCUMSTANCES ATTENDING TUt 

Accident on the London and North-Western Railway which 
occurred at Wigan on tlie 2nd August 1873. 
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Snt, 12lh September 1873. 

In uompliaiici^ with ih^ inatructioiis containtxl 
inyonr minutirof the 12tb of August, I haveDow ihe 
hoiioui' to I'eporl, for the infoiination of the Board of 
TVwIl', ihc I'MiiU of tiie Public Inquiry into the cir- 
cuDi^lances wliiuk attendi.'d iIk' accident that occurred 
un the morning of the 2ad ultimo tit the Wigan 
otMtiou, on the Londou and North- Western Riijlwuy. 

This luquiry was held under the Railway Kegula- 
Uons Act of 1871, 34 8e 35 Vict. c. 78. ss. 7 und 8, 
Willi the assistance, fia legal nssesaor, of Mr. W. W. 
Rftvenhill, barrieter-at-law, in the Council Cliamber, 
which the Mayor and Corporation of Wigan were 
good enough to place at our disposal. It extended 
over five weeks, from the 5tb August lo the 9th .Sep- 
tember indnsive, during which it hecame necessary 
(o bold nine siitings, and to examine 104 witncascs, 
including 69 ofBoers aud servants of the Company. 
The evidence, as token down by n shortlLiind writer, 
ia appended. 

Mr. Darlington, the Coroner for the Borough, and a 
nember of the l^al profession of many years expe- 
rience, att«nded our inquiry from ilay to day, and 
ftddreeaed tiuch questions ne ho thought desirable to 
the witnesses ; and he adjourned his inquest until the 
termination of our inquiry. We tbcii Hot with bim, in 
■Mcordonce with our instructions, at the inquest, and 
rendered all the assistance in our power. And we 
desire to record our sense of the courtesy an<t ossist- 
anco which wore thus afforded Ijv Mr. Darlington, 
with the co-operation of bin jury. The double inquiry 
which might, under less favourable circunistunces, 
have caused a clashing of intvreots or opinions, thus 
became, on the present occasion, » source of mutual 

In this case, the H p.m. paseen^r train &om Londou 
for the North, consisting of two engines and tenders 
and twenty-live coriiages and vans, was approaching 
the Wigan station at a speed of about forty miles an 
hour, wliOH several vehicles at the end of it wore 
suddenly thrown off the raiU, at a pair of facing-points 
connecting the down main hnewithaloop line ninning 
ronnd the bock for west) of the platform at the station. 
Up to the pnwenl time thirteen passengers have died 
from the injaries which they received, and thirty 
passengeif have complained of ii^jury. The conductor 
of the traiu was also much injured. 

Genkual Dbscku-tion. 

The existing station arrangements nt Wigan are the 
n-Rull of extensions and alterations which were carried 
out ntiont six years ago. They were not subjected to 
inspection by the Board of Trade, and no notice of 
them was given, or was required at that time by 
law In he givfn, to the Board of Trade with a view to 
4urh inspection. 

The relative positions of the passenger platform, the 
down main line, the loop line, and the sidings at the 
Wigan station will be plainly seen by a reference to the 
accompanying diagram, which the Company have been 
so good us to fiirnish. It will be observed that lliere is 
a 6ignal-cahjn 21 1 feet on the south of the passenger- 
platform, and on the east of the lines of rails. It is from 
this cabin that the signals and points at the south of 
the station are worked ; and 1 16 feet on the south of 
it there are a pair of facing-points leading to a loop 
31243. 96. A 



line, which nms round the back or west of the down- 
line Htation -platform, and rejoins the down line on the 
north of the platform. It was at these facing-points 
— marked A in the diagram — tliat the carriagoa near 
the end of the train iirst eommenued to leave the nuun 
line : and it is to these points, and to the portions of 
the miun hue and loop line immediately to the north 
of them, as well as to the signal-cabin, that attention 
must ispeeially be directed. 

In this signal-cabin, which is called the junction- 
cabin, there are 32 levers, 18 of which are employed 
to work 23 pairs of points, while 12 aro signal-levers, 
and two arc levers employed to work gougs in neigh- 
bouring cabins. No. 7 lever works the facing-pointe 
A. When this lever is pushed back in its normul 
position the points are right for the down main line ; 
and when it is brought over to the fivint of the louking- 
frome the points are right for the loop line. No. 9 lever 
works the slip-points B, B, which require to be pulled 
over whott the loop line is used. Both of these levers 
— No. 7 and No. 9 — are Interlocked with the homa- 
signal for the down main lino. The locking-frame 
waa conslracted by Mr, Saxby in 1866, and the ap- 
pai'atus is somewhat worn. We fontid, on trying the 
locking, that the lover of the distant-signal was not 
interlocked with the Igver of the facing-points No. 7; 
tliat when the home-signal was lowered for a train to 
pass through the Wigan station along the down main 
line, the levi'r of tlie facing-point was then locked so 
as to bo right for the main line ; but that when 
No. 7 lever was pullnd gently over, so as to set the 
points right for the loop-line No. 13 lever, which 
worki' the home-signal of the down m^n-line, could 
also be pulled over ; tlie lock which ought to have 
secured it in forward geoi' having from wear and tear 
become ineffective, Wlion, however, Ko. 7 lever was 
pulled smartly over, then No, 13 lever waa locked in 
forward gear. No, 9 lever, working the sUp pointa 
(B, B, in the digram), was properly interlocked with 
No. 13 lever; so that when the home-signal had l)een 
lowered, by pulling over No. 13 lever, for a main line 
train, no vehicle oould pass along the loop line without 
straining those points or their connections until after 
No. 13 lever was pushed back, and No. 9 lever pulled 
forward. There are also in this cabin telegraph in- 
struments and bells for working the permissive train- 
telegraph ^stem in both directions along the main 
line. 

The pomts No. 7 worked well from the signal-cabin. 
They are secured hy double connecting rods, with 
cotters at the ends of them. The east tongne has a flat 
place alwut an inch and a half long on the west of it 
at its point, and is to some extent worn in llie neigh- 
bourhood of tlie point. The west tongne is not damaged 
at the point, but the upper table ia considerably worn 
near the tish-phite at tht^ heel of the tongue ; and 
though the {Kiint of this tongue lies close against the 
standard rail, there is a space of an eighth to a quarter 
of on inch between them, nt four or five feet from the 
point towards the heel of the tongue. On the south 
of these facing -pouita, an<l 5 f?. 9 in. from them, 
theit arc a pair of leading -points (C in the diagram). 
As those two pairs of points lie open, with their near 
touguesogaiust the near standard rails, so as to be right 
for the down main line, there is procticaUy a bulge in 
the off mil towards the inside of five-sixteenthb oJf an 



iiicli i>4 II uiiiximum, near tliu racing- poiulB, Ui|i(M-iii^ 
ofT lownrdtt thu leading -pointa, In conuequouce of tbo 
rail btiiiig b«iil to receive tlie tongues uf tlio polnte. 
The corrt8i>oiiding new tou^uee, when iho pointe aro 
Mt riglil for tbo down main line, are liousoi against 
the staudard raiU on the near aide ; the bulge 
which occurs on that I'ail when tbv point§ are otber- 
triso opiiii in thuH diajxieod of: and Ihu main line 
rail, with ibeae points a^ninst them, Ibrin practically a 
stmigbt hue for tlio wheels to run over on that (near) 
eido. On the oft' side, just lo the south of tlic facing- 
point, lliiTU is a flat place on the inside of the otf rail, 
sbowiu); plunly where that rail leceivcs a soTcro blow 
from the fltuigcs of the wbeelu of passing or shunting 
tnuDs. On the north of the leading- point thoro is a 
stnaUer flat place, simiUrly produced. At 23 feet 
south of the rudng-pointe (A) are another pair of 
leadin^poiutB (D)j and thus a train approaching 
Wigan from the Hoiith has, after rounding a curve of 
30 chains radius, und coming upon a strnigbt portion of 
line about 00 yards long, to pass, Urst over le^uling- 
poinla D, C, next over thu bulge caused by the bent 
rail above referred to, and then throngli the facing- 
points A. 

The points of junction with tbo Lancashire and 
Yorkshire Railway, E, F, are, m will be seen, en the 
north of the signal-cabin, and need nut bo coniuderod 
with reference to the cause of tbo present accident. 

On the diagram are ul«o depicted the poHitions in 
which the eight liutt vehicles of the train, or their 
ronuuns, were found aEV?r the accident; — tbo nbuntcr's 
cabin on the south of the puaaengcr platform, which 
was destroyed in tbo course of the accident; — and 
the principal marks on tbu rails, chiur»<, and ballast, 
— as well as they could be laid down from the evi- 
dence of thtue who were earliest on the spot or were 
ablo to give the l>eBt indications, and from the ma- 
terial evidence whieli remuinod open to observation 
subsequently. But many lighter marks, probably 
on the rails and especially in the ballast, which might, 
if they hod at once been ubsurved and recorded, have 
boon useful in tracing out the cause and the courso 
of the accident, were no doubt obliterated on the morn- 
inu or day after it occurred ; — as refmii's weru 
cmcted, the d<:bris was cleared away, and tbo tralHi^ 
waa resumed , — and as the Ivillaat was tnunpled over by 
apectatore bm well by those wlio were at work 
between the faclug-points and tlie passenger platform. 
The tongues of the [loinls are 1^ H. long, and are 
two years old. They are of iron, while the rails are, as 
alreaily stated, of steel. It would hardly be wise to lay 
much strtisH on the slight flattening of (he point of the 
«ut tongue, or the slight straining of the west tongue, 
above referred to, as having necessarily any connection 
with the accident. The various witnesses by no 
means agree as to their existence or otherwise im- 
mediately after tbo accident, and they might well 
have boen there before the accident occurrwl. The 
first undoubted indications on the permanent way of 
the origin and cause of the accident were the fracture 
•f the hcul-cbairs on either side of the tiab-plate of 
the near tongue, at 14 and 16 feet from the point A, 
and the maiks on the chairs and keys outside the 
main lino rail, at 29 and 32 foot from the point A ; 
and there can be no doubt from these marks that tbc 
l]angu of a near wheel in the train must, from whatever 
CDUse, have got on the wrong side of tlie near main line 
rail at those points. I'nsaing uoi-lhward along Uiu 
loop line, a check-rail at HO feet (from A) Imd been 
indented, and a chock-rail at 102 feiH liad been dis- 
placed ; at 232 and 234 feet an off rail had licen broken 
in two places, and tlie piece, u little more than two feet 
long, completely knocked out ; ut 22(i and 254 feet off 
rails bad been marked by bluwti fVora the west; aud tVoui 
314 to 400 feet tliu permanent way on the off-side bud 
been more or less torn up. I'assiui; northward along 
the down main line, there weru brukou chairs at loS, 
161, 172, 174 feel (from A); a check-rail at 265 feet 
WHS marked ; and there was little else as far as the 
station -platform. A rail was distorted and broken in 
a aiding leading between the slip-points li and the 



down main lino, near tbo cjirncr of the station plutlbrm. 
There were tracks in the ballast, as roughlv nhown in 
thediagrum: and thu wooden coverings of the jioint- 
conneetionn were broken or disturbed, no doubt by 
the passage of wheels over tlicm ; but tbese indica- 
tions are not aulllcient to account in any way for the 
passage of tbo various vehicles to the positions tliey 
occupied, from the rails either of tbo loop line or of the 
down main line i and there must have been numerous 
other marks visible immediately after the accident 
which have not been recorded. The tracks between 
the loop line and the main line towards the shunter's 
cabin and the platform ore describetl ns having appa- 
rently been produecil by vcliicleH dragged along on 
theii' sides. 

Looking now to tbo pONitions of the carriages and 
their d6bris in the diagram, the course of the train 
alVr the accident appears to have been as follows : — 
The two engines and tenders and fifteen of the vehicles 
passed through tbi> station without leaving the rails. 
The fitmily cari'iage, No. 14, which was sixteenth In 
tho train, and in which rode Lady Florence Leveson 
Gower and MIhs Bragge, left tho rails on tho south 
of thu station, elruck against some olistruetion, — no 
doubt tlie I'orncr of tlie platform on the west of tho 
main line, with one of its steps and im uxle-1xiXi 
which were broken, and was finally dr^ged on to 
the rails at a crossing ut the niirtb of the station. 
The break-van. No. 176, behind this saloon, in which 
rude the conductor, Alexander Harper, was idso 
Uirown off the rails on the south of the station; it struck, 
a])parontly, tho chanter's cabin, which lore away its 
near side, on the south of the station pbtform t and 
it WHS thus thrown across from tim south end of the 
plalfoim towards the intcrmediiiti! space between the 
two main lines. After passing llirough the station, 
with its left side smashed in, but the conductor still 
in it, it was dragged on the rails again at the same 
crossing as the saloon carriage in front of iU Tho 
eighteenth vehicle, a Caledonian composite -carriage, 
No, 123, which containolSir John Anson's party, lay 
on its floor on tho platform, with its wheels in the 
air, and part of its liody ond its roof near the noulh- 
uHst corner of the platform. The five next vehicles 
were tlm)wn forward in great confusion, towards the 
Houth-wesl corner of the station buildings, or between 
them and the wall of the station roof on the west of the 
loop line, some sliding quietly lo rest up the slope of 
the platfonn, others displacing the coping and destroy- 
ing the western edge of tho plalform, and crushing 
into one another with fatal results to the passengers. 
Portions of tbo comjKisite carriage No. 56, were forced 
through a wall on the west of tho station and across 
thu roof of a woalen forge, one of the passengers, 
Mrs. ltol)crts, falling from it into the foundry below. 
The guard's van. No. H ((Caledonian), in which rode 
bead-guard (May) of the train, and the lost carriage 
uf thu train, No. 1 196, eumu to a stanil, on their wheels 
but ofl' the rails, in the bidlast of the loop line ; but 
the marks on lliem'ehowed that tliuy had proviously 
been in contact witli the platfonn. 

Thu Wigou station is approached from tho direction 
ol Warrington, us will be seen by the plan and section 
in plate No. 2, on varying gradients, of whiub I in 
132 is the stivpi'Bt, until, in passing thu loop-lino 
facing-poinls (A), lliero is u rising grwlient of 1 in 
1(X) ; and the line riftos, us will also be seen on the 
section, considerably on the north of Wigan. There 
in a curve, having a radius of 30 chains, on the south 
of tlie station, and then a straight portion, about 60 
yards long, to tbe facing-points (A). 

The permanent way is of a very sulwluntiol descrip- 
Uou. It is laid with steel roils of a double- headed 
section, weighing H4 lbs. to the lineal yard, fished at tho 
joints with suspended wrought-iron plates and screw- 
bolts and nuts. The cluiii's are of cast-irun, weighing 
50 lbs. each, and are secured to the sleepers by two 
wrought-iron spikes and two trenails in each sleeper. 
The fileejiers are of Baltic timlioi', mun«unng nine fuel 
long by 10" x o" in section, and they are biid at inter- 



Tola of ibreu feet apart fi'om centra to centre. The 
b&Ilaat id of refiise coal nnd cinders. 

Tlie gauge belwceu the roils at'and near th? focing- 
poititd on the Tuesday morniog, tliree days after the 
MMrident. 1 found to be as follows :— At the fiah-plale 
I ol the leading- points C (south of the facing- points), 
[ the gauge was one-eighth of au inch tight. Five 
feet northward, the gauge was correct. At the 
north of the l^ing-points C, the gauge was sevcQ- 
eightha of an inch wide ; one foot north of leading- 
points, alighlly easy. Chair north of fiBh-plate 14 
inches south of facing-points, gauge slightly tight. 
Fwir-and-half inches south of facing- points, gauge 
slightly easy. Immedialely to south of facing- points, 
gauge barely five-eighths of an inch wide. Three 
rt.'et six inches north of facing-points, gauge barely 
hftlf Ml inch wide. Six feet north of facing- puiuta, 
gsuge one quarter of an inch wide. £leven feet 
north of facing-points, gauge slightly tight. Fish- 
joint IS feet north of facing-points, gauge one eighth 
of an inch tight. Six feet north of facing-poiols, 
gauge one quarter of an inch tight. Throat south of 
crosstng-pointR, gauge one quarter of an inch tight. 

llie levelR of the rails at and near the faeing-points 
■wt-re as follows : — At the fish-joint 14 inches south of 
tbe facing-pointB, the CB.st rail was one-eighth of an 
inch lower than the west niil. At the facing-points, 
the east rail was nearly one quarter of an inch lower 
tiau tin; west rail. At six feet six inches north of 
the facing-points, the east rail was half an inch lower 
thau the we»<t rail. At the fiiJt-joint 15 feet north 
of the faeing-points, about the eomo. 
TTie following shows the coin|iosition of the train 
as it approacUeil Wigan at 1.1.3 a.m. on the 
2nd August :— 
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Company who were with the train. 

Amongst the first tn notice that nnyihing had 
linppened, was William Stawi'kut, ihe driver of the 
second or train engine (No. 1,212). He is a man 
ef considerable experience, having been 1-1 years 
ia the service of the Company. He joined the train 
nt CVewo to drive it to Carlisle. On starting from 
the former phice theywere 19miuuleslate. Fourteen 
minutes more were lost at Warrington, the last station 
tliey stoppfJ »t prior to Wigan. The journey thence 
occupied 21 minute-s so that it was 20minu(«s past 1 
on Salmday morning when they reached Wigan, 
with a view to pass through it without stopping on 
Iheir way to the north. As they approached ho 



found the signals both for the sontii and loi- ibe 
tiorlh of the station lowered; tfaiit nt the junction 
cabin being as usual at " caution." Their speed 
was 37 or 88 miles an hour, somewhat less than 
they went sometimes, for the rails were " slippy," 
and their IoeuI a hea\-y one. Ue felt no unusua! 
oseillatiou in creasing the various points at the 
entrance of the station, nnd they passed the build- 
ing with their steam on. At the north end, on 
looking back, as wa.s his duty and habit, to see whether 
he had all his carriages, ho observed sparks flying 
from the wheels abont two-thirds down the train. 
Immediately afterwards he felt a jerk as of port of 
the Oaiu breaking loose. Ho then whistled to tho 
guar<b, and, shutting off his steam, he stopped the train 
gradually, as he knew not what had really happened, 
nnd feared that after the severance the hind portion 
might run into the front portion. They halted 559 yards 
beyond the north signat-cabiu. The leading engino 
then went northward to Ryland's siding, to block the 
line, whibC he went back to ascertain what linil 
occurreii. Ho found that only 17 of the 25 vi^hiclen 
were still attached to the engines; that the lufl 
side of the conductor's van, now the last veliiele, was 
smashed in ; that the conductor (Alexander tlarpirr) 
was much bmisedand scarcely conscious; and he assisted 
hiin to alight. After this he proceeded to tJie iiiation, 
and arriving at the end of the down platform nt the 
south end of the buUding, he was, to use his own words, 
" so overpowered by the sight of the poor people in the 
wrecked carriages," that he could render no assistance, 
and retreated to the north signal-box. Ere ho could 
return, help came. An interval elapsed, duriogwhieh 
the injured were attended to. and Harper a van and 
tlie saloon in front of it were detached. Then ho pro- 
ceeded north with tlie remaining 1" ijftrriages, not 
having examined the points, the signals, or the spot 
where the train loft the rails. In reply lo further 
questions he said they were not making up the time 
which had beenloHt,butwercgoingBt their usual speed, 
BO that the accident could not be attributed to that 
cause. Tliere were places where they went 10 miles 
an hour faster than at Wigan ; and they had been 
through the Wiguu station since the accident at a higher 
rate of speed than ihey were travelling on that night. 
Stawpert's statement was confirmed, and not materially 
added to, by Isaac Thibweu,, the driver of the 
leading engine, who had been 8 years in the Company's 
service, and by the FmsuBN of both engines. 

The guards and conductor had varied experiences 
of the accident. The undei^guard, Joun Laubert, 
was in the van immediately behind the tender of the 
engine. He saw the signals were right, and Eeeond 
observed nothing unusual before the alaim-whietle 
sounded. He also corroborated the engine-drivers as tu 
the rate of speed at which they were going. After the 
train had stopped he went and assisted the passengers ; 
and later, at 2.>52 a.m., he proceeded northward with the 
15 undamaged vehicles, having made no examination 
of the spot where the can'ioges left the line. 

Alexander Harper, who has been for live yearsa 
conductor l>etweeu London aud Perth, said that he hail 
made up the train at Euston, aud seen that ilie cairiagos 
were pro|tcrly coupled. He had received no coiuplaiutti 
on thesubject,uor had he noticed any unusual osciUaiion 
during the journey. Thoy were going at their usnal 
speed, 35 to 40 miles an hour, as they approached 
Wigan, for they do not slacken speed for such pliices. It 
is ratlier •' up lirow " through the stntiou, so they were 
going OS fust as they Uimilly go at that part of the linej 
but tliey were not making up the lust time ; he had 
given no oitters ou the subject. Ue had just finished 
sorting the luggage, of which tliere wasalargeumuunt, 
and sat down ou the off side of the van, and WM 
looking at the signals. These wu-e all right. There 
was no unusual motion nt the first or second sot of 
points, but a foot or two after passing the latter he felt 
the front wheeU (he was confident it was the front 
wheels) of the vehicle wrenched as if they had run 
foul of some ohsti-uction, and at once the van left tbo 
rails. Immediately be was thrown npou Ids back, and 



k 



lusi'ml u|i mill iliiwu uiuiiIhI the lu^gu^u ; iinil, living 
Htruck uu thu bund iwico, he became & little stiipitied. 
On receiviiig tliti Hcroiiil blow he (pit sonK^thing, he 
oould not say what, hit the vnn on the hruitdMtdo 
whUttt Dinning ovit the sloeiitm ; hiit lie belii'vi« it luid 
]ireviouHly ntruck the nliunt*ir'a cubiti. A Hucct^iiioii 
of liiuups rulltiweil till it WHO Ui'iiwu un ttic Itiiu 
again iiurih or ihe station, lln got upi tiiiil iippliixl 
llie lirtwk, whicJi liad ulrutuly bwin purlinllj' ji-rktitl onj 
aud tlien he pulled the eummunivutioii-uurd, but 
\ni cetild iiot teU whether it ucled. After the truin 
atopped, he wont with Uio guRrd Muy and I'xuiiunid 
the poiuta; they did not try them, but they appitiiru<l 
(juite light. There was nu mark upon them, iii> strain, 
«tid authing about them to ncuoimt for the uccidciit. 

From oiiH to thrwj fuel from the puint^ northward, 
WAS a niiu-k in the ballast, of a wheel, after it 
hiul k^i't a TiH. Tliero were also wheel-marks, in 
ihi' four foot and Hix fuel spaces, lu tho bnllMt hetwet'ii 
thi) two main lines. He did nut oxnmini: tlie loop- 
line nt nil, or »t;t! thu signtdrntui GoraUU. He saw 
tlmt ihe chuuter'a cabin was lovdlitd to the ground) 
and tH'Inives thu train aepaiated ihnrc, on the eonpliii;; 
bnukitig at the end of liis van; but he oonld not 
nay how long it was after tho first jerk. He was 
not uware of il lilt they were going against tho rails. 
Thu renuius of the Caledonian carriage were lying on 
the plutform, wheels upponnost, and tho body detached 
IVuui it on enu aide. He wont on to'PeTthin tho triunt 
au<I did not hih) tliu ruins removed. Thu train was longer 
than itliiul bwn for some time past. " Soniolinios," ho 
said, ''long trains will swing a little more at the end 
than short trains, but it depends on the piece of Jme 
tliey are going over, and on tight coupling." He further 
HtaUfd, that tltey did not sinckt^n ajwitl going through 
sLatioiiH uulesH there was on order tu do so; as, for iu- 
atauee, when the i>crnianent way was ntidcr repair. 
There were no legulations ns to uluokoning Hpcod, but 
this v.-a^ duun at some junctions, whiiru there were shai-p 
curves, but not at sidings. Kor were there any rules, 
80 far ait lie knew, as to making up lime ; thoy in- 
variably tried to effect this by gutting away Irora 
the staLiuns with a few minutes less stoppage tlian thu 
time-bill allowed them. 

FuBDKRiCK Mat. the head-guard, whose vnn was 
the last vehicle but one, said tliey left Euston at 5 
tniuules past 8, and Warrington at 59 minutes past 12, 
27 miiiules late. Ho spoke in some delidl aa to the 
composition of the train, and the numbers of car- 
riages. Tlie returns, when compared with otiiera, show 
it to have been tho longest hiurist train tliul had run 
tliiKvcjir prior to tliffith of AuguMt. His vehicle was 
thn last before the saloon was uilded ut Wnrringij^u. 
I^Ie noticed no unusual os<:illaliun during the journey. 
On reaching Wigan, ailor seeing tho signals wore 
all right, ho felt the sudden, hut not unusual jork 
of the rruin,a4 if ho were going round tho curve on to 
thu siditig, over the fiieing peiuls ; and then there was 
a '' (juick slackening " as they ran some little distance. 
A moment after tlin jork, tlie ofT-sidu buffer of thu last 
carriage came through tlio end of the vnn, knocking 
the seat on which he <uit from under liim, and throwing 
him down. He cannot say whether his vnn took tho 
siding rails from the points, as the night was no ilnrk i 
hut be thinks it did, us he belioveshe felt no oscillation 
till within 20 yards of the platform. Hefon' he could 
get up til seo what was the matter, his van began to 
rock and roll iKilh ways, and he found it was of)' tho 
rails. At length it ntupiHid, erect, with its wheels in tho 
balkst, and the steps dragging against the plnllorm. 
After live luiuuteB he was able to get out through tho 
window of his van ; and he found immcdiaU-ly opposite 
to it, on thu plutform, the Caledonian carriage No. 123 
(tho ISth vehicle of the train), with its wh<!ula uppcr- 
mosl, and its body broken away and destroyed. About 
this carriage four or live passengers wen; lying dead. 
Ho ascertained that 17 vehicles had gone on with tho 
engines, leaving 8 behind. Ho was too nmch confused 
at the timeto 1)0 able to give the precise position of those 
B caiTiages after the accident. Part of one went 



tlii-ough a wall, inU) til" ^ "Hlj.lrjr ,m tho west of ihe 
Htation building. It Spp'^'fed qn if tho r^ntre of Iho 
carriage hail caught the ttjofiv^ji^t an angle, and it had 
been broken in halviw. About four other enrringc* were 
lying in a heap in front, jaiomod into «wh other. Tho 
last carriftgt) behind his van wa», iio believes, off tho 
rails. — It may lie mentioned here, that both tho last 
Vehicles were uudoubloiHy oft' the rails ; for the m*a 
who put thuin on the rails, and hud to move them 80 
yai-ds in the ballast for tliat purpose, wore called boforo 
us, — About 10 minutes iifl«r he got out of bis van, he 
noticed that the signal was nt " danger," bat he doos 
not know when tlio arm was raised. Soon nft«rwnrds he 
went with the conductor and examined the points. 
Ho agrees with him as to their being right. Ho further 
stiLted that the llrst mark of tlie vehicles leaving the 
lino was in the ballast ut from H to 10 jfeet on the north 
of thorn. He saw nothing the ri^ to account for the 
carringcs running oD* the rails. He Hays tbo Cnlo- 
diiiiian carriage. No. 123, was nltout tlie sumo sizo as 
the otJicr carriages. It was neither new nor old, but haii 
as good an appearance, and was in as go'>d ordirr, no 
any in tho triun ; il seemed to Ot all right when coupW 
Ut the others in Loiiilon, Nor were tlie coupling I'rena 
loowmcd by tho journey; and lie hail oxaminiil them 
since they were liroken, and founil no flaw in tlivm. 

EvmsMCE or I'absknukks. 
In the evidence of tlie passengers we find the 
experiences of the journey detailed in the atrougiwt 
possible contrast. El would appear that few of the 
occupants of any can'iage prior t« the 15th vehicle in 
the train knew that such an accident hod occurred. 
In consequence of the reticence of tlie ofDcials ond 
others, in order to avoid a panic, they went on Ihiir 
way northward, after an interval of an hour and a Indf, 
mostly unconscious of the ruin and havoc Ihey hud 
left behind thum. 

Mks. IIkkino, of Ormidale, Brodick, Ardtwsnn, 
wrole that she and hor husband and some friimds 
were in thn 5th carriage (ati we gathered from tho 
number which she gives,) of the train. It wa" a 
six-wheeled one, and very uneasy ; and it oscillnleil to 
snch on extent tliat it was im|>oHsible for Mr. Hering, 
who u on inridid, to leim bock. Hho complained to 
the guards and conductor. They had determined to 
leave tho U'ain at I*rcHton on account of ihe shaking, 
but it was so rotieh less nfuyr the accident that they 
went on to Scothmd. Their eairiogo was decidedly 
lower tlian either of the carriages before or behind it. 

The Rkv. C. W. Don, one of tho luust.-rs of IClon 
College, was in the 12th ferriage. As he travels u good 
deal by fust trains, and is in tho habit of timing tho 
speed and taking oliscrvntions of the gradients durijig 
hiH journeys, his evidonco is valuable and interesting. 
Ho said, the jounicy was well eouducloil in cvijry 
way ( and ihe mcc between the stalioun seejued l*» Ijo 
wlial il should be. The tnuu was fVll, and time vfia 
lost at the stations in accommodating the puasengurs. 
'I'ho locomotive iwwcr apponred very good, us ihey 
went up the inclines ut a good speed. Ue remcm 
berci) that up the Moileiy incline the pace was very 
gofsl, and the train was steady, with not more than tiiu 
usual oscillation. Hi; knew they wei-o going intu 
Wigan J ho waalookingout of the window, luid distinctly 
rocollcctod the usual double jolt in passing the fuiiig- 
pointd. There was a sudden jolting when they weix) 
about 20 yards beyond thu fneing'poiuta. Immeduitoly 
afterwards, when his carriagi! was level with llm atatioa, 
he felt on exti'aordinarv shoot forwanls, as If tlioy wcro 
shot from a catapult, Itie motion being perfectly amootb 
for 2t) or 30 yards, like going down a steep incline, but 
he noticed nothing more. Everyone in tho eonipart- 
menl remarked this, Tlio jmasongcrs on the iiouk 
seat bobbed forward, but were not thrown off It, Thu 
train stopped about 6(X) yards north of the station. 
Mr. Dod tlioH looked out of the carriage, but did not 
leave it, as the nighl wua very dork, and ho fanciod 
the line was blocked in front. Ho thought ihe spuod 
of the train was from 40 to ■IS milua im hour al the tiino 
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of Ihf iM'ciiieiit. Uf ftnit hist rellow-|iB«sii;ngei-B woru 
ignorant of Uie Accident till ihey reucbed Stirling. 
At Perth, (he conductor said he thought tlic points 
must have bppii moved. 

N^ar the centre of the train win Mn. Parsons, a 
b&nkcr of OxJord. He wrote that tlm caiTingo in 
which he wii8, oecillnteJ very much iloring the jour- 
aoy, Tho couplings wei-e tookod to at .Staflnrd, but 
fbnad right. The guard said the oscillation was 
owing to »uch n htnvy train coming down the inclint!, 
tor Uwt ntl the rnrriAgen were olilce. 

Mr. MATnESON, of AjdroBS Castle^ with hia family 
uiil servunts, occupii'd the 15th carnage. He 
wrote, " All piussed mo rapidly, lliere is not much 
to s(at«." The long tmin wae tjavelling at a great 
Gpe«d. On ntiariiig Wigan he waa o»leep, when he 
WHS awnkened by n great jolt which nearly threw him 
off tho seat on which he was lyiug. It was repeated 
thrf-e tunefl, and was nccompanied with much shaking; 
lite third jolt ap|>eared to put everything right, and the 
caLniHge ran on mnoothly till it was stopped on the 
Qortli of the station. Mrs. Malheaon, who was in tlie 
same compnrtinent, also noticed the throe, jolts, and 
lliat they were accompanied by a swerve It tho west. 
Their lioy, who waa lying along the north end of the 
next compartment, was nearly shaken off iho seat on 
which ho lay. A portmanteau was thrown westward 
&cm a table. None of the party thought they were 
off ibe line. Mrs. Matheson thinks the accident bognn 
with tlipir carriage, because only the occupants of 
their cairiage and the one next behind it gut out to 
sAoertain why (hoy bad stopped. It was only at tho 
end of half »u hour that gentlemen began to stroll 
doivD to their end of the train. Mr. Matheson and 
hia party knew what bad happened, but very prudently 
kept silence. His caiTiage afforded shelter to the 
occu[ianta of the Ifjth carriagi-, and the train proceeded. 

Ladv Florence LEVF.aoN-GowEB, who was in tliu 
I6th carriage, wrote that she was alone in it with Mies 
]lruge,and ihey were boih asleep, when they werf sud- 
dbi^ aroused by a violent shock. It appeaii^d to 
ber ju if they were goijig over something on the line, 
and uomediately after she felt they were off the rails, 
from the tremendous jumps the carriagu gave. This 
Imated, she supposed, for two or three minutes, when 
tibey felt themselves jerked back again on the rails, and 
tbe trun slopped. She was uninjured, but Miss Bragge 
receivtnl some contusions, uuU was a goo<I deal shaken. 

This account is similar to that w the conductor, 
Alexander Harper, already given, who, it will be 
lemenibenHl, was in the 17th vehicle. 

The I8th carringewas occupied by the late SirJolin 
Anson and hia party. Miss Elf.a Anson wrote, that 
they joined the Irnin at Rugby. Sir Jolui, reading the 
wOMS " Cidednnian Company " painted on the carriage, 
saitl. " Wc are fairly off foi- Scotland now," which 
mako!! her sure that it was a carriage of that company. 
They wore in a first-class compartment, and thuir ser- 
vanie, including alady's moid named Arlett, who was 
killed, were in another compartment of the same 
Mirriage, The train went on quite smoothly tiU they 
came to the points at Wigan, when it gave a severe 
jerk towards the left. Sir John Auson and herself 
had only j"'^' *™^ ** '*>•''' "P "* ™^'' "tlier when the 
carriage sprang to tJie right on to the end of the plat^ 
form, and theii' compaitment fell over with a crash, 
(MkTtly on the platform, but principally on the main line, 
tlirowing her sister, Mi.^sLouisa Anson, outon tutheup 
Hue, and leaving her under the pieces. It was perfectly 
inabantaneou!*, and tliey felt none of the oscillations 
spoken of by the occupants of those carriages that ran 
aa ftlie thought np the loop line. Their carriage! was 
lying furthest from tho station, the back part of it, in 
which the servants were, being caught, as they thought, 
by the following cturiageB, and thrown over bottom 
uppermost ; while the top, completely smashed in, was 
a yard or two neai'er the station. She is sure of this. 
iMcauso she knows where Arlett was lying after the 
ftccidant. The portion of their carriage that was 



tliT'owii on the main tine hiul, ot cijurse, to lie cteuri:d 
away for the traffie to proceed. Miss Anson and her 
party thought the Caledonian carriage was of smaller 
dimensions tlian either the pi'oceding or following 
ones, and that it was old ; but it was stated before ub 
to have been nearly of the wime size as the others, to 
have been built only in 1 870, and to have been re[)iured 
BO recently as last May. 

Mr, SriLt, J.P., of Mountfield, near Axbridge, and 
u party, including his wifo and aon, and Captain 
Powell, of the Wiltshire Militia, occupied a first-class 
compartment in the 19th carriage. Mi-. Still, who was 
slightly injured, said the train tiavelleil staidily, and 
that they had remarked upon it ; he felt no shaking or 
anything particular before they left the main line ; 
they were all nearly asleep. His first experience of any> 
thing being wrong was the bumping of the carriage ; 
then hefeltitriBesuddenly,and run a short way, then it 
turned rightovei'.and slid along on its side. Hetliought 
their carriage was saved by running up the platform. 
Soon they managed to got Captain Powell out through 
the window, and aftorwardn they all followed hiio. 
He did not know whether their carriage was the 
first to leave the rails ; he had examined the spot 
ainccs and could form no opinion as to the cause of 
the accident. Hie son gnvs ronfUmatory evidence. 

Caitain Powell appears to have been first routed 
by the cairiage falling over on ils right side, and 
hewing the brewing of glass, Theynoeraod, he said, 
to slide along upon the platform, and to be brought to a 
stand as if an engine with a bi-eak had stopped them in 
theqtuetest way possible. Then they struck a match, 
luid found the windows above them, and he was 
helped to get out. Mrs. Still was a good deal injured. 

Ms. CoBK, of Dolphinton, Edinl)urgh, who was 
in the rear compartment of the same carriage, wrote 
complaining of previous o.wnllation, and tliouglit the 
carriage was not properly screwed up at his end. In 
his opinion the vehicles which were upset lost their 
balance through the great sway tiiey obluned imme- 
diately prior to the accident. 

Mk. Wkntmobe, of London, wrote that he was in 
varrii^ Ko. 64, the 20th of the train. It was long 
and full of passengers, and stayed more time than 
usual at the stations on the journey. They were 
24 minutes hil« on reEiching Warrington. Soon after 
leaving the latter place the speed iucrcni«ed, the 
oeoillalion being much greater tJian it was hnfori^, 
and lie thought they were running at more than 40 
miles lui hour. On reaching Wigan station lie felt r 
groat jerk, as on passing points, but somewhat 
stronger than usual ; and almost immediately after- 
wards the carriage commenced bumping and swaying 
till it ultimately turned over. In his opinion the point* 
were not properly locked, or the train could not have 
run off the main line. He r^p-ettod that he was too 
much injured by the acddent to attend the inquiry. 

In the same cairiage, probably, was Mn, William 
Thiimpsoh, of Devonshire Street, London. He said he 
joined the train at Eust«n for Glasgow ; ho could not 
complain of any oscillation of the cnrrii^^s, they were 
travelling fmoothly prior to the acddent; but he 
thought they ran at a very high rate of speed after 
leaving Waninglon. They appeared itt slacken speed 
before they reached Wignn. He was seatcil in tlio 
oflside comer of the front compartment with his face 
to the engine. Mr. Fraser, who was injuivd, and six 
otlier gentlemen, were in the some compartment. 
The first thing that he noticed was " a, dull sound " ot 
metal striking metal,aa if they were passing over points, 
and being quickly shunted to a dif^rent line of rails ; 
be could not say whether the sound proceeded from 
their carriage or from the one in front of it The speed 
appeared imusual and dangerous, be rose and looked 
down towards tlie wheels through the window without 
opening it. Though it was too dark to see surround* 
ing objects, yet it was plain to him they lef). the line 
about that point, judging by the immense sparks and 
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Id that carnage, appareDtljr, rode Ha. GEfmaa 
TllOMK)*, watcbiMlccr, nT Ntw Cttj Bowl, Glaagow, 
IIu joinnl the inin at Wanini^tan. He tboagbt ib« 
•U4>e(l was aniHBaOjr rapid. When tbe; rnine ti> Wigau 
tmiir carriAgc> iia<14€nljr tnrrbed, ami na raand on to 
tbe Riding, nml then lortiw! on it« aUle. The arm of 
one pcrwKi wa* hrok'-n in hi> romparttnent. It was 
so t!*rk they roahi nnt htc ; it length ■ome of tbe 
pMAcngeni got through the window, and, saws and 
hammprs having been procnml, n btrger bole wm 
ma<Ui, nnd Ihfj' wirra nil UhiTittviL He uw a number 
of nrnltcnl men nrri^'r^ MMin nfU-r tbit orrideDl anil do 
PTcryihing in their powi-r lo nlleviale ihi- mffi-ring* 
of the injured. 

Ill thu 2I«t veliido iii the tmin, IIm- <:iuTia<^i which 
contained the unrortnnate Mrs. Robert*, wiu Mr. Jocin 
BnowK, civil enginwr, of Sutton, Snm-y. Ui- Htaled, 
that he wok riding in tbe lai>t compartment but une 
of that CMTia4;e, a aecond-clniw nni% tliere being a 
third>cjnas compartment b<-hind it. The Hpced, with 
(ineortwooiteoptionc, wn* generally very great. There 
wo« (W much (willntion thrt lie nnd the other oecu- 
pout-t of the eomporlmi-nt eollld not mnke iheiu-ielvea 
Ciiinr»rtat)lo, or go lo uleep. He roiild not jinrtienln- 
riMi any plaeeH where they went fuller llian otiiers. 
but he remembered thnl before it got i\u'Hv dnrk itiey 
were gtnng at n very grcut speed. He «■«.■■ dozing, 
not actually anlocp, when the neeident hnpiR'ned ; the 
flrnl tiling that he nolcd wns a snihlpn jerk, followed 
by a flwerve similar lo that which he hiul often oxjie- 
rient^d in going ovit fncing-pointa at u great fpc-ed ; 
anil ho thinks the enrringii went a fnw yards on the 
raOii before it left them. Almost immedinlt^ly, how- 
ever, ttiere was bumping overtho slc^pera till the final 
crash came. It npjx.tu'i'd to him that tlie cnrringu 
ran pretty well up the xiding till it struck the foundry 
wall, through whieli part ol' it wiw fonxd alVcr it had 
been cut away. He furlunnt«ly rsen|M!il with » bruisod 
kiir-H ( their end of the (■arriiigu wue almost on the 
gmuod, lying over at nn angle. When he got out of 
ibecarriagt^ he could not gut on Id the plalt'orm, as In) 
wu shut in by two oilier eairiagee. He devoted liim- 
■df after th<^ accident in rendering nil ihensBidtonee he 
CODld to the pa*M!iigera, and did not examine the spot 
in a profiwiional light, which he aHerwarda much re- 
gntttud i he did not notice the points or the traek^ in 
ihu bftlloat. l>ot lie remembered that the coping stones 
of ihu platform were Hhtftcd and injured a good deal 
in gntting the carriugo back agiun. The carriage in 
which he rode was not, he thought, so much broken 
up *■ had been represented, but wait almost entire. 
Il<t reinabed there till 7 o'clock in tho morning, and 
nw ihn carriage which had tiecn the Uist in the 
train dntwn bru.-k along the ballnM on to the raiU. 
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Mr. Ananw Waas, of Higbpte,'LoiHlofi, (wfaoae 
aerere loae in tbe accideart b eo well known and 
heaitily Fymp«thi«ed with.) was in the 28nd 
carriage, in tbe right hand eoraer, with hi? back tn tbe 
eagtiie. Tbe tint intimation he had of anything bcJng 
wroDi;, waa a notw which awoke faim thoroughly, fbl* 
lewed bj scieaiBs. Sotne one in the compartment 
called oat that tbse w^ eomething wrone.andbe had 
jtiM tine to pnll biiBaelf np into tbe comer in aa small 
a eoraiNua m be could when the accident occurred. 
Uis first aentatian was a nolent jerk from left to 
right aa if tbe carriage bad raddeoly gone off to the 
len, without i|uiltiug lh>- linu at once i there wag no 
till in (he luovemeut. After that snccoeded a moment 
or two of comparative smootlinm ; then a jumping 
of the carriage over nome rimgh way n» if crosBing 
over nils, followol by a !«udden drop, «■• if from some 
little height : then comparative nnaothncss. as if, 
though off tile rails, they were going ijuielly over 
elecpers; after that there wn- « moment a» if they 
were stationary, and when he thought they wero 
cushioned into the next carriage in fronL At that 
jierioil he imagined they were safe, but immediakdy 
after tlicir carriage was eniashed, by the one behind tt 
knocking the end in, and driving the compartments 
logcther. It remained on the siding, and quite strmght, 
nt a diHtnnee from the platform furtlier tlian ho could 
step. 

Passing by the 23rd carriage, and the giutrd'a ran. 
No. 8, occupied by FBEnxRlCic M*r, we fiii<l that Mr. 
Ukmit a. FoBHTTti, of Maneheater, waa in tho Inst 
eompartniiint Viut one of tlie last carriage in the train. 
This vehicle, it will be remembered, was atttirlied at 
Warrington. Ho was wide awake t ll'cy travelled 
very easily ; he iiotic.wl nothing piior to the accident. 
It wa« \-cry momcnlnry; first of all there waa a 
grating of the whcclx nnd rails aa if a break wcro 
on ; then there came a frightful crash, mid lie and 
his eldest boy were thrown compleloly under tho 
scuts. He lifted up the boy nnd jumped with him 
from the carriage which was, ho believed, on the 
raib, but he did not examine tho place afler daybreak. 
He was sure they had not run foul of the pfatfonn, 
from tho enee with which they were going. All 
the crash ho felt woe in consequence of lhe!r running 
into the earringes in front. There wns no bumping 
prior lo the sudden sloppage. Tho grating, oh ff of 
tho pointii, was the only thing he noticed. 

Tn the same carriage was Mr. .TonN Wallace, of 
Green Street, Mancbosier. Ho iiaid ibit lie joined the 
train nt Warrington, and that llie first thing unusual that 
occurred was a violent jerk, which seeweil to throw 
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them off tlio liue at once ; lUen Ihore wna humping, 
«* if thoy were running over some vary hani sulistance, 
harder than sleeperf, iin<l then thBv ran armK)thly till 
the carringe Btoppaii, A minutn iiiicr lie jumped out, 
and the carriage was then two feet Iroin the platform. 
He believed tlio cnrriago Htruek the plniform, thonph 
fan was not nwara when this wns done. The caninge 
appcHTcd to be a little higher ot ihc tVont, because 
the buffers had gone into the guard's van. Tie was 
not aaro whether the biiileri> were actually through 
the Tan when they slopped. Afterwards, on looking 
At the line, he saw n piece of mil, about 1^ yards in 
length, broken cicnn out from the loop-line as if cut 
by a knife. Tlio coping stonee of the corner of the 
platform wcro broken for about 4^ ynrds, but not bo 
much, he thought, a? wax repregented in the dingram ; 
there was, moi-corcr, a gieat big rut, nboiit nine inches 
or ten inchrs deep, the exact length of which he could 
not specify. This rut did not extend us far ns the 

rilnlfbrm, it was neai'cr towards the Htnlion, and n 
itile bit ahead of the broken rail. He noticed theeo 
things aliout fifteen or twenty minutes after the iicci> 
dent, and before the CHrriiiges had been moved. Tliere 
were not many people about then, but 25 minutes later 
n groat crowd arrived. He ilid not know the cause of 
ihc Accident. IIo further stated that at Warrington 
the guard, May, objected to their carriage being put 
beliind hie break-van : hut the porter who was doing 
thix, Esid that ho waa ordered to do so, and had done 
so frequently. May replied, "Well, it is not safe to send 
that carriage up the incUne with those couplings." 

Mr. Thomas E. HAJtRtsoN, of Quay Street, Man- 
cheslcr, was also a puascnger in the same compart- 
ment. He noticed nothing very unusual beyond 
rather more oscillation, and tliat it was noisy. He was 
uwakc at the time of the accident, and the first 
thing he knew of anything goir>g wrong was a 
sudden Inrcli to the right; and he felt they were 
KL once off the mctnlH and running over the ballast. 
It was very rugged indeed, and he stuck (o the 
flCAt, and waa knocked about right and left until they 
citme lo a sUitid. They wer'e bumping and jump- 
ing all the way from the first lurch till they tutopped. 
It was just OB if they were going over Bleepers, and all 
th© time they could hear the Mmashiug and crashing of 
the other cai'i-iages. He got out of the carriage im- 
mediately, and gouig round it, saw what had happened. 
Their carriage stonil so close to the I'ailn, though off 
tliom, that ho could step from the platform intu it. 
He did notgoto the fitcing-point^, but he obsiTved 
iliat the ballast was cut up, as ho had seen botlaat 
immy timc-s when waggona had been off in goods yards. 
He noticed that the coping stones on the edge of the 
piutfonu hfldbeen torn up all along where the carrii^s 
hod gone, and he thought the diagram correct in this 
respect. 

Botli this and the provioua witnees stnl«d that an 
engine accompanied them trom Warrington for some 
little distance, and puslied tliem liehiud, Mr. Harrison 
Mild that ho looked out of the wiudow and saw the 
engine doing this ; and both ho and his compuniun 
felt 'nnU heard the engine behind them pushing their 
ciu-riago ; but the inspector in chargo of the War- 
rington station, ami other witnesses on the part of the 
Cum|>any, declared this not to have been the case. The 
evidence they gave was conflicting and uncertain ; 
butns it was a mailer not in any way affecting tho 
acelderjt, however important it miglit be in the history 
of iho tourist train, wo thought it unnecessary to 
pursue the subject further. 

EnnENCE OF Spkctators. 
The offit-er of tho Company in charge of the sta- 
tion at the time of the accident was Inbpkctob John 
J'mcR, who, together with two porters, was stand- 
ing about the middle of the down side (western) 
platform of the station, between ttie main and loop- 
liues. They all three observed sparks flying from 
tho wheels aa the train approaeheil the station, and 
tlial luggage wa« being scattered, as it passed them, 
iVom the near side of the van which was then the last 
31213. 96. I 



vehicle in tho train. The porters wcro beginning to 
collect this tuggugu when a gentleman came up, and in- 
(|uirod •• what stalion it was ?" and drew their attention 
to the catasimphe. It thna apjiears, and it is one of the 
mont remarkable fact^ in the whole ca^e, that they 
were so absorbed by what was occurring on the m&iu 
tine, and so deafened by the noiae of it, that they were 
altogetlier ignorant that a large portion of tho train 
was lying in ruins withm the station. They all seem 
to have acted on the occAsion with promptneaa and 
energy. The station-master and other officials having 
been summoned, and medical assistance sent for, the 
inspector went at once and qneationed the signalman, 
Joshua Gondall, who was in the signal-cabin, as to 
the cause of the accident. He replied, "he did not 
know." Tho inspector then went and examined the 
points, Jim] found ihem perfi-cily closed, and re- 
turned to help the sufferers. These statements ivero 
corroborated by four Post Oi-ficb Officials who 
were on the same platform, and by the Book- 
ing-Clkkk, and the TEi.EaiUi'ii-Cf.KRK, who were 
in their respective offices at the time, and by 
Thomas Alker, a forge foreman, who cnnnced to 
be neor the refreshment room, on tlie same side of 
the station. But the nearest speciotors of all were 
the Driver and Firehan of on engine used for 
helping trains up the incline, called the Bake- 
Ekgikr, which was standing at the time in a aiding 
SIS or seven yards south-west of the now notorious 
lacing-jioints. Their statements, however, throw but 
little light upon the disaster. They say that the 
night was very dark. They noticed tho train ap- 
proaching at the usual speed, that it safely traversed 
tho 6wing- points on to the next crossing : that it 
waa then divided into two parte, and that lire Hew 
ironi the wheels of both seta of vehicles. The 
fireman adds, that be could see the carriagea going 
np tlie siding, and eould distijiguish some of them 
toppling over. These two men, having secured their 
engine, went and rendered assistance to the sufferers. 

Wo reach at length a most Impoi'tant witness, 
Joshua Goodall, the signalman. His cabin was 
immediately opposite the scene of the accident, and 
the lacing and other ])oints, as well as the signals, near 
which it occurred, were tmder his control. He was 
subjected to a scarchmg examination on the first day 
of the inquiry. It appeared that he has been in the 
Company's service tliree and a half years, and bore a 
high character. He said he Imd been at this cabin 
since May 1871, that the three signalmen attached 
to it worked on day and night shifts on alternate 
weeks or forlnighln; that on Sundays they worked 
for 12 and on other days for 8 hours. He went on 
duty at 9 o'clock on the night of the 1st of August, 
and there wa8 no one else in the cabin with him. 
There was no record-book In the cabin lo enter the 
trains ; nor woiUd it be poseibtc to keep one without 
extra nssistjinee. 

It is considered anffi<-ient to record the passage of 
tho trains and tho telegraph -signals in tlio books at 
tho cabin on tl)0 nortli, and at the canal-bridge on 
the south of the station. 

Goiilnll went on to say tliat he took the signal for 
this tiuin in tlic usual manner from Springs Branch, 
on the electric gongj that be asked the signalman 
at the north end of the Wigan station for per- 
mission to let the train pass ; and that, having r&- 
ceived permisaon, he put the signals right for the train 
lo go fbrward. This locked the points of the main 
line. He thought it was then about 17 or 18 minutes 
past one, but he was not certain, as the last time ho 
looked at the clock it n'as 10 minutes post one^ 

According to an entry in tho record-book of John 
Byron, the signalman at the north end of the station, 
(which he slated was mnile at the time), this was done 
at I.18.a.m. 

Gou<lall stated further that he could see the trmn 
approaching almost directly after that, though he could 
only sec it for a abort distance, on account of the curve. 
As soon as he saw it coming round the curve he 
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put the distant-signal on, and immediately afterwards 
his electric gong was sounded to tell him that there 
was a train coming from Manchester. He then com- 
menced to gong the Manchester train forward, but 
before he could give a second beat on the gong he 
became aware that the tourist train was off the road, 
or at any rate that something serious had happened to 
it, OS he could see fire flying and the carriages thump- 
ing and knocking about. He at once put up his main 
line home-signal. What occurred afterwards for a few 
minutes he could not tell ; he was confused and un- 
nerved ; he feared some part of the train might strike 
his cabin, but he was quite certain he did not touch a 
lever for three or four minutes. The whole of that 
time he was sitting on a bench, about four or five feet 
from the levers, on the opposite side of the cabin. 
Meanwhile the signalman at the canal bridge kept 
gouging to him for the Staleybridge mail ; and the 
first thing he did when he came to himself at the end 
of those three or four minutes was to signal to him 
in blocking the line. In this statement he was cor- 
roborated by James Woods, the signalman of the canal 
bridge, who said that he did not receive the four beats 
from Goodall upon the mechanical gong, indicating that 
the lino was blocked, till three or four minutes after 
the tourist train had passed him (1.16 a.m.) ; and 
he declared most positively, that the home-signal at 
the junction cabin was not turned to danger until after 
he heard the noise of the accident. This evidence, if it be 
believed, and it was given in a very satisfactory manner, 
proves that Groodall could not have moved either of the 
levers Nos. 7 and 9 in the frame (which worked points 
A and B in the diagram) during the progress of the train 
over the points, as has been suggested, because they 
would have been mechanically locked. Groodall ad- 
mitted that the Staleybridge train above mentioned 
would be the next train to go into the loop-line, and 
that it would be necessary, by moving the levers, to 
open the two sets of points for that purpose ; but he 
said that it was his duty to give five beats on his 
mechanical gong, by way of asking permission from 
the north signalman, before he altered his points and 
signals for the loop line ; and if he did not receive an 
answer, permitting the train to go forward, he waited 
till he received instructions, especially in the dark ; 
and when any train went up the loop-line the in- 
spector usually came to tell him the line was clear. 
He said he had never?raised his home-signal till all 
the vehicles in a train had passed, except sometimes 
during the day, when there were a great many trains 
shunting to and fro, and he could observe what was 
going on. He never did sojat nighty as he could not see 
well. He had never done so either by day or by night, 
since the issue of regulation (G), herewidi forwarded. 
Even supposing the side-lights had been out he 
still had the roof-lamps in the carriages as a guide to 
tell him when the carriages were passing. One of the 
passengers, for instance, who rode in the last compart- 
ment but one of the last carriage said that one lamp 
in that compartment was burning well, and would 
show a good light through the windows ; for by it 
shortly before the accident he had read a sailor's 
certificate. It was also suggested at one period of 
the inquiry that there might have been side-lights 
in the middle of the train, and that in consequence 
he (Goodall) had misjudged the length of the train, but 
this was disproved. He further said that he afterwards 
visited the points and found them uninjured and un- 
strained, and that they had worked quite right ever 
since. He had never known anything wrong with them 
during the time that he had been stationed at that cabin. 

James Woods, the signalman on duty at the canal 
bridge said the tourist train passed him at 1.16 ; and 
John Byron, the signalman at the north cabin, 
stated that the train passed him at 1.20, with sparks 
flying from the rearmost carriage. Byron immediately 
signaled to Ryland's siding, the next cabin, to stop the 
train ; but it was stopped, as we already know, by the 
engine-driver, not far north of Byron's cabin. Both 
Woods and Byron stated that the vanous signals that 



passed between them and Groodall throughout the 
night were correctly given, and all the witnesses who 
saw him stated that he was quite sober. Some weeks 
after the inquiry commenced we received information 
that Goodall was said to have been away from his 
cabin on the night of the accident; but this and 
another rumour relating to a former occasion were 
thoroughly sifted, and found to be without foundation. 

Mr. Taberner, station-master of the Wigan station, 
said that he was called from his bed, and arrived at 
the scene of the accident about 20 minutes after it 
had occurred; and as soon as he got there he saw that 
everything possible was done for those who had been 
injured. At the earliest possible moment he went 
and examined the points, and found that they were un- 
injured, but that the heel-chairs of them had their inner 
jaws broken off on the near side. A very short distance 
from the heel of the points there were marks in the 
ballast, and in these and other similai* particulars of the 
traces of the accident, he confirmed the evidence on 
that head which is more parti rularly alluded to 
elsewhere. He also stated that the traffic at the 
Wigan station was very great, and that they were 
very seldom free from shunting. There had been a 
considerable increase in the number of trains of late 
years. In July 1870 there were 41 up goods trains 
and 40 up passenger trains running through the station 
daily, and in the month of August in the same year 
there were 30 goods trains and 41 passenger trains 
on the down line ; but at the present time diere were 
66 goods trains and 57 passenger trains on the up line, 
and 56 goods trains and 60 passenger trains on the 
down line through the station every 24 hours ; though 
only four down passenger trains passed through tiie 
station without stopping. This did not include the 
horse-box train, which also ran through, but that train 
would be taken off after the 11th of August. There 
were also 14 down goods and mineral trains that 
did not stop. On the up line there were the same 
number of goods and mineral trains, and three 
passenger trains, passing through daily without 
stopping. The above returns, he said, did not include 
the ^ specials ** or light-engines running through the 
station. During the season there were sometimes 
six or seven excursion trains a day. In addition to 
the above numbers, however, there were none on the 
day of the accident. 

The tourist train, on the night of the accident, was 
soon followed by the Staleybridge mail train. The latter 
had waited at Springs Branch, a short distance south of 
Wigan, till the former had passed by. Benjamin 
PoDMORE, the driver, and George Roberts, the guard 
of the Staleybridge train, stated that they saw the 
tourist train pass at Springs Branch, and it appeared to 
go " all right." Soon after they followed, and pro- 
ceeded as far as the Canal Bridge cabin, south of 
Wigan, where they were stopped. About twenty 
minutes later the limited mail came up behind them, 
and then it was determined that they should go on. 
They went up gently, and stopped clear of the station, 
below the bottom crossing, within 30 yards of " the 
facing-points." This was about half an hour after the 
accident. The driver then went to ascertain what had 
happened, and looked at the points and the tracks* 
His evidence was confirmatory of the evidence already 
given on these heads. About an hour afterwards, by 
the direction of the station-master, his train passed 
through the facing-points, and to the town side of the 
station, and the limited mail was then able to proceed 
on its journey northward. 

David Naylor, the driver of the limited mail, said 
the tourist train passed him at Crewe, where he 
was waiting for it on his engine ; nothing appeared to 
be wrong. He reached the Canal Bridge signal-sta- 
tion about 1.35 that morning, and his train remained 
there for an hour and six or seven minutes, when one 
of the railway officials from Wigan station brought it 
forward into the station on the wrong line ; and at 2.48 
it proceeded northward. He never left his engina 
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aud lie Uiereforc kneiv nothing of tho coaditioD of the 
puinbi or tLe marks in the balloat, or other traces 
of the accident. 

This witness was aftei'wanlB closely questioned as 
to a convei'sation that occurred the same morning 
nfWr the disaster, at Carlisle, between Stawpert, the 
(Irivm- of the tourist train, and himself, as to the acci- 
dent Laving probubly been caused bj the breaking of 
one of till' axle-boxes of Harper's van ; but the upper 
boxes were produced before us. and wore fonnd to be 
flound and in good working order ; of the lower boxes 
three were produced, all broken by the noses at the 
end ol the axles, from the ran bumping over the 
sleepurs ; the fourth was never found, but its fracture 
'waa accounted for by its baviog come in contact, with 
yrettt violence, first with the shtinter's cabin, and after- 
wards with the south-east comer of the platform, 
Stawpert afterwarib explained that this was merely 
on opinion he had formed on Bt3C0unt cf one of the 
near nxle-boxes of the van being broken off. He was 
not aware at that time that it had been in contact 
with the platform. He had noticed no oscillation in 
the vehicles before the accidout. Naylor further said 
he was in the habit of slackening speed through juuc- 
tions to 25 miles an hour, and that the limited mail 
always stopped at Wigan. 

The fireman of the limited mail, Henby Alfbeu 
IvATT, n highly intelligent witness, who bad acted 
in llmt aipiicity since July 1872, and who before 
that bad been a premium apprentice at Crewe, 
next appeared before us. Soon (about 15 minutes) 
after the limited mail stopped south of the Staley- 
bridge mail, ho went forward with a lamp and 
examined the points. They appeared all right, 
uud he was not afraid to run over them. They 
were uot twisted, they showed no wheel-marks, and 
ih^ were quite eleaii. He said he was curious to 
find how Bitch n thing could happen in the middle of 
H train, ao he proceeded iiirtlier to examine the spot. 
The first wheel-marks on the ballast were a few feet 
from the heel of the points. Some way up the loop- 
line he saw a piece of rail about two feet long broken 
dean oul, with a chwr attached to the middle of it, 
and lying in the ballasL This was afterwards shown 
to bo the rail marked in the diagram as broken in two 
places. He also noticed some wheel-tracks in the ballast 
leading up towards the platform, which will be found 
marked on the diagram. He had heard that the last 
carriage of the train had no sidc-ltglils, but he did not 
think the signalman could have made a mistake on 
this account, and pulled the paints over, as the train 
carried a tail-light. An accident might be caused 
through one set of wheels getting on the points, and 
tlio next pressing them open, but in such case there 
would be marks. He did not believe that the points 
could be opened by the wgnalman whilst a train was 
going over them at the rate of 40 miles an hour. It 
would traverw 17 yards in a second, and he did not 
believe it possible. He could uot assign any cause for 
tbe accident. Both he and the driver noticed it was 
aliiUtrain. 

TeoMAB Benson Bell, and John Aohbikokh, the 
gnard.s of the limited mail, both of whom visited the 

Soints, confirmed the above evidence as to their con- 
ition immediolely after the accident, 

Mk. Ht:Itt, the station-master, tmd Mr. Atein- 
80M, the platform inspector, of Stafford, and the 
Cakriack Examiner and Grrasebs of that station 
in attendance on the tourist train, slated that it was 
in perfect order when it left that station, and that 
there were no complaints. 

Similar evidence was given by the Pi-atform In- 
HPBCTOR, a Porter, a Carriage Examiner, a 
Gkbasvhi of C>ewe, and by the Inspector (unfortu- 
nately killed since by a train at Wigan) and the 
POBTEBH of Warrington, 

The SiGNAi-MEN at the various cabins between 
Warrington and Wigan said the train appeared to 



be running well, with no unusual oscillation, and at no 
extra speed when it passed their stations; and some 
of them noticed the side and tail-lights burning, — the 
eide-ligbis on May's van, and the tail-light on the lost 
cairiage. 

The SiaKALMAN at Springs Bbakcr, where there 
is almost, if not quite, as mnch ghuntiog as at Wigan, 
added that he did not think it possible for iho points 
to be moved whilst a train was passing them at the 
rate of 40 miles an hour, and that he bad never known 
a train open points by the wheels getting on them. 
Evidence of Offickks and Servants, not Speo- 

TAT0E8, 

Mr. WoKTHiNGTON, the engineer of the northern 
division of the London and North-Weatem Railway 
Company, and the district stafl" of Wigan station for 
maintaining the permanent way, including Joqk Gill, 
John HotKJirroN, and tbe Platelatebs gave evidence 
that the road was in good order and well constructed. 
By Mr. Worthington's direction was prepared the 
diagram sent herewith, which shows the positions of 
the carriages, and some of the injuries done to the 
rtuh and ballast 

Mr. Tomline, out-door foreman at Crewe, and 
Mr. Dingleit, locomotive foreman at Springs Branch, 
the latter of whom was early at the scene of the 
accident, gave valuable assistance in the matters; am) 
the former furnished the details of the damage done 
to various vehicles in the trains, which are sent 
herewith. 

LiVESET, the foreman fitter, m whose charge were 
the facing and other points near which the accident 
occurred, said that the points were not strained by it, 
but were in good working order arterwards. He had 
examined them, and they required no adjustment ; no 
repiura could be done to them without his knowledge. 

GusTAVTis Parker, signal- inspector over the 
signalmen and signal -apparatus for a district includ- 
ing Wigan, confirmed the evidence already given, as 
to the condition of the pomts, and the marks found 
in the neighbourhood. He was there at o o'clock the 
same morning, and looked at tbe signals ; ihey were 
working well, and he did not then find the defect 
pointed out by Captain Tyler. The connecting rods 
of the points were all right.and the colters in. The 
men employed at the Wigan south cabin, including 
Goodall, were all good men. He had never had to 
report any of ihem. He did not believe points could 
be pulled over when a train was going over them at 
40 miles an hour. The greatest speed at which he 
had seen this done was 5 miles an hour. 

Mr. Edwards, formerly in the service of Messrs. 
Saxby and Farmer, now in the signal department of 
the London and North-western Railway Company, 
said he had had for the last 7 years considerable 
experience in signals, points, and locking, and was 
well acquainted with the difierent systems. Ho had 
examined the lockiog-apparatns in the junction -cabin 
on the south of the Wigan station. It was of an old 
pattern, and had been in use about 6^ years. The 
porta were worn, but when the levers were worked 
in the ordinary way, they worked " right and correct," 
They were not of the same pattern as those made 
during the last S years, during which great improve- 
ments had been effected. However, the lever which 
worked the home-signal was interlocked with the 
lever which worked the points, Thedefect discovered 
by Captain Tyler was in the main line home-signal- 
'lever not being properly locked by the lever of the 
facing-points ; and was due to the wear and tear. 
The lever had to be pulled over sharply before the 
locking was efl'ectually done; the siguaJ-leser could 
otherwise be puUed over when the points were in the 
wrong direction. From the same cause the signal- 
lever could be moved when tlie point-lever was partly 
over and the catch not in tbe slot 

But it should be observed here, that this did uot 
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He did not htlierc it pnssilile for anyone to pull ovsr 
tboso points when a train wiut going at Euch a speed 
as the tourist train wns, but ho liiul u<>vor tried the 
experiment. With regard to the chairs and rails, he 
noticed that the heels of two chairs were broken, 
which he thought had occurred through mrriage- 
wbeels alighting oil them as thcj jumped olf. This 
WM all ho Kaw. There were murks on the ballast 
wh«ro wheela hnd run ; they began about 4 feet from 
th« points on the west side of the rail. He could not 
Uttce in particular the tracks of the carriages that ro- 
maini^ erect on the line up tfae3iding;all the carriages 
nppoareil to have taken one tra^k up the loop line 
after they bad left the rails. They must have gone 
over the ballast, but he could not trace their particular 
tracks owing to thf great destruction about. Ho Haw 
track? on the balloat from tho points up to where the 
Iftst carriage xtood ; the tracks were not very deep, 
but were continnuus. The first carriage that lefi the 
rail;! at the poinlx would, he thought, guide the rest up 
the siding ; the fli'st wheel that camo off would get in 
LotWHon the rails, and would take thi^ carriages i>p the 
loop-tioe following the rails, their wheels' Hongett 
getting on the back siilc of the rails. 

Ho went to aaccrtain the cause of the accident, and 
failed to do so. Various things might have caused 
it ; a Ught spring, or a spring-pin coming off at any 
part of tho journal so as to cause a wheel to come 
off. If there were a six-wliueled engine, or a carriage 
with six springs, and any of them were light and 
loBt their tenacity, the wheel would have a tendency 
to rise, and be liable to climb on to the top of the rail ; 
then a coupling chain or drag chain might break. 
He had thought the matter over most seriously, and 
examined the pennituent way and rolling stock, and 
he came to the conclusion that the most probable 
cAuse of the accident wii-% that the high speed of 
travelling and the oscillation of the earriagcs caused 
tlie wheel of one of tliom to jump off, a few yards 
after the facing poiutii had been passed. Tho wheel 
bad, he thought, jumped between the rails and hit 
tlie loop line rails and broke the chairs. Tho de- 
atruction of the carriages up the line, in his opinion, 
proved that ihe train was travelling at a very high 
rate of speed, probably more than 40 miles an hour. 

The Chiej- Okficeiis of the Carbiage-Dbpabt- 
1TBN73 of the London and North-WesU'm and the 
Caledonian Railvray Companies gavo the following 
evidence ; — 

Mb. BoKt:, the carriage superintendent of the Lon- 
don and North-western Rtulway, said he had occupied 
that ]rast for about 13 years, and during that period 
had control of the whole of the passenger rolling 
stock. For the last 10 or 12 years the slandard 
height of their carriages from the rails to the contn^s 
of the buffers and couplings hinl iMwn 3 feet G inches, 
the wheels being 3 feet 7 inches in diameter. Before 
that, the standanl height was 3 feet 4i inches ; and 
the wlieels were 3 feet in diamoler. To keep the 
buifer-line right, they put an extra block on the tops 
of thr axle-boxes und at the bottoms of the springs, 
about ^ of an inch thick in tho ease of tho carriages 
constructed on the older slandaid, to bring them up 
to the bigliei' line. At proscnl, about three-quartei's 
of their stock was of tiie modern heigiit i when tliey 
used tlie voliielcs of the two standards together they 
always Inserted the blocks to make tho heights cor- 
respond. This was only done when thn lehieles came 
into the works. The buffcrdine in the frnin might 
not olwaya be uniform, owing to some of the carriages 
being loaded und otiiers empty ; but this did not 
happen so much from some being old stock and sotne 
new. Three inches would probably be the extreme 
difference in the buffer line: this would be from 
loading, e.ff., ail the iiossengcrs at one end. He hod 
lU'rired at this conclusion from testing rarriages in 
thewoi^s — not those tlial were running; but, from 
observing the latter, hi> thought it the same in them, 
htit he was not sure. Of course it would tw mther 
more tlian this if the bulTcr line in the old vehicles 



were not set up. Tho carriages frequently lose 
three inches in height in the course of running. 
Break-vans would deflect four inches. Their standard 
was 3 feet 6 inches, Tho tracing supplied for 
the inquiry making it 3 feet 4i inches was a mistake. 
The height had been raised tnrough using a higher 
wheel, and though tho tracing showed the height 
of the break-van and carriages at 3 feet 4^ inches, 
it was really 3 feet 6 inches. The vehicles were built, 
one in 1870, the other in 1871. He thought six- 
wheeled carriages safer than four-wheeled carriages' — 
they ride more steadily, and are less liable to derange- 
ment; and tho springs would not deflect so much. 
If one end gave way, the centre wheels would keep 
up the carriage, and probably arrest impending dan- 
ger. The play in the brasses was the same us in a 
four-wheeled carriage ; when the play is a little over 
f of an ineh in the journal they are taken out, as there 
would he too much play. (The Caledonian carriage 
brasses had a play of | of an inch.) That is a point 
at which it would be wise to relieve Ihem ; and thin 
would be done if they came into the works, otherwise 
not. The carriage -examiners were under his orders, 
and would report defects to him, e.g. a broken axle- 
box, or a flaw in the spring, or a hot axle they could not 
cool, or anything that aflected the running. He had 
had no report about any defect in any carriage in tbe 
tourist train, nor hoard of any. 

The witness at our request examined and measured 
the remains of the carriage of that train, and, on his 
return, said that the result of his examination was tliat 
the carrii^es varied in buffer-height, from 3 feet 7 
inches to 3 feet 3 inches; the working parts and tires 
were in very good working order, especially the tii'es 
and flanges. They had suitaincd a good deal of 
damage in the accident, by striking chairs. There 
were no broken springs excejit where rivets had been 
broken by the accident. In buffer-height Harper's 
van measured 3 feet 3^ inches at one end and 
3 feet 7^ inches at the other end, so there was a great 
difference, chiefly in consequence of the springs being 
down. The axle-boxes were partly out o{ their 
places, BO that their position before the accident could 
not now be ascertained. He could not Ij-dl whether the 
axle-boxes of tbe guard's van hod been broken by the 
accident, but he thought they had been ; he had 
looked at one of the brasses of tho Caledonian car- 
riage, No. 123, and it was comparatively new. He 
could not tell whether the axle-boxes were in good 
condition or not 

Mr. B, Connor, who has been superintendent of the 
locomotive ileparLnient of the Caledonian Railway 
Company for the last 17 years, and has had charge 
of alt the rolling stock, stated that he had been in- 
formed that the Caledonian carriage (the 18th vehicle) 
was No. 1 18, hut on examination found it was 
No. 13,1. He then went and examined it, and on his 
relum said there was no defect in the carriage to 
account for the accident. On a later day Mr. Connor 
produced a diiigram of Ihe carriage No, 123, which 
he said was made in December 1869. The contract 
for the carriage wra made in that month with tho 
bitildere of it, the Metropolitan Carriage Company; 
and it was delivered and put on the line in April 1870. 
It was 3 ft. 6 in. from tho rail to the centre line of 
buffer. It was designed to bo tho same as the nine- 
teenth carringe. West Coast Composite No. 44, which 
followed it Loading the coi-riages and the wear- 
ing of the tires would reduce tho height, but not 
more than I J inches. Inside it was 6 feet G inches in 
height. Some of the London and Nor tli -western 
Railway Company's new carriages were 7 feet. Tho 
carriage was only three yeni-s old, and would last 20 
years. Possibly it appeareil depreciated throiii^h not 
having been washed lately. One of the plates of the 
spring of the off- trailing wheel was broken, he 
believed by the accident. The carriage had l)een 
repaired seven times since it was built. It waa last 
repairetl on the 23rd of April 1S73, when it was lifted, 
and two new huf-hes were put in, and four sjjringB 
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, .{y ■iirliiK" WPMi nlui rorainul i>tt ita 
< M l\<l>i.ii»iv Ulh. IH7n, ll WM n 

Ir ra« l>m>hwHhl- iktiil roiwnrtlii 

N.»ll>. «l>.>iil :ty,lKHl mllcii \><-r 
.) llint IliK liiltlhri »ri)in vHirinRo" 
'iiiil lr)<»<1><ii mill Niii'lIi-wnxlBrti 
TiiDKtKn •lit tliU niiilo wrin ■iili- 

IMV^I. Il W><l)l<l ItOl 1X1 ).IIMllll» 

.iNh.i-PMnx.f IliiM>lit«t III l.li.'i lixittlil 
'''■',■', ilic t>»U« !'■ tilt' I'lilTiT lit""! iinliws lhi> uhtHhkiii 
ttvkv- U\ H>( ntiiiltllxii. 

f^V U>nuiH>li<rvaut>^iliil«iiili<iit nf lh« Ixinilmi niiU 
M^^kth wtM>h>iii HbIIwhi- (%>iii|«iir, Mil. KitAftniitWKiin, 
<th«ti't1 lltHl III' liHil licit) llinl (Mint fni- nliuul tw<i VMirii. 
!(•> it-Mi'l>i>il IliK oiH>lii< tir tliK n>-<'lilHit n«n ur ■!« lioiira 
whot )t KM'umil, Mill tirii<.'p«iW U> Kininlno Uio politM, 
^iKtmntii'iil nitji, niiil i-ni i'iii(r<>*, l-'jiii hn ImiliKil M lliu 
\<n\\M» I tlii> oiilr IIiIdh lie imllrpil nUnil tlioin wm itiu 
nw<liir<>«r ll>i> jnwn ^if ttnn nf lli" I'lmli* iil lli<> bnol 
itf lKi<iiii llit<rt> HiiiifiiMiJ no MtrHinlnit nlioul thom. 
Atx'til Iflt n. (I 111. iV'iii llii' iii»<> oi' llio iioliitd up thp 
niilltiH lit< niitliftl (111 tiinrk •<!' <iiii< wIiih<I only in tlio 
twIlMl. Imt btiynlKl llinl llir Ixillnut wiiH (ill lirrik<<ti ii)i, 
itit till' iiikIii llii.' Ilii-rn wit.' i»> tnnrk- nii llio rnili"; 
tliP (•klltixt vtn* liiini'ti'Hi iiliiiiii wlnTi' n c-jirringo went 
i>VT<r H olAtloii Willi, 11" •>iiiunii)iHl ili" wIkh'Ih of n 
Cftli'i|»iiinu onrriofp^ wliirh liiy wIuhiI* iip|ivnii<iNt on 
) itUiriirni, nnil ^■pi'i'iullj'tlirilrHw-linriikt hotb unils 

t tliat cnrrJHKi' t ""<' *''' iho nxlrx wiu> txint ; t)iil ho 

Hiu^ttl ttinl WAX ('AunM by tlit> ncoiilmtu Ho rsnmiiiiyl 
' tkn *l>n'igN, lui'l tlioy worn tiikrn Ui piww, tuid wcro 
ftnuiil in K'^k] (iflcr. 'rhc roniiliitifn woru viiry gooil ; 
tliwjr Itiiit hnikon, luxl hr could xni liio initi ; hut it 
wnii Hiiiml Hiiil {tiHiil. tin {lirkiMl ii]i ono-liairof the 
petvw ■tiiu'klr nl tli'i rnil of tlic <'Arrin|u;o Tiuring imrth ; 
lli<> iron WM very ffoml. 'I*hn Mbnnlcli^ ortliti cntiplin^ 
of tlin nthcr oiiil »f llii> cnrringc wiw riiuixl nt tli« i>n<l 
nf ibc plnlfi^rm, nut fnr from whr^rc llii^ Hhtinlor'a 
rftbbi hIixnI : il wiu> wry giKxl iniii nnd tiwl n ctt^an 
(W'tiiro, but Uiul bi'tm torn .iff by ti "iilr wnMicli. 

TIh<*> coiiplingx w«!n* prodiiccil bvrori^ iin niiil foitud 
lu tioofgoud iron. 'l'hi> wilnpnx further mtiiltluit they 
luul two cnj^ntvi tu thii train tlint tlii^y mt|[ht run at u 
motv n'guldr hikmhI, tui the trnfllo nt tliin time of ttiv 



jniKT wna vurv hcKvy. If they hatl moru ttiaii 16 
iagos nt tbiM liuiH of tlio yi:nr they would f>ut on 
cagiiiiM ; thirty-two vchidi'K whh the uxtrinne loud 



laarriagos n 



for two cnginni, but tbi<y did not run more tliau 25 on 
uxotuit of ihn Htruin on the druw-burH, and the w&iit 
or BPcnmniodaliun for loiigi-r truiiis &t iho Htatiou 
{il&ifortna. II<-' AUittriuteiuted the lui^huiical d^purt- 
in«ut of thu niitway, niid Carliitlti watt hin extreme 
limit DorUi. Uo wan nm ubb to aay whether they 
had in their eysieui iv i-tirve so nearly in conaecttou 
with two nets of points, uiid u bulged rail, an there was 
■t nigan. He luul iiothiiig to do with llie penuunent 
way. If it wen; poMisibK- to pull the points over 
whilst the tnuD wua going at the rate of 40 miles an 
hour, that would account for the accident ; hut be 
*c&rcelT thought it posxihlc, and he never knew of a 
caae of the kind. He was unable to assign aoj cause 
for the accident. 

Mr.J. Riao, the outdoor locomotiTe-Buperintflndent 
of the I^ndon and North-western Railway, said that 
his department was under the control of Mr. Franuis 
Webh ; hia diiiies specially related to the outdoor 
work and the control of the men. He bad been 21 
ynn with the Company, 16 years aa outdoor anperin- 
mmfcjiil On the morning uf the accident he Haw the 
Amr of the leading engine, who gave him, Bubstan- 
iUOj, ib* name account as is titat«d in hia evidence. 
Wnm tkat be wa^ satisfied there was nothing wrong 
M raprdcil the speed. No doubt when trains were 
tmammf Armtr tfarough shunting yards and facing 
feittt, md nations sncb as Wigan, there would be 
Ml dittgsr ifcan runniug fast. However, if the trains 
'MM to nn through all such places at slackened speed, 
an fconr mem wotSd be spent in the journey. There 
' B between London and CarllHle, four 



■inlion* wbxrn lltoru vriw a groat amount of thuntiog. 
Hiiil Wixxltin Swin^t Bridgu, — in all, 2H placed, where 
it would ■•(■ necoswry to ttton if at Wigua. Soma of 
tlic«i< wpif •Uitiotid at which aoiiiu of Ihe very &>st 
train* did not olip i but the H n'r.ln(!k tnuii wouU pass 
lliMMiitli 'iTily y.l of them without xloppUig. There 
woiil'l lif n griwli^r rink if they weni to run through in 
tli(>iiHm"lJtniiiiJ>ibnydid now, while reducing the spw^l 
at tl]i)w> placiui to Ifi miles an hour. Of counto, if 
iiiiirt' llmtt wert' allowed, they could afford to slacken al 
ilioM< phutiK to 16 or '20 miles an hour, and it would 
lin safer pasting through them. Aji extra half hour 
would not liudDongh If thi' Company were dolermined to 
run the trains to time. They are prenscilby the public 
to ntn tliuiii in the lime they do now. It might be 
that llie companies running to the North wore preaaiiig 
iifudi other to do this ; certainly, slower tipoed goiiis 
through crowdwl ■lations with facing points would 
Ih- much safer than iravclliitg at the high apcr<) 
they nro iwmpullod to nsc now. He knew Hnh' 
Nil. 212. Bfid he bclicviid that it waa tboronghly 
complipil with. They might nin through Watford 
anil IVing at 3() mile* an hour as safely n.s they might 
through Wignn at HO ; the womt part of Wigsn wa« 
nt tile Canal Ilrldgu boforn coming into the station. 
Sonui [if the drivers went through those stations more 
oaiitioiiHly than others. lie thought there was no 
jilaee on tbn main linn where there wasu curve so sharp 
going ibrough a shunting yai'd an at Wtgoii. 

Mu. SiiAW, the district snjH^rintcndent of the London 
and North- wi'stiirn Kaiilwny Company, siud if nil 
the Companies would agree to run slower, or some 
higislutiou ohould b<< made upon the imbjoct, it wonld 
Iw all tJie biittur; but that the London and North 
Westeni Railway Company could not be the first tf 
do this. 

Mk. Gito. WilAi.K, an assistant locomotive super- 
intcndimt of the L<»iidon and North-Weatem Rail- 
way Coro[>any, said that his particnlor duttec werp 
tbn HupcrvtHion of the outlying de[i6tH north of Stafford, 
and to ari'Mige the running of the engines, and the 
working of the men. He <lid net think ibvre was any 
neeiwtiiy to run at a lower rate of sjwcd througli 
Wigan than the tourist train did on the present 
oceusion. The engine-ilrivers ought lo kwp a gooil 
look-out to «eo that they had the whole of the tnun 
with them owt the facing points, but ho did not 
think ihat Rule No, 212 meant that they should 
■ilackcn ftpoed. He did not think there was any breach 
of Rule No. 212 in their running through Wigan at 
40 miles an hour. It would be better to try to 
slacki'U speed at such places; of course there waa n 
little more rink at {mints and crossings than in the 
ordinal^ permanent way. Up to about eight or t«it 
years ago there was a rule reducine the spMd in run- 
ning through junctions, of which Wigan was one, to 
the rate of 1 5 miles an hour, but that was beforo the 
locking apparatus was introduced. Though the extra 
trafBc had increased the risk, this had been in a great 
measure met, so far as « collinion waa concerned, by 
the absolute block system. He thought other com- 
panies went at as great a rate of apeed as tbey did. 

For the purpose of comparing the rules in force on 
the Midland and Great Northern systems as lo 
slackening upeed, wo etinimoned officers from both 
those Companies. 

Ma. Hr. Hebbbrt Lovedat waid be had been out- 
door inspector of the Midland Railway Company be- 
tween seven and eight yean; be produced a copy of the 
working time tabW of that Company, and of the «|>e- 
ciol notices issued to their drivers and guards. In the 
appendix, dated Februaiy 1873, the n^ulations of 
which were still in operation, he found notice given 
iliat the speed of ail trains running on passenger 
lines must not exceed five miles an hour in running 
through Normanton station. It wan a ditBcult station, 
and there were facing points ; in fact it was a station 
yard for passenger purposes. At Sheffield, on entot^ 
iug the station, these tnuns were not to czcaed four 
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miles m hour. Thero wprc facing point*, but it 
mi^Eht be to protect the tmina, if any, staniiing ul lh« 
Btationa. Nrt t.rnins run through Shoffiolil. At 
Marple Tiiiinp! the speed must not exceed 30 niilee 
nn hoiir, on account of tlie curve; »nd at Aniborgato 
janciion. tpn miles an hour for tho seme nsisoii; 
ihrongU Derby not to cxwed five miles ; al Sornion 
mad SWnton Gate l.i milea, ns they were flunked by 
ft fooA* lineon each side. At Wigston level-crosaing 
(iiiiv were not to exceed ten miles on account of the 
crossing 1 at Huntington curve it was ten miles ; at 
Be*ifonl 12 miles, but all tho trains stop there now ; 
at Stratford junction 10 miles ; at Bow and Stepney 
junction the same ; there was a grent deal of trallic. 
At Ludgate Uill station four miles ; at Blackfriara 
and Dover junction 15 milea; at Droitwich junction 
15 miles; the latter on account of the curve. Ho was 
uol aware of any notice having been given to the 
Midland Railway Company, with regard to running 
to their stations, Thwe was no regulation which 
r«doced tbe speed on their line applicable to such a 
place as Wigan so faras be was awnre of, and he could 
not 8»y whether the Midland Railway Company would 
fmme any si>ecial regulation forpaasng throngli such 
K station. He would not reduce tho speed for facing 
points alone ; considering the recent improvements, 
thev wero one of the necessities of railways, though 
(o a certain extent, perhaps, they increaped tho 
danger, but he would not slacken speed on account 
of them. He thought they might run 40 milea an 
hour round this curve and over these facing points, 
bot 20 miles an hour would be safer. So far as he 
knew at present he would make no regulation for 
Wigan. The Midland Company ran fast expresses 
like every other Railway Company. Rule 77 of the 
Midland Railway Coinjwny enjoined engine men to 
use great caution on all occasions when (lassing 
jnnctions and through stations where their trains 
■were not timed to stop, particularly where there 
were facing points. 

Ms. Amos Pigott, tho chief signal-inspector of the 
Gbeat Northern Railway, stated that he had acted 
as aignal-insiwctor on that railway for 15 years. Tbe 
stations at which tho Great Northern tnuns wci-e, 
by the time-tables of the Company, ordered to slacken 
speed, were :— Wood Green, speed to be reduced to 
25 miles an hour, for the main line up trains, 
on account of feeing points ; at Hatfield they were 
ail (Scotch expresses included) restricted to the same 
pace on account of the curve. There were no fiicing- 
pointe there. The Hitchin station embraced a junc- 
tion of four lines, and there they reduced their speed 
lo 15 nules an hour, solely on account of the facing- 
points. This was kept to in practice. At Warrington 
jonction, loop-line trains were restricted to 15 miles 
Ul hour. At Grantham, which was practically a 
nhuntingyard, the speed was reduced to 15 miles an 
hour 1 at Retforderossing and station six miles an hour; 
at Doncasler they were restricted to 15 milea an hour. 
There were four sets oF facing-points on the down 
jwirney, and five on tho up. Al Shaftholme the Hjiil- 
way Company reduced their speed to 15 miles an 
honr on account of the sharp curve and tho facing- 
points : at Sclby station 15 milea an hour. There was 
n good deal of shunting there, and a swing bridge. 
The same rate of speed was muntained at Knottingley, 
where there was a very sharp curve, besides facing- 
points. These were the stations on the main line 
northward. If the trains went through Hitchin at a 
liighei- rate of speed than 15 milea an hour they wore 
reported. This has happened many times. He had 
Teported one or two cases at Retford this year, not else- 
where. The locking.apparatns was nearly perfected 
over tho Great Northern system, but this would not, he 
believed, make any alterations as to the rules for 
alackeoing speed. 

The evidence appropriately concludes with that of 
tt)<4 two chief officers of the London and North- 
Weslem Railway Company. 
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Mr. George Fij^dlat said be was assif.tant to 
Mr. Cawkwell, the managing director of thi- Loudon 
and North-Westem Railway, and had been so for tha 
last 10 or 12 years. 

There were special re^ilntions as lo tbe slacken- 
ing of speed over certain parts of the lino whern 
the gi-adienis were slt'op, and other circumstant«s 
required a diminution, for instance, in descending 
steep gradients. They were contained in the 
working time tables of the company. The (irot rule 
directs the shutting-off steam at the Dunstable-branch 
incline ; the train was to be completely under 
control The next related to the Dudley branch, and 
to the accent of the incline there. There was always 
kj be a break to those trains. There were other pro- 
visions an to goodH traiiis at Great Bridge, and using 
the breaks on that incline ; and there were further 
directions that womlen spraggs to stop the cairiages 
were tn be carried, and applied instantaneously to the 
wheels in case of need. This only refers to break 
power. There was a regulation which prescribed that 
passenger trains must have extra break-power when the 
carriages in a train were more than eight in nnmber. 
On the MerthyT,Tredegar,andDow]ais branch lines, the 
speed of the passenger trains was Umitcd to 15 milea an 
hour,and tbe goods trains to lOmiles an hour, on account 
of the steep gradients. These were all the reguladons 
for the reduction of speed, and none of them i-eferred 
to the main lino between London and Carlisle. There 
were no arrangements for the slackening of speed over 
that section of their line, other than Rule No. 212. 
The tourist train was a regular train, and was put on 
to relieve the hinited mail, but runs only during the 
summer months, June Ist to September 30th, when 
tbe traffic is heaviest. The journey from London to 
Carlisle occupies about 7| hours, for the 299^ miles. 
The average rate of speed wau 41 miles [ler hour, 
rather slower than the limited mail. There was a 
regulation, which he produced, that reduced the number 
of carriage of any passenger train of this Com|iany to 
25. If there were more than 25, the train would be 
divided ; which was often the case during the season. 
He said tbe company had paid great attention to tbe 
»pecd of the trains, and their punctuality. A special 
committee was last ye,ar appointed to consider these 
points. During tho last year they had practically 
revised their time tables, and given more time to all the 
stopping trains except the mails, and also more time 
to the goods trains, and had laid down some fixed 
rules, GO as to give a greater margin for tho arrival 
and departure of trains, and also for the shunting of 
goods trains, and so keeping the main lino clear 
before the ordinary paanenger trains wei-e due. The 
speed of the trains on the London and North-Westem 
Railway was, in fact, not so great as that of the other 
great companies. The joiu^ey from London to 
Liverpool occupied generally abont five hours, whibt 
the journey from London to Leeds was run by tho 
Great Northern Railway Company in 4 honrs and 
3o minntes. About IS months ago tbe question of a 
further acceleration of speed was raiaed, by the Great 
Northern Company i-iinning to Edinburgh in 9^ hours; 
the London and North-Westem determined to give 
an hour moi'o for the journey. They did not make so 
fast a journey as that between London and Leeds, or 
that between Exeter and London. Some 12 months 
ago there was an attempt to come to some arrangement 
amongst the companies to limit the maximum speed to 
something like 40 miles an hour, and one company 
did move this, but it was objected to by other com- 
panies more particularly concerned in the Elost Coast 
line interests, and nothing came of it. With regard 
to the Line from London to Carlisle, from whtit tho 
witness knew of it, and what tho directors hod done 
to make it tho best peimanent way, no expense had 
been spared. Looking also to the block -telegraph and 
the adoption of the locking-bar, he felt no hesitation 
in saying, in tbe interests both of the railway company 
and of the public, that 50 miles an hour was a speed 
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cireumRiitnPeB. Thip vcliirle mny ilraw cnrringcs off 
the railfl in front of it, or dnig caniugcs off tlip miU 
behind it, more or losft audiiuiily, and with more or 
lens scrioiw resultn ; iitiil these other vchickw aodrwwn 
off or draped off in*y agnin moot with ilivcrtiog 
cnuM'e which nmy lend to further MimplicationB. In 
Uiiscuae tliore wore »i miniber of snch tliverting Cttusies, 
Tliere was — vitl<i dinj^tdm — tho off mil of the looii-liuo, 
Hud tlioro wore tlic (rhe<?k-rail» on tlint, hue. lliere waa 
the near rail of thu Loncashiro mid York whi re junction 
down lino. Thure wero the rails of ii ei ding crossing 
tlio loop-lini' towards the down inaiti line, and there 
woro tlio ii)i|i-]ioiiits luid connectioiiB between thia 
fidiiig and the loop-line Possiug along from tho 
fnciuK-poinlH, there woro further uxlicatlons prin- 
cipally to be noted,— of n check-rait indented nt 
80 fi-ot, and n check-rail knocked out of its place 
at 102 feet, OD tho loop lino; of a ehuir marked ot 
1 \5 feel on the noar rail of tho Lancashire and York- 
shire down line, and of lirokon cbaii's at 158, 161, 
172, aud 174 feet roBpoctivoly, luider the noarnul 
of llio down main line: of n ridl broken and distorted 
ntSOO feet in the siding crOHung the loop-line; and 
wf It rail broken in two places, and nul§ marked 
in two other pliiccs new it, on the offside of tho 
loop-line. These and inmiy otlier indications are all 
of value, and must nil ho considered in tlioir proper 
rcklioiu to the cautue of the accident. But ther|ueation 
to be dotcrminc<l, and to which all otberH muat be 
connderod eutionliniite, is " How did a near wbecl of 
'■ eome Tchiele in the traiu get on the wroiip aide of 
" the near tongiic of tlie facing-points?" That was 
apparoDlly tlie first tbiut; to hnppen, and wub the 
prime caiiw of iJl that followed. It is (ho main fact 
round which all the other facts mupt be ranged, and 
the problem to the elucidation of which oil the 
cndeuce must be made to contribute. 

The most obviooa mode of accoimting for the 
Kddent would naturally bo tho shifting of tho poinla 
by tho signalman duruig the ])nssage of tho Iriiin. This 
would bo nt oneo, if it could be believed, n siLtisfnctory 
explanation of it, would tcniovoftll further diflicHlty, 
ind would render easy the recommendation us to how 
" " on accidcjit could be avoided In the future, Tho 
rt-Mpplicntionofalocking-baiinfrontofthefocing- 
__^__ 8 would prevent a future signtthnan fVom again 
making such a miutako, or from moving lii* poiuta, 
even if he tried to move them, until tlio lust wheel of 
k train had [losBod through thcui. But while there 
ore imiKirtout reasons on the one hand for coming to 
such a conclunion, there are, on ttie other liand, great 
diilicultiee iu the way of sustiuning it. Tlie grounds 
for this h<-Ji<^ have been put tbrward with great 
■t'ility l>y Mr- Burrows, C.K., of Wigan, who was 
employetl by the coroner for tho boi-ougb, Mr. Dar- 
lington, to iuvosligato tlic circumstances connectt.>d 
with the lut^idenl, and wlio lias Utken much pains in 
doing so ; and the iliffitulties in the way of it wore 
to some extent brought out during his examination. 
Tho brood fact^, — ibiu the two engines and tenders and 
fifteen vehtcla« imsscd through tlie fncing-points in 
• ri^t direction,— t hut tlie 10 last vebicles of Ibo 
rin wer« diverted from (he main line, or thrown off 
t rails, Immediately to the north of the facing-points, 
ibmt oo few marks wer<r visible, or could he ascor- 
tsfaicd, to iDdicslc when- thi^se ten vehiclos had all lol't 
the rail* of the main line if they did not run along 
|1mt»U» of the loop-line, — that two (if not throe) 
I, wilb iba <Ubri» of a tliird (or a fourth), 
J tlietr wfaeeU over the loop-bne, hut 
r^k, aArr Ibe MCideuit.^-«od that tho 
f»I1owln<; trTuti wotild have parsed through 
tb. I' lix^llne, — are all Bepnralely, 

ni I ii^lv when taken in combina- 

Ij,. liewtbat tbe ptHUts mny have 

1,1 , :. , ' Till- lail^r part of (be train was 

pa*'iiiy ilii.iu^li ih-rin. But they further tend to 

Erorc that if tile puintu were thus shifted, ibey must 
ave \fxa pullnl vutnTJeli^ly oreri and Ibis could only 
hfive bevu dam by tfac "gf"'""" from the jimctJon- 
Gsbin. 



Tf the points had Iieon pulled half over, ho as to 
allow nny two wheels of tho train to get nstride of 
them, n» it is technically termed, llien, in consoquenco 
of till' difference in gnugo between the wheels and the 
tongues at tbe heel of the points, and of the force 
which woultl have been exerted during the pnsnage of 
the wheels over the tongue", theio wouW have been 
marks to indiente that, such hail been the case i mid, 
at all events, if the points had Ijeen tlius ubifloii, it 
cannot for a moment ho supposed that n niimher of 
vebicles hiul pusaed over thorn wbibit they wore in 
such a poBJlion. If the points hod been pulled over 
into any intermediate position, they would have been 
Rtrnek by the passing wheels, and very evident in- 
dications would adorwards have been ohse-rvahlc uiion 
tliem of blows from those wheels at a sjieod of 38 or 
40 miles an hour. And, in carrying out both of these 
latter suppositions, it Is neeessiiry to believe further 
that the signalman, after pnrt.ly opening the points fop 
certain wheels of (Jie train, pulleil them completely 
over for the passage of the vehicles behind them. 

If, again, the tougnes of the points had become tHs- 
connected from each otlior^ it is neceswii-y to account 
for not merely one, but two spring- cutters having 
fallen out, of which there Is no evidence wlwtovei-, 
— for the off tongue having been moved over to tho 
eastward in some unexpli^nod manner after thepue- 
Bge between it and the ftiindnrd-i-ail of tlie off wheels 
of the two engines aud tenders and at least nixleen 
vehlelea, — for the cotters having lieon reptot-cd after the 
accident, — and for the conceJilmcnt of all evidence m 
tho condition in which tliey wen- found. And, further, 
this theory of the accident is not in acGorduui>e with 
tho first indications on the pennancnt woy, in ntgnnl 
to which BO much has already been said. Those in- 
dications point to coDsiderablc pressure against tlio 
heel of the near tongue from tbe oulsiik, by which 
only the inner jaws of the heel-chnlrs would hiivi? liecn 
fractured ; and to the fact that the same wheel which 
caused their n-octure was still close to the outaiilo pf 
the near main line rnil, as evidenced by the marks cm 
Uio choirs and keys at 29 and 32 fi-ct from tlie ondH of 
the points. But If an off wheel bod in tho first instance 
run along the off tongue after it bad from any eausit 
fallen over or been pushed over towards (he stundard- 
rml, aud if the eorrcjipondinp mar wheel liad Ijecn 
forced over the near tongne, then the pressure would 
have been w<'atward in plaee of eastward fixim such 
near wheel ; then the inner jaws of the ht'cl-ohalrs 
would have n'mained unfructui-ud j and then the marks 
would not have been found, as tliey have been, on the 
chairs at 29 and 32 feet. 

If, once more, there hod been nn obstruction be- 
tween tho near tongue of the points and tbe Klandnrd- 
rail flufRciontly large — say IJ inches — to enable thi- 
flange of a near wheel to pass on the wrong side of that 
tongue, tJieu, as has bi-t'ii proved by exiiorlmcnt at th(»e 
particular points, the signalman would bnve been awnrc, 
by tbe increased force necessary to tbe working of his 
lover, thai such was tlie case. Inasmuch as the two 
engines and tenders and at least 15 carriages (luwod 
through tho points properly and safely, it is exiremdy 
unlikely, to say the leaal, that there should have Iwon 
any such obstruction ; and the passage through the 
points of the former part of the train would have tended 
to close tlie near tongue towards the standard-nil 1, by 
the pressure againnt it of tho flaugifs of sueccedinB 
wheels, rather than l« have increas^ the effect of tho 
obstruction. Any material forming such •bstruotion 
would, Ibrtber, have been found in the points after the 
accident ; and tlujH- is no reason to bollevo lluit imy 
such obstiniction existed. 

In order to determine whether by ony poasibilitv 
the action of the whwls upon ttiese particulnr points 
could cause them U. spring or to ojKm vertically or 
latoi-ftlly during the passage of thu train, we enuseti, 
on tho morning of iJie 5tli of August, ti-ains to bo ran 
through lliem at hi^h spwul, and tested them in turioue 
ways, but we failed lu dlwover any motle In this way 
of accounting for the accident. Tho slight move- 
ments whieh were apparent in the tongues under sueli 
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can filackeu speed if ho tbinks necessary. He tLoiight 
the traioH might run.uiiely at their present speed ; 
it would he more economical to run nt a less speed. 
The public required fast trains, nud they could not 
travel at a less speed, to make it answer. Ccrtaiuly 
the/ could not do ho till other eonipanios did. The 
public did rot trnvel so fast to St-otlnnd by the 
London aud North-Wostcrn i\a by another route. 
The limit prcscrilied by the Post OfBce autliorities 
for the limited mail was 4 passenger carriages, 12 
vehicles aJtogetbei'. The public required fast trains; 
he know this because they always went by them espe- 
raally on long joui'uics, third-clus$ passengers spe- 
cially cho.-Mi those trains. The Eosl Coast Com[iii.niea 
had nlways carried more than the West Coast Com- 
plin ies, because they w€nt taster. He did not know 
that it wn"* hecimso they could slop conveniently at 
York. To the north of Scotland the numbers 
were different, for there, with the time the same, the 
London and Noi-th-Wcstern Company carried Ihe 
{greater almre of the traffic. They had maJe some alte- 
ration in their trains some time ugo, reducing the speed ; 
aad the other companies. expedileil their trains, he 
beliovcd. He did not doubt the other Companies ran as 
many carriage" on their trains as they did at that time 
of year; he did not know whether they were lighter 
cnrriages. There was little difference in the speed of 
the lourist train and the limited mail, as the latter 
consisted of 12 vehicles drnw-n by one eufiine. Divid- 
ing trtuHs Ko much rather increased risk. It is th> 
station ma^t£r who directs what number of vehicles are 
to be ntlacbed lo a train. This year the extreme 
number of carriages to be attached hnd been reduced 
from 29 to 25. 

He thought Rule 312 was merely an instruction to 
the engine-driver to take great caution in approaching 
junctions or busy stations where there were facing- 
point), to see first that everything was clear, and then 
nse his own judgment na to what further caution he 
sliould take in going through the stations. He might 
riacken speed if he liked, and foitnd it necessary. If 
he were travelling very fast, he hod no donbt he would 
slacken speed. 

With regard to the speed of the ti-ainB, passengers 
often over-Gstiraaie it. He did not think the Mervants of 
the company under-estimated it. Caution in the rule 
meant looking out for signals and slackening speed. If 
they thought they were travelling too fast on approach- 
ing a station they would slacken Bjteed. When Wigan 
station whs clear, he did not see hoy obstacle to 
travtdlmg at a fair speed through it. He saw no danger 
in gouig through in its present condition at 40 miles an 
hour. The same thing would apply to other stations 
like Wigan, where there was constant shunting j he 
believed the permanent way was kept in equally good 
order as any where else. It was a mere quostiou of 
labour. He did not think there was any wimt of 
adjustment. They gave their engineers full privilege 
to do what they pleased with regard to the permanent 
way. It had lusted well for years. Tliis was a proof of 
its being kept in good order. It required and received 
more attention at such places. Ho saw no danger, and 
therefore no objection lo running through such a 
station at 40 miles an hour. 

Ho had since the accident, however, told tJie drivers 
to proceed through Wigan station with caution, and 
not to run 80 fast through it. 

Perhaps it was wise lo do this, as the public had 
got an impression from this inquiry tJiat danger was 
incurred Aom that cause. But he did not attribute 
the-aueident to the reXe of speed. He did not think 
that the oscillation of the curve, even though it was 
only 60 yartLs from the two sets of points, woidd be 
felt in the station, or tliat the curve had ony efl'ect on 
the matter. 

The rule No. 212 was made with his approval. 
He did not think the marginal note would mislead. 
It mennt slacken if necessary, but the marginal 
note did not matter. They supervised the speed kept 
by the engine-drivers with reference to the time 
tables. The engine-drivers ure not allowed to make 
31243. 96. C 



up time, but they may do it, but not to a ilangeroos* 
extent. Luggage, psiwcially ladies boxes, made the 
trains late. So they hod allowed more time. The 
engine-man should always have n time-bill with 
him by Eule 193. Rule 204 directs them to look 
out for eigniils, 

This concluded the evidence of the wilnessen, 104 
in number, — 69 of whom were servants of the Lon- 
ilon and North -Western Railway Company, — with the 
exception oi' that of Mr. Burrows, Civil Engineer of 
Wigan, whose opinions are fully discussed hereafter. 

GenERAI. CON'CLUSIOSH. 

In searching for Ihe cause of an accident of this 
description, there are various matters to be considered. 
The points might have been shifted wholly or partially 
by the action of the signalman, or by the action of 
the wheels of the trwn j or they might have been in a 
defective condition, or partly open by reason of nn 
obstruction between the near tongue and the near 
Etnndard-rail ; or the connecting-rods by means of 
which the two tongues were kept at a proper distance 
from each other, and were made to act togetlier, might 
have been rendered useless by the absence of the two 
cotters which secured them in their places. Tlio 
permanent way might have been in a defective con- 
dition, as regards line, or level, or gauge, or other- 
wise. There might have been defects in the rolling 
Block, such as bent axles, wheel-tyres without proper 
flanges, axle-goards not vertical, axle-brasses having 
loo much play on the journals, broken axle-boxes or 
springs, unequal heights of buffers and draw-bars as 
between different carriages, or unequal loading. Finally, 
there might have been a combination of certain of 

In considering which of theee causes, separately 
or combined, could have produced this particular 
accident, it becomes necessary to scrutinize naiTowly 
the condition of the permanent wny and the rolling 
stock — the stale and the working of the points — the 
marks or absence of marks on, or damage or absenco 
of damage to, the points, mils, chain;, keys, sleepers, 
or ballast— the marks on or damage to the different 
vehicles — the positions in wlitcU they were found 
after tho accident — the modw in which they could 
have i-esched those positions — and, generally, the 
course of the accident — and the evidence of the 
various witnesses, — passengers, or officers or servants 
of the Company, or others, — who were in a position to 
throw any light on the subject, 

The first facte of importance to be noticed in this 
instance are — that nothing material appears to have 
been wrong in the train, and no eridcuce has been 
adduced of any indication of the accident on the 
permanent way, south of the facing-points; — that a 
near wheel of some vehicle in the train was on the 
wrong side of the near tongue at the heel, and by 
pressure eastward fractured the inside jaws of the 
chairs on either side of tho Osh-plate at 14 and 16 
feet respectively from 'the ends of the points ; — that 
a wheel, and do doubt the sumo wheel, still hugging 
tho OLilHido of the near rail, tipped tlic chaii-s outside 
of the near rail of tho main line at 29 and 32 feel 
from the point-ends;— and that there was a coito- 
sponding track on the ballast, of an off wheel on the 
inside of the off rail of the main line. These are the 
indications to which attention should more especially 
be directed. In all such cases, of trains leaving tho 
rails, the first few marks are those which point most 
conclusively to the original cause, while the succeed- 
ing marks arc more in the nature of results ; and 
the further we advance from the first marks the more 
doubtful do the indications became. When once the 
flange of a wheel mounts and drops off on ihe outside 
of a rail, aud the corresponding wheel diwps inside 
the other riul, in a train travelling at high speed, and 
especially when the wheels so leaving their proper 
rails meet shortly afterwards with obstructions, or 
other rails, to divert the vehicle to which they belong 
from the direction in which it was travelling, then 
the consequences may vary materially, itccordtug to 



vehicle iUelfv.-oulil iml liftvo iwnaiiioil, aa il did, in 
an upright poeilioti on its wlieelai am! run forward 
witli the front part of the Irnin ihi-ough the HiAtion. 
It would ineviMibly hiive ftJlon over on its side, and 
would have met with eoni^thing moro like the fiite of 
the Cnlcdoniun cnrriiigo behind it, which wns, accord- 
ing to nhtiost nil available Judications, the first vehicle lo 
be diverted fruin ite proper courao. In any case, the 
same argument would, however, apply, m I'cgiirds the 
fracture of theheel-clmire. The fracture of the inaide 
jaws of thoFO chaira woiihi not be Botiafactorily an- 
Gounted for, by suppoHing the wheels to be turned by 
the ttliifViog of the points up the loop-line. 

Another Jifficulty that uocurs in explaininp the 
vauae of the accident on this Buppoeilion, is that of 
delGrmining the routes by which the various carriages 
reachod the positions in which they were found after 
the accident. If the eight lost vehicles of the train 
woro turned up the loop-line, how, and why, and 
when did they alt leave the mils of that line ? No 
damage appears to have been occusioneil to rails or 
chaii-3 on llie new aide of that lino, and with the ex- 
ception of one mil broken in two places (at 232 and 
2^ feet) and two other blows received on roils at 
226 and 254 feet, no damage wom occasioned to the 
olf sido of it between the displaced chock-rail at 102 
feet and a point near the south end of the platform at 
314 feut from the facing-points: while IVoui 314 to 400 
feet the off rails were displaced, and the two last ve- 
hicles ol the train were, daring their subsoqupat re- 
moval, obliged U) be dragged some 30 yards south over 
the ballast beforo they could be placed on the rniln. 
Looking to tlio [loaitions on the diagram of tho car- 
riages which wero leil on tho eoulh of the station, the 
foremost of them, the Calcdoninn carriago, afW 
being tamed end for end and upside down, lay with 
its floor on the platform nearly opposite to the last 
vehicle which was over tho loop-line, while its roof 
and part of its body were near the south end of 
the platform. The carriage which had been next 
behind it. No. 44, was next in front of it ; the next 
in order. No. 64, wat in front of the others on the 
west of the station buildings ; tho next, again. No. 56, 
was daahed to pieces, and partly foreed through tho wall 
anthewp^t; the following carriage, No. 18, was, as 
shown on the diagram furnished by the Comjwny, 
between Nos. 64 and 44 ; but the position of this 
carriago is, on tho evidence, doubtflil. Mr. Wark 
states it was erect, and not on the platform, but over 
the loop-line, and almoitt wllhiu stepping distance 
ftom the platform aflor the accident, 'fhe hist three 
CBiTiages only are found lo have retained their proper 
order, but behind No. 56 in place nf being behind 
No. IH, if tho diagram be correct. Ofthese 8 vehicles, 
the throe tlrst, and perhaps, though this is doubtful, 
the fiith would seem, therefore, to Imve travelled 
Itora somewhere between the down tniun and the 
loop-line, over or past the shunter's cabin (or tho 
site of it), which they destroyed and swept away 
In their course, up the slope of, and along or against 
the side of the platform; the fourth (No. 56), 
«fl*r following a similar course, to have brcn 
diverted from the platform in being forced through 
the wall on the west of the station, and the three 
others to have assisted in destroying tho west side of 
tho platform, or in displaeing the pennanent way on 
the off' siilc of the loop-line. If any one vehicle hud 
Iwci) foutid with oven one pair of its wheels on llic 
rails of the loop-Hnc, that would have been a very 
convincing argument in proving that it must have 
been turned in at the facing-points and have run along 
the rails of tike loop-line, or if any of the hindmost 
vehicloit had got into ttieir positions without coming 
into contact with tho platform, there might have 
been moro reason than now exists for the same belief. 
But neither of these conditions was fulfilled. These 
vehicles destroyed tho shunter's cabin, slid up the 
platforni, or ran ngainst the west side of the platform, 
uid torn up the side of the loop-line next to the plat- 
form, and portions of one of them woro diverted from 
the platform towards the westward, and through the 



wall bounding tho Blaliun premises; but not one of them 
escaped contact with the platform. It is true that tho 
guard May, riding in break-van No. 8, the last vehicle 
but one, and certain of the piiHsengera, were under tho 
impreaaion that they must have run for pait of the 
way up the roils of tlio loop-line, and that tlie hind- 
most vi'hicles were off the rails for a very short dis- 
tance only ; and such an imprewlon was a very natural 
one on their part On the other hanti their further 
evidence as to jolting and bumping, and us to the 
off-side buffer of tho last carriago penetrating the van 
in front of it, is not consistent with that view ; while 
there were other passengers, and in the last can-iage 
of all, which, if any, would have been on the loop- 
line, whose evidence has a contrary tendency ; and one 
of them in particulnr was confident, from the jolting, 
which, after the first lurch, he at once experienced, that 
his carriage was off the rails from the very first. But 
these vehicles were brought to a stand from a speed 
of, say 40 miles an hour, within a distance of 130 
yard4 ; and, indeed, the whole of the eight vehiclefl 
came to rest within 160 yards from the facing- 
points, or, as regards time, in about a quarter of a 
minute (16 seconds) after passing the facing-poinut. 
The recollections of persons placed under such circum- 
stances, of their exact feelings during so short an in- 
terval of time and space, in regard to matters so un- 
expected, so suddenly occurring, and exciting so much 
ftpprehenEion at the instant, must not be implicitly 
relied on ; and especially as they may have been subject 
to modification by subsequent impressions, or by reflec- 
tions on what they saw, or felt, or as to what was likely 
to have occiin'ed. Such evidence must command a 
certain amount of weight in connection with other in- 
dications, and with the material evidence ; but it is very 
difltcult for anyone to recollect or defino tho precise 
amount of irroguhu- motion which he has experienced 
in such a case, and still more difficult to apply such 
evidence afterwards in determining the precise track 
which a vchiclit may have followed afWr diverging 
from its proper course. As regards the 16th and 17r,h 
vehicles of the train, less need here be said, as their 
tracks are more easily defined than those of the follow- 
ing eight vehicles. The 16th vehicle was off the roihi 
of tho main line sufficiently far to strike with Its neur 
trailing axle-box tho south-east comer of the pas- 
senger-platform; and tho 17tli vehicle, which bad 
its near sido torn out by striking against the shunter's 
cabin, and which iuipiuged more violently against 
the south-east comer of the platform, was diverted 
or dragged to a still greater distance from the rails 
of the main line. But, as has been already stated, it 
is not probable that either of these vehicles was the 
ilrst to leave the main line. They both remained on 
tlieir wheels and afterwards returned to tho main line 
on the north of the station, Tho great stmggle which 
occurred between tlie portion of the train which went 
forward and the eight vehicles which were loft behind, 
was evidence-l In the fracture of ihe draw-bar of tho 
IHtli vehicle (the Caledonian carriage). This draw- 
bar was bunt towards the off-side, and broken through 
the solid metal, behind tho hook to which tho coupling 
was attached, as tho 17th vehicle (Conductor Harjier's 
van) left il, with n tremendous wrench ; and il would 
appear as if, after the 18th vehicle had firat left tlio 
main line, it had caused, first tho ITtb, and ofter- 
wai'ds the 16th, vehicle to leave the main line also. 
In order to account for the divergence of the 
18th vehicle from the main line townnls the loop-Uue, 
aftor a wheel had once mounted the near tongue of 
tho points, it is by no means necessary to assume 
that tho points were opened for the lo')p-lino. When 
onco the flange of a wheel of that or any other 
vehicle slipped, from any cause, over the off tongue, il 
might, in striking the heel of tho tongue, readily 
fracture the inside jaws of the heel-chairs ; it might, in 
running forward, mark the chairs at 29 and 32 feet 
from the ends of the points ; ond it would, — the cor- 
responding off wheel haviug dropped on the inside of 
tho off riul, — be diverted, by the off rail of the loop-line, 
which it would next mod with, towards the check- 



B"l whicb vviui illB|jlaooil nC 102 rcet, antl iiloiig tlip 
■Ilttst betwt'en iho rails of the loop-lino. Thf^ col- 
Bion witU llic displaced chcick-raij would, to some 
^1<»Q|, dctennint- its future direction, upon which 
lin TTOold ilepend the direction of ilie veliiclea i'ol- 
»fing behind it ; anH in this wiiy those firat marks, 
Ihtdi are, as already stated, tho most important io- 
Icatloosof the origin and prime cause of the oecident, 
by be most satisfactorily accouoted for. Indeed, there 
■ lO Other wftj of satisfactorlij accounting for them, 
this assumption, it is, however, noceseury to 
|3)«rve that the check-rail at 80 feet from the pointu, 
1 inside the near rail of the loup.line, was indented, 
t by A wheel of the first vehicle which lell the rails, 
jut liy H wheel of some following vehicle, which may 
TvU have be«n the case. 

fbi> next points to be considered in connoclion with 

' * L part of the subject are the epidcnce of and in 

_ uxl to the signalman in tlie junction -cabin, — his 

IcUons, his probaliic motives, and the working of his 

appftivtos. This signalman gave his evidence in a 

truihitil manner, and it lurni'd out to lie consistent 

*iih thp Stat*; men ts of the signalman at tho CnniU 

Bridge cabin on the south of him, and with thoso of 

tb<> iiigsalmnn in the cabin on the north of the station, 

as wcU >a with the entries in their re cord -books. He 

denies not only having moved the lever, No, 7, of 

t!io fndng- points, but also having turned his home- 

sifrnul to danger before the accident oecuiTcd; und 

this denial is corrolwrated by the evidence of tlie 

ni^almati who was in the Canal-ltrldge cabin. The 

"itlrr signalman saw the train pass, was watch- 

' the home-signal at the junction-cabin, heard 

noise of the accident, and asserts that the 

aai WB3 not previously to that noise rettu-ned to 

Such statements on the pai't of the signal- 

3 himself, and of a brother signalman, who some- 

I takes relieving duty in tlio same cabin, are, of 

baree, open to the imputation of being possibly made 

It screen a grievoas mistake ; but they must be taken 

IT what they are worth j and fhei-e is no other evi- 

inco to conlirm them or to rebnt them, as to the 

KdlioQ of the signal when the accident occurred. 

aigoalman of the Caniil-Bridgo cabin wna called 

mexpectedly from his cabin to give his evidence on 

be 6r»l day of the inquiry ; and be stated that he 

' ' not had prcvionaly any communication with the 

ction signalman on the subject. If the statement 

I true, that tlie home-signal, after being lowered for 

W pAWage of Ibc train, was not again moved until 

fter th« accident, then the signalman would have 

>cn mMhanically prevented by hie locking apparatus 

n iJt«riiig the faciug-points during the passngc of 

ud could not by this means have caused 

e noctdcnt. There was a. reason for his altering the 

Ktng-points, and setting them for the loop-line after 

' ) passage of the tourist train, inasmuch ns he had 

teived notice on his gong of the approach of what 

i termed the Ntoleybridgo mail train, which ought, 

I tlw ordinary course, to have preceded the tourist 

Bat he had no object in doing so hurriedly or 

mtorcly ; and it would have been his duty, before 

fettiof; bis points for the loop-line, and lowering his 

_ lal for lliat line, to have asked the pormiasirai, 

bbich he does not appoiir to have done, of the nnrtli 

^nalman, by moving the lever of a mechanical gong 

Ke times. Further, in order that the eight lost vehicles 

^ ibt) trwn should have been turned into the loop- 

.1C, uid should have run along the rails of the loop- 

^e without leaving any indication of their having done 

\ itmts necessary that the signalman should pull over 

totfaer Im'er, No. 9. for working the points marked 

) In ibcdi&gram, and that lover is also interlocked with 

the tnaio line home-signal. If lie bad not pulled that 

IcvtT over, and had not altered those points, they 

no«il<l have been siriuned, or their connections with 

;Jj<> oiLiD would have been strained, as the vehicles 

■uuMciI through them. As no indication of tlieir 

ijnvin^ been so strained was discoverable, the signal- 

T(,;in I HUB J, apparently, if those vehicles ran along the 

mils of the loop-line, after turning his homc-signid 



to danger, have pulled o.er .Vo, y as well as No. 7 
lever iu his cabin; and whilst itis a question whether 
the movement of Uie latter wus possible whilst the 
train was passing at so high a speed, it is a further 
question whetlier the additional action of pulling over 
the former is conceivable. It is light to add that 
the evidence in favourof the signalmau thus afforded, 
by the fact of No. 9 lever being Interlocked with 
the signal-lever, was not brought forward or alluded 
to in any way by the signalman himself, but originated 
with the officer of the Company who superintends the 
construction of their locking apparatus. WliUst 
listening to the evideucein the case, the idea suddenly 
occurred to that officer that these two levers might 
probably be so interlocked. He went to the cabin 
and tested them, and he returned to inolude that 
statement in his suhsequent examination. 

The various reasons for believing that the junction 
signalman may have moved the facing -points, and the 
various difficuhles that exist in the way of such a 
conclusion, and the difficulties in the way of believing 
that the accident is to he attributed to any obstruc- 
tion in the points, or any action of the wheels upon 
the points, or the absence of cotters, or any other 
defect in tlic rods connecting the tongues of the 
points, having thus been stated, it becomes necessary 
to oonsider further, in what other mode, or by what 
otiier cause or causes, the accident could have been 
occasioned. 

As regoi'ds the rolling stock, the givaler number of 
the vehicles ran safely irom London, and all ran 
safely from Warrington to the site of the accident. 
Several axles were found to be bent after the accident, 
including two under the Caledonian carriage. No. 123. 
The leading axle of that carriage was so much bent 
ns to throw the wheels attached to it 2^ inches out 
of gauge, and one axle amongst the iti^bris was so much 
bent as to throw the wheels attached to it 5^ inches 
out of gauge. But these defects may well have been 
the result of the accident, and there Is no evidence 
of any axle having been bent previously to the acci- 
dent. There was a play of about ^ths of an inch of 
the axle-brasses on the journals of the axles of Con- 
ductor Harper's viui, and a maximum play of about 
^ of an Inch of the axle-brasses on the journals of 
the axles of the Caledonian composite -carriage. Ono 
plate in one of the springs of the Caledonian carriage 
was found to be fractured, aud one of the axle-boxes 
of Conductor Harper's van was also found to bo 
fractured after the accident ; but the violence which 
the latter vehicle received, in striking, first against 
the shunter's cabin, and afterwards against the south- 
east corner of the passenger platform, is amply suffi- 
cient to account for such a fracture. Numerous 
other results of tlie accident were only loo appa- 
rent. The brass door-handles, hinges, and accom- 
modation-handles, as well as otliei projecting parts, 
had been ground away to a considerable extent 
as the carriages slid up the platform in some cases ; 
and springs and other parts had been bent, damaged, 
or displaced, in other cases ; and, indeed, four- 
teen waggons stood loaded at the Springs Branch 
junction, with broken roofs, sides, ends, and debris, 
and even broken fi'omlngs of carriages. It would 
have been next lo impossible In many ca^es to deter- 
mine which parts belonged to the several carriages; 
and the attempt would not have been of much use. 
The Caledonian camage, No. 123, was that lo which 
it was desii-able princi|)nlly to direct alleulion, but 
after the extreme violenco to which it hud been sub- 
jected, it was ho{)eleHS to attempt to determine what 
might have been its precise condition iu many re- 
spects prior to the occideut. There was no fault to 
be found with the wheels ; and the ouly remark that 
can properly lie mode iu regard to the condition of the 
rolling stock is that there is no evidence of its having 
beonotherwisethaningood working order, though there 
must doublle-is have been some inequalities in tlie 
heights of the buffers, in consequence of certain vehicles 
running with only a few passengers and less luggage, 
and otiiers with iicavier loads of luggage Interposed 



liolTVfeD thom- As ragnrdg the height of tho liiiiri.Ts 
ami draw-bars, a singular ilift'orencc was sliown in tlie 
drawinf^it of veliiclcs HubmitttMl by tlie ctiri'iagu eupar- 
intciiidiiiitH of the Losduii and Nurth-W(»t<-rii and Ca- 
lodonian Ratlwny ConipanieH — poqiorting to ropi-eseiil 
vehicle ill the train. The fonncr gi'iitlcinaii l^irnialit'd, 
in the flret instance, two diiiwinge, btilii ahowing 3 
feet 4} inches, and the latter ^nllonian one drawing, 
showing 3 fiMst (i inchcM iw tin- liGight from (lie 
Diils in the ventres of the butlers ; and the extra- 
urdinary explanutlon wati aflorded in the former case 
that the drawinga for these recently constructed 
vctudi.!a had been under a mistake maile upon an old 
standard ^ven up many years previously, but that 
the vehicles ware really constructed to the now 
standard of 3 fi-ot 6 inches. The vohiclca measured 
diflijwntiy from eiu;h other, and differently at [he 
two endit of each, ufl«r tile ticcldent; but it is ini- 
puHsibh to aaccrtatn now what vfirlations there might 
ImvD l>opn in their In-ighto as ihoy were running with 
their various loads bufure the aircldent. 

There was not the saiuii difficulty as regarded the 
permanent way, which waa said not to have beon 
disturbed south of the being-points, or at the facing- 
points, after th« aecidentupto the time of the inquiry, 
with the exception tliat the t^-aotured heel-chairs on 
tlie near sidu had been replace by others. The per- 
manent way is, an has been stat«4l, of a most 
substantial character us regards tho raik, chairs, 
and sleepers; but it was not in good adjustment. 
There wore irregulavitios of gaugo, line, and level 
in the neighbourhood of the facing-points, which 
would lend to cau»e (iscillation in i>nasing vehicleH ; 
and theiii waa a bulge inside the otf rail to the 
extent of ji^dtlia of lui inch, between the oft' tongue of 
the faciug-|ioints and the off tongue of the lomling- 
jiuintii a feet 9 Inches on the south of them, in conso- 
qnenco of the standard-rail having bei'n Ijcnt to receive 
the tougiies oflho iwints, ThosygU'miif bending rails 
at the pointa is a common one, and is prwliscd liy 
olhftr companies besides tho London and North- 
Wiwteni Company ; but certain other comptnies do 
not bend the rails for this purpose in this manner. 
Such a system requires to be applied in ail owes with 
care and discretion, and it is eerlainly objectionable 
as applie<l in this particular case, in which every off 
wheel passing along the main line (whicli is straigiit) 
meets with what is practically a bulge of j^lhs of an 
inch inside of the off rail. Tho londeuey of such a 
bulge might, if it were struck iiy an off wheel, be to 
throw the flange of the eiipoailu near wheel of a 
vehicle ovtir the near tongue of tlio jwints in advance ; 
and, in fact, to proilucn an effect similfir lo that in 
which the present arcidcut would appear to have ori- 
ginaUnl. It is true that the ixiinM and the permanent 
way, remtiining, iippareutly, in the same conilition, 
iiAvo since been run over by other trains at high 
speed ! and one of the same engine-drivers stated, 
on ono <lay of tho inquiry, that he had that morning 
passcil through Wigan with the same train at higher 
speed thiLU on tho morning of the accident. It ia 
also true that the bul^ above Toforrod to has been 
for two years subjected to the tost of paasing trains 
at nil speeds without any previous bad result. But 
in cases in which the margin between danger and 
safety ia small, much risk may bo incurred on many 
of^CBsions without an actual catastrophe. And the 
general condition of the permanent way, coupled, 
perhaps, with a little extra oscillation in the vehicles 
after leaving the curve of 30 chains radius on the 
south of the station, irmy, nevertheless, have been tho 
cause, during an unfortunnte lurch of one of them, of 
the present accident. 

The case is ono of great difflculty, but the verbal 
evidence, the materiiU evidence, and the whole of 
tho circumstances, taken together, appear to warrant 
the above arguments and conclusions. The abseuco 
of sufficient recorded tracks and wheel-marks renders 
it impossible to determine the precise routes of the ton 
TchicHjs which were thrown off the rails. But n« 
regards thu cause of the acddent there would appear 



priicticftlly to lie only two oltamatives. Either 1 
points wen' moved and tlie last eight vehicles i 
train weie turned by the sigaolman into the 1<K 
line, or else, without the points having been movi 
the flange of the near leading wheel of the C ' 
dunian carrint^c. No. 123, slipped during its ] 
sago along the main line over their near tongVt 
The diflicuities in the way of Iwlioving that the signd 
rnati niov(-d the iioints, and turned the eight \-i>hinl(w ' 
along the loop-line, including the qutwtions of how 
those vehicles could in such a case tuivo reached the- 
positions they subsequeiitly occupied, and how tlic 
drst indications on the permanent way could liuv>' 
been produced, bavo been explained at length, uTiii 
on the evidence are i:iBU|ieruble. The mode in whiili 
the accident may have occurred from the other caiiMt; 
stated has abu) been eiplaincd, and if seems on the 
whole, to be aooneluniou that it is impossible to avirfd 

The conditions in the present cose were as follot^j 
— A train of maximum length, drawn by tM 
engines, after pOBelng round a curve of 30 t' 
radius,— on leaving which tliere would be a oi 
amount of oscillatiou tn the carriaguo — ran nt, a; 
40 miles an hour, along 60 yards of strntgh 
line, over a portion of permanent way on -rrmti 
tho traffic and shunting were almost incassant, audi 
high condition of mainlonanco was not prcnemd 
through loading-points and facing-points within 5 tl$ 
*> inches of each other, with a bent rail betwQCI 
i^em to receive the tongues of ilu> |)oiuta,* and ptt 
a .'I' nnl-cabin the locking apparatus in which Itti 
in 111, course of six years of wear and tear beooBI 
inipaireil o usefulness, and was in need of repair. 

Under these conditions, the flange of the nMi 
leading wheel of the l>ith vehicle slipjied over ttiaiUU 
tongue of the facing-points, fractured the heel-ohoira^ 
and marked the chairs furtticr forwai'd, while ike 
corresponding off wheel drop|>cd inside the off rail 
of the mtun lino. The Icailing wheels of the carriage 
which thus left the main line weie diverted from 
their course by tho off' rail of the loop-line, and 
further by the contact of the near leading wheel wi 
a ciieck-rail. The cmrringes in front of it were drail 
off, and those iH^hiud it dragged off, the m«ti lit 
na tho train proceeded foiward. Mooting wit 
other obstacles, these vtuious vehicles ran agvi 
tho shunter's cabin, and up tho platform, or agai 
the platform, and finally r»me to rest in tho positii 
in which they were found. And all this happouei 
apparently, without the fat'inlii having been movfl 
either by the action of the pointsman, or by the c>tf<e 
of the wheels of the train, or l'i-i>m any otlirr eatiso. 

It is true that a greater degree of safety may ' 
obtained now than formerly in running thrnu] 
facing- points, in consequence of the introduction 
locking- apparatus iu the cabins anil locking-bars 
the ]>oint.s ; but it is not wise to presume too modi 
upon these aids to security. There always nunaii 
the liability at points and croasings of a chook-n 
out of gauge, or of the heel of a point being low, ot 
of other want of adjuHtmont. They never con 
made quite as safe for trains at high ratew of speed 
those portions of line on which they do not exi 
More or less of risk may eonntantly lie incurred wit 
out on accident or an actual disaster, but all sofu^ 
on railways de|Minds on the reduction of risk so ni 
to obtain u pro|ier margin of safety. Tiie tnonl 
of this accident i.i, in our opiidon, obvious. Th^ 
speed of such trains should be mal«riully slackened Ifi 
passing througli a station at which tike above condltit 
of affairs exists ; and it becomes incumbent upon na 1 
lay the greater strcsa upon the neoeasity for such 
precaution, because it is on tho evidence that tl 
regular engine-driver of the tourist train haa ri 
through Wigan at higher speed since the accida 
than on the night of the accident, and because a hlfl 
authority, who has appeared on behalf of the Co 
pony, has expressed b<^fol'e us a deliberate opinit 
that a speed of 50' miles an hour is now n-asoiiob 

* H«a Nub] (A) at unit gl Bcinrt, 
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■■|nd proper, and tonsiBtent witli |.!k' printed regulation 

lii>.212of"the Company, in piwsiug through the Wigrin 

tl&tjon. We do not desire U.> otgect in uny way to such 

(nu'ed. or to a higher epot^, on portions of the line 

^■tbich are well iiduptt^d lu il, hut wn do coiisidi-r tliut 

'n wliich till' higliest apeeds nre employeil 

je highest conditions of !i<<curity in construction uid 

tainleEUuice niiould hI.ko be provided. 

I "Oie circumstivnccs b«.va also boon referred to in tiie 

» of the inquiry, under whieh the rivai mitwuy 

mi>cting for passenger tmfflc lifitwiwu 

nglud und iScotlnnd, bavo from lime to timo oc- 

ccleroted the gpeed of thiur trtuua ; nnd it han lioe^u 

iJli'fjxl that they have i-eeoived encimragenient from 

ihi' public to do so, Ind<'ed, Mr. Uawkweli, ihu 

nuiniigiug director of the London und Nortli-Weatum 

[toilff^y, uttrihot<'s the (act of the l)u1k of the passen- 

giT tmffic between London and Edinhnrgh being car- 

titd by tile Kaat Const route to the circumstiiuce that 

^8lKirt«r time is occupied on the journey by that route 

a by the West Coast route, and otatea that between 

■ m and Perth, the time being the same, the traffic is 
d in preieroDce by the West Coast route. It in, 

IB) to the advantage of the public that this 
ition has existed, and that they have as a result 
lOTed increased accommoilation and been conveyed 
_ hater tming, and at less cxjieiiHe, than ini^ht have 
^D tlie case if one line of conununicatiou only hod 
ut there may be a point at which it is 
D the interest of safely, that tlie ardour of 
imputing cnmpanies should ite modcmtcd. The 
sccelerfttion of the mail and passenger service has 
Wn accomplished from time to time, partly by in- 
■ (Tvased speed in running, and partly by n reduction 
^^^ the munber of stoppages. The latter principle ia 
^^^■texoeptionable, eo long as excessive epeed, according 
^^^B circnmatances, is not employed through the eta- 
^^^Hna at which the trains are no longer tirought to a 
|^^5«nd. The former principle may be extended ln;- 
tdod the limit of reaaonable safety, nnd especially in 
I which the cnginc-d rivers, in order to obey 
r working timo-tablea, are compelled to keep up 

■ spe«d on the more dangerous parts' of their 
mtsyB. The public have no other meitus of judging 

n tbM limit is oxccedeil than are alfonlod them by 
rience ; and, indi^d, it hiLS only been ascertained 
' i practice of working in a series of years, that 
BwOT trains ore capable of being run nt thi' liigh 
1« vhlch arc now with eo much safety employed. 
, then, naturally arises, with reference 
ue present catastrophe, whi'ther the limit refetTed 
IB FM&rds safety ia now cxceuded ; — whether the 
e-Ubhs are not so arranged, that enginu- 
nvei's are eomjielled, in order to conform to them, 
lo run Ihrongh Wi-niri and other places at audi speeds 
ax may t>c considered to cause undne risk to paaeen- 
eera ; and wbetiier it is desirable, in the interests of 
public safety, that any attempt should be made lo 
induce the rompeting companies somewhat to moderate 
ihcir speed. There is an old principle of common 
law,* imder which, in the caue of two coaches racing 
the one against the other and an accident occurring to 
anyone, the two drivers were held both of them to 
(•»> equally amenuble lo a charge of manslaughter. 
< 'ircumslances have materially changed since the 
Ulrodnction of railways instead of coaches for the 
I oiivcyance of passengers, Boilway trains, running on 
liic Uoes of different companies, cannot come into coUi- 



Mion with one anoihir, or directly cause risk lo oun 
another, as coald the coaches running along the aamo 
road in former times; and lines of railway are the 
property of companies, nnd arc not public highways. 
But other risks, of a more serioua charactei', are in- 
curred on railways, in Uie event of failures or defects In 
the permanent way or the rolling stock, and ospecinlly 
when very heavy trains, williout an adequate proportion 
of l>niik- power, are run through dangprnna placeH at 
exeassive sjiei'd ; nnd the h'vcs and limbs of the public 
may be acrioa'^ly cndangei'ed in such cnses fVom Causes 
euliri'ly beyond their cognisance or control. Follow- 
ing out the above principle (of common law) it 
becouies a ipiestion, therefore, whether in the oasii 
of two or tlii-ee competing railway companies blx.inu 
may not properly attach, not only to the company 
on whose line an accident occui's, but also to a com- 
pany incurring eimilar risks, and engaged in com- 
petition to a dangerous extent. According to th« 
evidence of Mr, Findlay, il would appear timt at a 
conference at the Kmlway Clearing House, of the 
railway managers concerned in the (juestion. a specific 
resolution was moved on behalf of one company, with 
a view to more time being allowed lor the running ol 
through troine on their long journeys; but ttiat it was 
objected to on behalf of other compiudes who preferred 
higher rates of speed; and no ngreementon thesubjeta 
waa therefore concluded. The engine-drivers are, in 
practii^c, l*nipte<l, if not compelled, in conforming to 
the working time-tables with which they are provided, 
to run through Wigan and other places, at speeds 
whicli are not apparently consiHtent with a r««wonable 
degree of safety; and the printed regulatiou, No.212, 
so much referred to, enforcing " great caution " upon 
them, is staled to give them only a discretion which 
they nrethiis in a great measure prohibited from exercis- 
ing. The practical limit of speed with eristing appli^ 
ances has now almost been reached. On portions of rail- 
way maintained in high condition, and adapted lo the 
pmpose, there oppears, if uniform rolling stock, well 
found and fitted in all respects, bo employed, to 
bo very little extra risk up lo the highest speeds 
attainable; but on other portions, through impor- 
tant stations, in which goods traffic aiid shunting 
are carried on to a great extent, and where there 
are numerous points and crossings, including focing- 
[Hijiits, it is not in our opinion desirable^ even 
when Ihe best appliances are provided, that trains 
should run ihrough wiihont voiy material diminu- 
tion of apeed ; and we cannot but consider, hairing 
in view the clrcumstancea of »he present accident, 
that there is grav e i-esponslbiiity attaching to the 
company on whose line it has occurred, and also to 
the other companies actively competing with it, 
unleas they adopt reasonable pi-ecoutions, not only in 
proscribing that moderate speed should bo habitually 
employed in passing through stntionii, junctions, and 
places where extra risk is incurred, but also in taking 
care that under projjer discipline their regulations to 
this effect arc carrieil out in practice. 

I have, &c., 

H. W. TVLEB. 

I entirely concur in the nlmve report. 

W. W, ilAVENIULL, 

The SeiTCtarff, Legal Assessor. 

{^Railwat/ Deparlmciil), 
Board of Traik. 



Note (A.) 

pr. nndlay. the Asaistant General Manager of the 
kloit and North-Weatern Bailn-ay, having considered 
\ the spirit of his (vidccce haa not been correctly 
' d tu in tins expreaaion to the jury at Wij^n, it 
fl only fair to him to allow him to give liia own ei- 
' — 'n tt^tpird to it, in the following letter, and to 



Bi>pi;nd an extract from his evidence as taken down by the 
anort-hand writer employed for the purpose. 

North-Wcatern Hotel, 
Liverpool, Kith Septeraber, IS^.'t. 
Dear Captain Tyler, 

I AM much obliged by your letter, and the extracts 
from the aUort-hand writer's notes of my endeuoc at 
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Fifth Dat. 

40. T h om a wB, WiDiim, a pMKnger. 

41. Dod, BcT. C. WooUcy, a panenger. 

42. Chadwiek, Jno., foRman, fbimdbrf near ftatioii. 
Tabcmcr, Jno., itatioii-iiiastery recalled. 
Scsvpcrt, Wm^ enipne-drmr, toomt tnin, recaDfld. 
Connor, Ben., of the Calfdonian 87., recalled. 
Tabcmer, Jno., recalled. 

43. Lofcdsf, H J. Herbert, inspector Midknd Rf . 
TootiD, R., plafedayer, recalled. 

Edwards, Mr., late of Sazby and Farmer, recalled. 
Duiiuws, Jas., CE., rBcaUed. 

44. Walk, Andrear, a pasKnger, 
Connor, Beniamtn, recalled. 
Edwards, Mr., recalled. 
Tabemer, Jno., recalled, 

45. Parker, Gnstams, signal inspector. 
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called, and 
recalled. 



Sixth Dat. 



46. 

47. 

48. 
49. 

50. 

51. 



52. 
53. 
54. 

55. 
56. 

57. 
58. 
59. 
60. 
61. 
62. 
63. 
64. 
65. 
66. 



Tkwndmf, 2Sih Awput. 

Bore, Rich., L. & N.W., carriage saperintendent. 
R^, Jno., L. h N.W., outdoor looomoitve sap«- 

mtendent. 
Najlor, Darid, driver of Hmited mafl. 
l¥i^ H. A., fireman of limited maiL 
Stawpcrt, Wm., driver, tourist train, recalled. 
Pigott, A., sigmd in^Mctor, G.N.R. 
B(ne, R., rec^led. 

Forsjth, H J. Arthur, passenger in last caniage. 
Harper, Alex., oondoctor, recalled. 
Lambert, Jno., guard, recalled. 
Maj, Fred., head-guard, recalled. 
Ri|^, Jno., out£»or locomotive superintendent, 

recalled. 
Ivatt, H. A., fireman, limited mail, recalled. 
Shaw, Mr., district superintendent^ L. and N. W. 
Bell, Thos. B., head-guard, limited maiL 
Armstrong, Jno., under-guard, limited mail. 
ThirweU, I., driver, leading en^ne, recalled. 
Hyatt, Jno., station-master, Stoiford. 
Shepherd, A., cairiage examiner, Stafford, 
lyier, Jno., shackler, Stafford. 
A^inson, Geo., platform inspector, Stafflord. 
Ellis, Jas., platform inspector, Crewe. 
Coz, Ezra, porter, Crewe. 
Williams, George, porter, Crewe. 
Johnson, Wm., carriage examiner, Crewe. 
Radcliffe, Thos., inspMtor at Warrington. 
Walton, James, porter at Warrington. 
Spice, Jacob, porter at Warrington. 
Peach, Geo., porter at Warrington. 
Tomline, F., carriage department, Crewe, recalled. 

21 witnesses called, and 
9 witnesses recalled. 



Seventh Day. 

Friday, 29M Augutt, 

Dingley, Geo., locomotive foreman. Spring Branch 
recalled. 
67. Preston, Robt., ex-postal messenger, Wigan. 
Tomline, Mr., recalled. 



68. 

69. 

70 

71. 

72. 

73. 
74. 
75. 
76. 

77. 
78. 
79. 
80. 

81. 



82. 
83. 

84. 
85. 

86. 

87. 
88. 
89. 



Bolton, €ieo., carriage greaser, Stafford. 

Turner, Wm., caiiiage greaser, Stafford. 

Malone, Ed., carriage greaser, Crewe. 

Foster, Robt, landlord Mitre Inn, Wigan. 

Collier, Thos., tailor and dr^ier, Wigan. 

Preston, Robert, recalled. 

Martlew, Catherine, MiDgste, Wigan. 

Foster, Wm., son of lan£ord. Mitre Inn* ^Hgan. 

IVeston, Frances, mother of Robt IVeston. 

Wall, Thos. J. P., Postmaster, Wigan. 

Clement^ Richd., post office night mail meaaengcr. 

Gaskdl, H J., post office night mafl mes s en ger. 

Codco*, Josepn, post office night mail messenger. 

Watkin, Mr. W. J. L., coUioy manager, Pember- 
ton. Wigan. 

Betlej, Mr. R., public analyst, Winn. 

Price, Jno., night inspector, L. and N. W., Wigan, 
recalled. 

Collins, Jno., porter, L. and N. W., Wigan, re- 
called. 

Wflkes, Hy., porter, L. and N. W., Wigan, re- 
called. 

Major, Jno., ex-post office night mail messenger. 

Maaon, Wm., ex-signalman. Jockey Lane, War- 
rington. 

Heyes, Jno., signalman, Winwu^k Gatt, Wamngton. 

Sanker, Jno., signalman, Winwick Junction, War- 
rmgton. 

Raddiflb, Robt, signalman, Golbome junction. 

Leigh, Ed., ex-pointsman, Golbome station. 

Lord, Joseph, exMxnntsman, Strangeways Hall. 

Hart, Jno., signalman. Spring Branch. 

Tomline, F., recalled. 



23 witnesses called, and 
7 witnesses recalled. 



Eighth Dat. 

Mtmday, 8/A September. 

90. Williams, Hugh, C.E., Wigan. 

91. WaDaoe, J. C, Mandiester, a passenger. 

92. Brown, Jno., C.E., Sutton, Surrey, a passenger. 

93. Harrison, Thos. E., 12, Quay Steeet, Mandiestflr, a 

passenger. 
Harper, Alex., conductor, recalled. 

94. Evans, Thos., booking clerk, Wigan station. 

95. Livesey, F., telegraph clerk, Wigan station. 

96. Roberts, Geo., guard, Staleybridge nuul. 

97. Findlay, Geo., assistant to managing director. 

98. Steward, Jno., suiveon, Wigan. 
Burrows, Jas., CJB., recalled. 
Brown, Jno., C.E., recalled. 

99. Podmore, Ben., driver of Staleybridge mail. 

100. Carter, W. H., of New York, a passenger. 

101. Tong, Jas., colli^ viewer, Westhoughton. 
Radcliffe, Thos., inspector, Warrington, recalled. 
Burrows, James, C.E., reoslled. 

Houghton, Jno., inspector permanent way, recalled. 

12 witnesses called, and 
6 witnesses recalled. 



Ninth Day. 
Tuesday, 9th September, 



102. Whalley, Wm., driver, Warrington bank engine. 

103. l)ooley, David, fireman, Warrington bank engine. 
May, Fred., he»d-guard, re^ed. 

104. Cawkwell, Mr., general manager, L. & N.W. Ry. 

3 witnesses called, and 
I witness recalled. 
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THE REPORT OF THE COURT OF INQUIRY, 

HELD IN PUllSCANCE OF AN ORDER OF THE liOAUD OF TBADli, 
DATED THE 26tH AUGUST, INTO THE CIRCdMSTANCES ATTENDING THE 

Collision on the Great Northern Railway; which occurred at 
Retford on the 23rd August 1873. 



Board of TVade, 

{Raiiviay Department), 
Sib, 16(A September 1873. 

In compliBDce with the nppointntent dnletl 26th 
licimo, I have the honour to lay befaro you, for the 
infnnnatiori of the Board of Trade, the I'eport of the 
iiFihlic inquiry held under the Railways Regulation 
Amendment Act, 1871, by myself nud Mr. RnvmihiU, 
-rrister-nt-law, into the circumstances which at- 
ndeil the collision that occurred on the 23rd ultimo, 
■ Retford station of the Great Northern Railway, by 
fiich three passengers were kilted, and between 
rrty and forty were injured. 

The mayor of Retford kindly placed the Borough 
■ lurt House nf that town at our disposal for the 
'irjMise of conducting the investigation. 

The inquiry commence<l on the 27th Au(;u!it, was 

- turned the 6th of Septemher, and was concluded in 

],i[}don on the I5lh inst. j and a number of witnesses 

.ri' examined, the minutes of whose evidence are 

lit herewith. 

We also attended the coroner's iDC|uost held on the 
jtl] September, on the persons killed by the accident, 
and bad the advantage of hearing the evidence taken 
by him. 

On our arrival at Retford we carefully inspected 
Ik- station and it^ approaches, the level cro»i.'ting on 
' liicli the accident occurred, tbe junctions, and aU 
ill" signal arrangements counecteil with the station, 
and the several lines running through it. 

ItetforJ station has an up-and-down platform for 
ihe two lines of rails that ran north and south. There 
are station buildings ou each platform, which are 
used by the Great Northern, and the Manchester, 
Sheffield, and Lincolnshire Railway Companies. 

The Great Northern railway from York to Ixindon 
crosses on the level, at an angle of 60°, the Manchester, 
Sheffield, and Lincolnshire railway, from IShefBeld to 
Lincoln. This crossing, which was the place where 
the accident occurred, is at the south end of Retford 
= III I ion. 

Them is a junction line between the Manchester, 
ShelGeld, and Jjincolnshire Railway and the Great 
Northern railway at the north end of this station, by 
which the Manchester, Sheffield, and Lincolnshire 
Itsilwny Company's trains are nin up to Retford station 
plntfomi, with the object of depositing passengers at 
llt'tfonl or of transferring those passengers to the 
' Ireat Northern trmns. There is also a junction lino 
"iiveeu these two railways at the south end of the 
i^iiion, for simitar purposes. Tlie junction line at the 
ij'pithend of the station is crossed ou the level by 
iiiiother line of raits, and two siding lines, which belong 
lo Ihi' Great Northern Company. 

The crossing on tiie level at the south end of the 
't^iion where the accident happejicil was not specially 
: ill-rretl to in the Acts of I'nrli anient of the two coui- 
j . inies which were obtained in the ye.ir 1846. 
-■■veral other level crossings of railways and publiu 
;.>:ids were referred to in those Acts, but the only 
.I'lviaiou which authorised the crossing at the south 
<\<\ of Retford station, was the clause which provided 
iMrboth these railways being conBtruclfld in accoi-d- 
anco with tlie parliamentary plans attached to the 
Act«. These plans showed the lerel of the railways 
to b<> within eight feet of each other at the point of 
croasing; and the Railway Clauses Act, 8th Vict. 
chap. 20. sec. 1 1. permits r^ I way companies to deviate 
vertically to the extent of five feei from the line shown 
in tllc parliamen tary plana. Under the provisioDB of these 
31243. 115. A 



Acta of Parliament, the two railways were constructed 
6o as to cross each other on the level. The junction 
tine between the two railways at the south end of the 
station was sanctioned by the some Act of Parliament, 
and Ithe junction line at the north end of the station 
was sanctioned by Act of Parliament dated 24tli of 
-July 1851. 

Tiic line and the two sidiugs of the Great Northern 
railway at the west side of Retford station existed at 
the time that the construction of the junction Hue at 
the north end of the sf^tion was sanctioned. 

It appears, therefore, that those several crossings and 
junction lines, as they now exist, were duly authorised 
and constructed under the authority of Parliament. 
When the railways were completed they were inspected 
by the Board of Timlc officers. The signal airange- 
ments are such, as were universally in use and approved 
of at that time, and the Board of Trade's sauction for 
Uie opening of the lines was given in due course. 

The Act of Parliament, dated 26Ui of June 1846, 
further provided, that the regulations for working the 
several level- crossings referred to or authorised by the 
Act, should be arranged by the officers of the re- 
spective railway companies, and that in case of differ- 
ences arising between those officers, the determination 
of the matters in dispute should bo referred to .the 
Board of Trade. No differences did arise between 
the officers of the two companies, and there was no 
reference to the Board of Trade. 

■ It was arranged to provide homo-signals aa well as 
distant signals at all sides of the level-crossing at tho 
south end of the station ; but by subsequent arrange- 
ments entered into between the officers of ttie two com- 
panies, it was deemed expedient to do away with tbe 
distant-signal at tbe north side of the crossing. As it 
was provided that all trains coming from the north 
should stop at Retford station, it was thought that a 
distant-signal at the north side of the crossing would 
interfere with the convenient working of the station, and 
that tbe distant and home signals which were erected for 
the protection of the north side of the station would be 
iufficient, the crossing being protected by a homo- 
signal, and by the rule, that all trains coming from the 
north should stop norih of the crossing at Retford 

On the 6th of June 1861 the following regulation 
was issued for the guidance of the signalman sta- 
tioned in what is called " the tower signid-cabiu " 
at Retford, from whence the station -si gnats are 
worked : — 

"Before the Great Northern signalman lowers his 
tower-signal to :dlow an up train to proceed over 
the crossing of the two railways, he will ring a bell 
to the Manchester, Sheffield, niid Lincolnshire sig- 
nalman at the crossing, lo intimate thni a triun is 
waiting to cross ; and be will keep his lower-signal 
up, uiiiil the Maiicliuster, Sheffield, and Liucoln£hiro 
crossing signalman has lowerod his signal to allow 
the train to approach.'' 

It appears that this rule was only intended to 
apply to the working of (he signals, for trains that had 
already entered and come to n stand at Retford 
station platform. 

The l«wer-signal and tlie diatajit-signal nt the 
north side of the station have always been towered 
for trains to enter when the station is clear; the 
station-signals were then placed at " danger ;" and a 
train has not been allowed to proceed on its journey 
southwards over the crossing, until both Ihe tower- 
signal and the crossing-sigoal were lowerod. 
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The cabin iVom wbioh tho crosaing'slgiialB were 
worked, was at the south-east corner of tho crossing, 
nbout 80 yards from tho towor. 

It appeared from tho evidence at the inquirjr, Ih&t 
fipecial trains of horses from tho north were oc- 
casiuoally run through Retford station without 
Btoppinj;; ; and tlie Croat Northern Ilailway Company 
now run an exprosH train from London to Kdinbut^h, 
anil from P^diiiburgh to London, tlirougii Itotford, 
without alopping at tliat station. This train is 
known as tho "Flying Scotchman." It leaves 
London at 10 a.m., and Edinburgh at 10.25 a.m. 
Intimation wnn always conveyed to the Bi^^nalmau 
of the runninii of these express trains, and also of 
such special horm trains as were not lo stop at 
Kctford station, and in these cnsen the Ketford 
station- signal at the tower, as well as tho up distant- 
Bignal at tho north side of tho station, wore not 
lowered, until the signalman in the tower had 
obtained permission from tho man at tho crossing* 
cubin, and the latter hod lowered his crossing -sign nl. 

The Ketford up distant-signal, which is worked 
from tho tower, is about a thousand yards north of 
the station, and can be well seen by a driver a(>- 
proaching from the north long before ho roaches 
iL The tower-signol at tho station can be seen 
distinctly all the way from the distant-signal to 
tho station ; and the up-signal at the crossing can 
be distinctly scon by an engine-driver of on up Great 
Northern trw'n for a distance of about WX) yards 
before he reaches it. This croBMing-signal renuUns 
dtntinctty in view during tho whole time the engine- 
driver is approaching tho crossing, except for aijowl 
50 yards, when, for a period of about five seconds, 
it is partly hidden by the gable of a goods store. 
The approach to the station from the north is 
practically level. 

On tlio day in question the Great Northern train 
from Edinburgh to London was divided into two 
parts at York, na the train was considered too long. 
Tho ttonX portion, which consisted of an engine nud 
tender, and seventeen conches under the cluirgo of 
two guards, loft York at 4.60 B.ra. 

It wsB 30 minutes late in starUng. Eight waggons 
of fish and a break-van, were detached from the train 
in order to be sent on \yy another engine. The first 
port of this train nuclied Ixindou safely. The second 
part, which consisted of the fish waggomi, li>ft York 
at fi.25 a.m. and arrived at Doncaster altout 7.2 a.m. 

A goods train engine, of which George Bryant was 
the driver, and which had boon intended to go from 
Doncaster to Gtuntham for a goods train, wiia de- 
tnined at Doncaster to lake on the lish train, wbioh 
left Doncaster about 7.10 a.m. 

This train reached Ketford about 7.38 a.m., having 
run the distance of 17 miles in about 28 minutes, at 
a ;tpec<l uf about forty miles an hour. The Ketford 
up distant-atgual was nt " all right " as the llsli train 
iiasssed it. 'ITie eugine liriver shut off steam before 
lie reachc*d the distant-signal, and allowed his train 
to run on towards Ketford station. 

The Retford station-si pnal at the tower, which 
only works to "caution ' and "iluHi/er," Btood at 
" raittion," denoting tlicreby that tho station waa 
clear. 

The level-crossing signal stood at ■' danger." Tho 
driver of the fish train ran up to Ketford station 
platform at a speed which won estimated by an 
inspector, a carriage examiner, n night foreman of 
[mrters, and tlio signalman who is stationed at the 
north end of the down platform, as 15 to 20 miles an 
hour. 

The inspector, who was in the goods yard about 
4(X) yards to tho north of the crossing, signalled with 
his hand to tho engine-driver and guard of the tish 
train to chock the speed of the train and proceed 
cautiously. The guard commenced to apply his 
break when ho poBSod the inspector, but iJie en^ni'- 
driver took no notice of the inspector's haud-signal, 
and he did not appear to notice tho semaphore at the 



orosMng, which stood at '* danger," until liin engine 
got almut half-way through the station. 

'ITio fireman statod that ho was on ibo front part of 
tho engine, engaged in oiling the machinery, during 
the time that the fish train was running from the 
distant-signal to tlie station, and ibut be was not 
aware that the crossing signal was at "danger" 
until he went back to tbe toot plate of the eugine. 
The train had got about half-way through the station 
when the fireman went back to the foot plate. Tho 
engiijc-driver at this time gave a short whistlo, 
reversed, and applied steam, and the fireman imme- 
diately put on the tender break ; but the speed of tho 
fish troin was only reduced to about 10 raili's an hour. 
when the engine ran into u Manchester, Shotfield, and 
Lincolnshire excursion train, which was jiossing over 
the level -crossing at the south end of Itotford statJoD, 
and which contained about 300 passengers. 

Tho crossing signals hail been lowered to "ait 
right " for the excursion tiiiin to pass. 

The engine of the excursion trun reached the 
crossing wlicn the tish train was about HO yards from 
it- The excursion train was running at a spoeil of 
about 10 miles an hour. Thedrlver, on seeing the fish 
train, appUedsteum to try and pull his traiii across, bnt 
he failed to do so before the engine of the flsb train 
ran into the excursion train. This engine caught the 
back end of the fifth carrli^e and the front end of the 
sixth carringc. Both these carriages and four other 
carriagee of the excursion train were thrown olT the 
rails and much damaged. Tho engine of the fish 
train was also thrown off tho mils, and driven neaiost 
the crossing-signal cabin, which it knocked down. 
Tho signalman in this cabin fell on the top of th« 
engine, but escaped without much injury. Thi-ee fiah 
trucks were thrown ofi' tlio rails and were damaged. 
The fifth carriage of the excursion train, which was 
struck by the engine of tliu fish train, was also drivun 
against the signal-cabin, and Ihrou jMissougers in this 
carriage were killed. 

The signalman on duty at tho north end of the 
station ought to havo shown a rod Hag to the engine- 
driver of the fish train ; but he stated, that although 
the fish train was running fast, ho thought that the 
train would sUip at the station, as he had soon other 
trains stop, that had lieon running as fatt or oven 
faster. 

The signalman in the tower-cabin, when he saw tho 
fish train approaching at such speed, and that iho 
excursion train was close lo lh« crossing, besitnlvd 
wbclJier he siiould divert llie fish train through the 
junction opposite to his cabin, on to the Munchestflr, 
ShetHeld, and Lincolnshire Railway ; but ho was 
afraid that l)y doing so, he might cause a worse 
collision when the trfunn met sideways, Lhnii by allow- 
ing tho fish train to run through tho excursion train. 
While thinking whether ho would divert tho fish 
train, ho forgot to throw up all his signals to " dan- 
gi-r," which ho should havo done. He could havo 
done no harm by this act, and he might havo 
allraeted the attention of the driver of the lish train; 
but pn>bubly Ituth trains wore tuo near the crossing 
at thfi time fur it to havo l>cun of any use. 

The view from llui Mancheslur, Hliofiield, and 
Lincolnshire Railway of a train apjn'oaching tho 
crossing on the Great Morlhorn Itailway is obstructetl 
by the station buildings. Tho gradient of ihn Man- 
chester, SheHiold, and Lincolnshire Railway at the 
west side of tliu crossing is I in 146, falling east- 
wards. At t)ie eiLst side it is level for a dislAnce of 
about 280 yards, and then falls eastwards. 

The gradient uf the Gi-eat Northern Railway at 
tho noitb side of the crossing is 1 in 1,635, rising 
towards 13oncaster, and the gradient at the south sidir 
is 1 in 1,348, falling towards Newark. 

Tliero would be no diificulty in passing the Grfwtt 
Northum Kailway over the Manchraler, Shofiield, and 
Lincolnshire Itailway by making a deviation to tho 
west of the present line, or in passing the Graat 
Northern under tho Manchesl«r, SbufSeld, and 



LincolnBhire, by makiag a doviation to the cast of the 
present line. 

The Manchester, Shefflolil, and Liacolttsbirc RaJl- 
vfitj would have to bo raised or dopreesod to Assist 
the work, and a new station wouJd have to be builL 

The station I'equires to bo re-amingcd, thoroughly 
re-eignulled, and all points and sii^nb should bo 
interlocked. 

So long aa the level crosaingB exiBt, they should be 
protected by distant-eignab ou all aide^, its well as 
crosatng-sigrmls ; and no troin should be allowed to 
run up to Rolford station, from the north or from the 
south, while the signals arc lowered for trains pro- 
ceeding from the east or west over the crossing, and 
TJce versft. 

Although trains from the north may be timud to 
atop at Retford, it ia possible for them, wlien inmning 
ap to the station, to overrun the tower signal, and 
then run iuto any train that may be on the crossing. 

Trains have been known to ovei-run, but fortu- 
nately this does not appear hitherto to have occurred, 
while trains have been on the crossing. 

It caimot bo fafe under any circumstanues to uUow 
trains to run with signals at " all right" to within 
80 yards of another train crossing at right angles, 
as hoe been the case at Retford, and more particularly 
so on the Great Northern Railway, where trains 
travel at a groat speed, and where the traffic is 
continually increasing. Vide Returns herewith. 

It was stated at the inquiiy that only one other 
accident has occurred on the level crossing, which is 
the fiil« of the late accident, during the 21 years 
that it has been in ciisteace. The former accident 
was caused by careless -shunting. 

T\vo otlier accidenls have occurred ou the level 
crossing of the junction line at the north side of the 
station, One of these was caused by the engine- 
driver of a MuncheEt4!r, Sheffield, and Lincolnshire 
train being drunk, aud over-running the signals, 
which were at "danger." The second accident oc- 
curred when a passenger train which wiks standing at 
the west side of the down platform was starting north. 
It was run into by a Manchester, Shcflield, and 
IdDC^ shire train from Shefiield. 

The very great freedom from aecidents at a busy 
station like Retford, where there ai'e three junctions 
and two crossings on tlte level, of railways nearly at 
right angles to each other, and where some 900 
trains pass during the week, is most satisfactory 
evidence of the very efficient manner in which the 
duties of the station have been performed up to 
Ihe present time. 

TTie accident oi 
been caused by i 
part of the diivei 
been seven and f 
Great Northern Riulway, : 
excellent charact«r. 

He was well acquainted with the road, and, accord- 
ing to the evidence given, appears always to have 
nped at Retford on previous up journeys. 
Ithough the absence of an up distant-signal to 
protect the crossing at the north side of the station, 
wae calculated to mislead an engine-driver who was 
oot acquainted with the rood and the stalion, the 
croesing- signal, as already mentioned, could be seen 
distinctly by a driver of a Great Northern up train 
for 900 yards before he reached it, and in ample 
time for him to stop his train. 

There cjin be no doubt, from the whole of the 

evidence, that this signal stood at " danger" and 

< could be distinctly seen by the engine-driver of the 

h train if he had been looking out for it. But this 
man does not appear to have seen it until he got half- 
way through the station, and was within about 130 
Tarda of the crossing. 

Had he seen the " cautioH " signal given ta him by 
I the inspector when the fish train was approaching the 
I gooda shed, he nught easily have pulled up before his 



train reached the crossing ; hut he does not appear 
to have become aware of his danger, until the fireman 
returned on to the foot-plate from oiling his engine. 

The regulations of the Great Northern Railway 
company, the receipt of which the engine-driver had 
acknowledged by his signature dated 24th November 
1856, provide that eDginc-driverg and firemen should 
keep a good look out when approaching or running 
through stations. Oiling the engines should bo 
postponed to a more favourable opportunity. But 
this rule, which is essential to safe workmg, was not 
attended to. The fireman was taking advantage of 
the time when steam was shut off, in approaching 
the station, to oil the cylinders of the engine. 

The firemen as well as the engine-drivers are 
bound by the regulations of the company to keep a 
good look out Ibr signals at the station and level- 
crossings, but the fireman must in all cases act 
under the direction of the engine-driver. 

The guard of tlie fitth train does not appear to have 
been as much on the alert as he should have been. 
He did not apply his break until he saw the station 
inspector waving his hand to caution him. 

Blame does not appear to attach to the signalmen 
at the north end of the station and at the tower- 
cabin for not having shown " danger" signals. 

These men were ready to perform their diity, but they 
were taken by surprise, and at first boliev^l that tho 
fish train, which was a short light train, would stop at 
the station, and then they became too confused la act. 

The engine-driver of the fish train was committed 
by tho coroner to stand his trial for manslaughter, 
and he was advised by his solicitors not to make any 
statement. 

Ho did not attend the inquiry. 

See correspondence sent Iierewith. 

The fireman, who had been also given in charge, 
was present, aud after being duly cautioned gave his 
evidence. 

I have, &c., 
F. H. Rich, 

Col., H.E. 
I entirely concur in the above report. 

Wm. W. Eavenhill, 
Barrister' ai-I-ato. 
The Secretary, 

(RailvJaff Department), 
Board of Trade. 



1 the 23rd ultimo appears to have 
nost unaccountable conduct on tlie 
r of the fish train. This man has 
a half years an engine-driver on the 
" " md has hitherto l>orne an 
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N.B. — The decrease is uaused by the goods traffic 
being turned over the new loop line via Lincoln. 
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Sib, 30(A Oclober 1873. 

In cnmplinncD with the instructions contained 
in your minute of the 4th ioslAot, I hove the honour 
to Btilimil, for this informntion of the Board of Trode, 
the rt'port of the Court of Public Inquiry into the 
circnin stance 8 which ftttenUod the collision that oc- 
curred on thp 30th September at McAndrew's siding, 
netir the Motherwell Junction, oa the Caledonian 
Btulway. 

This Court of Inquiry was held first at Wishaw, 
and oftorwards at Glasgow, with the assUtance of 
Mr. W. W. Bavenhill, bairiBter-at-law, as legal 
assessor ; and 33 witnesses were examined. The 
sitting commenced on the morning of Saturday, October 
the 11th, and. lasted till H o'clock that evening; and 
it was resumed on Monday the 13th, at a.ni., and 
concluded that afternoon. 

The eiroumstonceB were, briefly, as follows :— The 
touiist train, 8 p.m. from Euston station, London, and 
3.55 ft.ni, from Carlisle, consisting of an engine and 
tender, six passonger-carriages, and three break-vana, 
had passed the Wishaw station, and on reaching a 
point about 60 yards beyond the signal-cabin ne.ir 
McAndrew's siding, came into collision with a mineral 
lircak-van which was in its way on the down main 
line. The fireman of the paasengei" train was killnl 
on the spot, and the engine-driver was much injured- 
Only one passenger has eomplained of injury. 

General Descriplion. 

The BigDal-c«bin for the siding known as Mo 
Andrew's siding is a mile and a half from Wiahaw, 
sad rather less than a mile and a (juarter fi-om 
Motherwell.. The main lino to the south of the 
c»bin is straight for about two and a half miles, 
and a large portion of it is on a falling gradient, from 
the direction of Wishaw and Carlisle, of 1 in 137. 
The main line is also straight for u mile and a quarter 
to the north of the ciibin. Opposite to it, there b a 
crom-over road between the two main lines, of which 
tbo points are worked from the ground by levers clojie 
to them. Sixty yards north of the signal-cabin there 
are a pair of leading-points connected with the sidings 
used by Mr. McAndrew for his Shields Colliery, 
Thori* are two sidings parallel to the main lines, and 
a number of olhtT sidings running directly into 
the colliery ; Iml they are aU connected with the down 
ni^n line l>y means of the leading-points above re- 
ferred to. There are safety-points and a chock-block 
nn Uie sidings parallel to the main line, and there is a 
chock-block on the sidings, which are on the level, 
running into the colliery. 

There are no home-signals at the cabin, but there 
is a distant-signal in each direction, the distant- signal 
townrds Wishnw and Carlisle being 799 yards fi^m 
the signal-cabin, and the distant- signal towards Glas- 
gow being S50 yards from the signal-cabin. There is 
no apparatus in the cabin, excepting a clock and a 
single-needle telegraph Bpenkiog-instnnnent, to com- 
municate with the foUowiug stations : — Lesmidiagow, 
KolLerwell, McAndiew'a cabin, Shietdsmnir, Wishaw, 
Father, Garrion Gill, Craigenhill, and Carstairs. 
Hwre ia also a tclcgniph-bell commnni eating with 
Windmill Hill cabin, about 1,100 yards on the 
31243. 131. A 



north of McAndrew's cabin. This bell is intende<i 
lo protect shunting operations at the Flemington Hill 
siding, which is between the Windmill HiL cabin and 
the McAndrew's cabin, and alnmt GOO yards from 
the latl«r ; and also the sliunting operations at Wind- 
mill Hill, by means of the signal worked from Mc 
Andrew's cabin. The distant-signal from the Fle- 
mington Hill siding, which is between the Windmill 
Hill cabin and the McAndrew's cabin, not being 
sullicient for the protection of the shunting operations 
at Flemington, the distant-signal fi'om the McAndrew's 
cabin is kept at danger also while trains are shunting 
at that place ; and the notice as to the dislant-signd 
being required for that purpose is given hy means of 
the telegraph-bell referred to. About 829 yards on 
the south of McAndrew's cabin, there is another 
cabin, called the Shieldamuir cabin ; but there is no 
means of communication between these two cabins. 

The Sliieldrtmuir cabin is a more important one. 
There are colliery junctions on the east and on the 
west of the main lines connecting them with the East 
Shieldsmuir and West Shieldsmuir collieries. There 
are also sidings on both »des of the main linos ; and, 
indeed, the sidings previously referred to as being 
parallel lo the main h'nes, and joining them on tlie north 
of the McAndrew's cabin, run tW^ough as loop lines, and 
join the main lines again near the Shicl'lsrauir cabin. 
This cabin is provided with 15 levers for working 
points and aignaJs, and with locking-apparatus by 
Messrs. Stephen and Son, as well as with two single- 
nt^'dlc tt-'legmph -instruments, ami with two tolegraph- 
bells, — the one communicating with the Father cabin, 
and the othfr communicating with the south cabin at 
Motherwell ; and a record-book is kept in it of the 
passage of all trains. 

The Evidence, 

In presenting a summaiy of the evidence it will be 
convenient to commenue with that of the engino- 
diiver, the conductor, and tlio guards of the tourist 
train. The fireman, it will be remembered, was 
killed. 

John Btn/d, the engine-driver, said he had been 19 
years in that capacity in the service of the Caledunian 
Company, and bad driven last ti'ains fur the last two 
years. He was driving the tourist train on the 
moniingoftheSOthof Sepember. Tlieyleft Carlisle at 
4.17 a.m., and Car.stairs about 6, by his watch. 
Nothing unusual happened till they reached the 
neighbourhood of the accident. They were going 
down the incline, with the steam off, at their usual 
speed, which would be from 35 to 40 miles an hour. 
The signals were all clear for them to proceed. Ho 
notJced that at McAndrew's siding, J ot a mtle off, 
the arm of the distant-signal was about 15 degrees 
up — much below caution ; this meant " clear." Some* 
times when at " cleor " that arm was within the post ; 
at other times it was a little up, as on that occasion. 
If it had been as much as 45 degrees (the ordinary 
caution signol) up, he would not have passed it, bnt 
would have drawn cautiously on to see wliether any- 
thing was in the way. They passed caution signals 
sometime.^, where they exiicclcd to find them, but 
this signal only showed "danger" and "clear." He 



hiid never hwl to complain of this sigDal. Ilo kop: 
hia eyo fi«'il towards iho sigtml almost eoiwUintly. till 
he was within a few yarilsof it. Looking ulong tho road, 
hP saw it 300 i)r400 y ai-dsoff, jiiat nfUr unssiiig n niineml 
train wliic!li wiu. ntnii<iing still on Itw up miiin linp. 
TluTo was anoiiier train Ix'liiinl tliin, ninl be could not 
soc tliu rood cluai'ly by i-enson of tbe sniokn and stL'am 
from thiwo two euginos. IIu kopl liia eyes nlw) on tho 
trainn, fuariug somo onu might come out from them. As 
ho reached this point, and tliu omoke and stoam cloarol 
off, ha flaw riglit in front of bin train, on tho aamf line 
of n^ about 2O0 or S(X) yard* off, a bi-eak-v«n. He 
immediately rovcrwcil his I'tigiiiei the steam wa8 off, and 
they wore able thus lo sluvken considerably. He saw 
nntbiug more after tliis, us the oteam was cominp out 
of tlio Mafety-valvc ; ho meruly felt tho shock of ■tn'king 
tlm van. He notiw-d Bomelhing, which ho believes to 
hiivo been tin' body of tbe van, imiuodiat*ly after 
Btriking; it was overhanging thu bank. He iboughl 
his engine knockcil the body of the van fnnii its 
wboeU, and then mnuntiri}; the latter wan thrown from 
tlie line on to tiic Imiik. He was on the foot-plate of 
tha euKioLi ns it was taking il^ilrBtturn ; on the sM^ond 
turn he managed to gel lo the ground. Ho wiw too 
much bniiiH'd and hurt to cxamtuo the signals afti^r 
thi! accident. 

David H'amon said lie was a guard in tbi' service 
of llie Ciiliflonian Coin|'B«y, hiwl been «> for \h 
months, and hod run with the last trains for the luat 
four months. Hi- waa riding in the front break-van iieitl 
bahin<l tlie toncler. He could not say the oxaul tirao 
the tourist train left Car.^taire thr^ luoming of the 
acoidcnt, uh hn w&s only ux«lf ting-guard, and did 
not notice llio time particularly, lie rcmombenNl ap- 
proaching Shieldamuir giding.and iiotii'ing ilie wgmilw 
there; they were clear. He was looking lo tbo fnmt tui 
he passwd Ihem. He could see the BignaTat McAndrcw'* 
siding, nearly a mile off; that wn-s cltiar. He was 
watching it as they approached it, and llieii liognn 
taking mit letlei!. lor Mollierwell. He first ihougbl 
there was somitliing wrong wlicn tbe ilriver wliLttlud. 
Ho immedialoly put on his break, and hail it on 
boforo the eollMon occurreil. Hu hiid jum trui-j 
to luok iml and obitorve ibnt thu lender break was ou 
when his van was thrown off thu line, — "a little 
bit" down the bank. Two cMiTiugMt next behind it, 
and Hie lending whoolu of a third cwrin;;e, were ulao 
thrown off tlie railit. Ho wan not much burl, uud had 
not given uu work. He did not nottcu the si;j>iiul or 
nignulnmu after the accident. Then- were a good 
many pa-wengiTs in tb" train; he lUd not heur of any- 
one being bun. He nlrui gave evidence a.-, to ine 
eoniposition of the trnin, wbieh wax itimiliu- lu that 
given by tbe next witness. 

The next witness, ffiUimn Slepli^ti, the conductor, 
wati riding in ahreak-vun, the lifib vehicle of the train. 
He was In the einjiioymont of both the Odedonian and 
tho Ijondon ainl Nortb-wcnteru Kailway Companies, 
had beeu api>oiiiUid eonductor two years ago, and 
lia<l been doing duty ovt-r tlie line from London to 
Perth for ilio l»t four YuarN. The trniii on Imviug 
Eustori consialed of 10 vehlctea, be«ides tho engine and 
tender ; viii., (1) a Greenock break-van, (2) a 
(iret'Dook compoeikMiarriage, (3) and (4) two com- 
uuiiie-earriagos for I'l-rth, (5) a iireak-vtui for Forth, 
m which he rode, (6) and (7j two compoRito-carriages 
for (ilangow, (H) a 3rd-eUaH carriage for Edinburgh, 
(9) acomjionitd-cuirriagc (or Edinburgh, (10)al>roBk-v&n 
for (jlasgow. 'I'bere wus only one engine and tender to 
the train ihnjughoul ilia journey. The engluoH were 
changnl at Cmwo and Cailblo; and the Kdinbiirgh 
composite-emriage wus taken off at Carstoir^, Other- 
wi*" tbe rom[KMition of tlie train was the same at the 
time of tho accident as it was on leaving l»ndon. 
Thoy left Euston on tho night of the 29tli of Sep- 
tember, at H.l p.m., and reachiHl Carlisle at 4.2 a.ni. 
on tlie aOlh, 17 minutes ble. ^Hg produced his 
note book.) They left Carlisle :il 4.19, and Carslairt", 
with only nine vehioles, at (i.'J a-m., 15 minuU^H 
late. Thoy wen? ffotng well, at their n*ual speeii. All 
Ibe signals were clear. MoAndrew's siding signal he 



saw nearly a mile off. There would have been quite 
sufficient time to pnll np if It hod lN^>n at danger, but 
it was nearly clear, quite clear for running. Like 
Watson liiM attention was first attracted to the fact 
that anything was wrong by the engi no-driver's 
whistle. Thoy wore then rather more tlmn half-way 
from ShieUlsmuir. lowar<ls McAndrew's siding. Ait«r 
this he had just time to give a turn and a half 
to hia break, when the accident happened ; and he 
was thrown agiun St the partition of hi n van, and w&t 
a good deal shaken, but had not bei'u off duty bItico. 
Am soon as he regained his leet he went to lbc> rear- 
guanl, Dixon, and sent him lo block the line, as tbe 
Limited Mail was nearly due; and sent also lo 
Motherwell for assistance. He then asslHtod the 
pnasengers ; only one, Mr. Kerr, complained of injury, 
— an ankk^xtriun. Afrer that he saw the engine- 
driver ; ho wa:<i very ill, and seemed much burl at the 
time. I'he fireman was kilk-d on the npot, having rt^- 
coived wimo had cuts about the head ; the engine waai 
upon him. The van next 1.>ehind tlie tender was off 
the rails, resting upon the tender: the two next 
carrlagos were also off tho rails, He spoke to the 
McXndrew'N aiding oignnlman, Itevell. He a»iked him 
as to how llif^ accident had liBpi>oned : the signal waa 
not on. Tho latter snid the signal was put on. Ho 
(witncKs) replied it wna put on too late. Ho did not 
notice the signals thin, as he was surrounded by 
jwasengers. 'rhc train was n full triun. 

Jnmeii Dixnn, tbe guard who was riding in the last 
vehicle of tho train, Kaid ho had been guard in the 
soi'vicc of iho Caledonian tympany for four months. 
He nonfirmcd the ovidence already given as to tho 
eomposiiion of tbo train, and as to the signals being 
clear. He eoohl wv tho McAndrew's siding signal 
that nioniing when at the Wishaw slation, about 
]^ miles from it. He also was first attractnl by "tho 
whistle." He hiul ilmoto putoii liis brakofullybeforo 
the collision. His van wa-i not thrown off tho rails. 
The Higiial remained ■' eJciir " after the collision. Ho 
saw it "elear" when he got out of his van. and was 
standing liy it, atxiut 30 yards north of the signal, 
His ntlention was drawn toil, when the eonductor, 
.Stephen, tnhl bitn to block the line The Hignalmon 
(ttevbll) cnmti lohinikand (he witness told blm his 
i>ignnl was not on. Kevell then nishod :^way lo put 
it on ; and tlliitr he or some one else did fo. Ho saw 
the finn ralscil. Uevell was i|uito wiU^r. He con- 
lirmed ihe evidence already given as to tho number 
of earriuges thrown off the melals. The engine, having 
been Hrparnled from tint tender, was thrown about 
10 yariU further down Die bank, and was lying on 
Its fumiel, with its wheeis iu tho air, and its loading 
end first. The tender was on its Hide. Tho van was 
in a similar position. 

Mr. Ellitmi, of Crown Court, CbeapHido, wroto 
tiial he was a psssonger In a tliinl-dass carriage of 
the train ; that the ti-aiu was late at nmrly all the 
stations, and 20 minutes tul« at Carlisle. Ho was 
thoroughly awake at tbe time of the lu-cldenL Hts 
attention was first atlmctixl by the whistle^ — ihna 
short, not very loud notes ; immediately aflerwards he 
felt tbo fepecd of the train gn-atly diminish ; and be 
thinks the breaks were put on. and the steam was 
shut oft', and that to this they owed their lives. He 
" adds " 1 got out immediately after the severe shock 
" or blow tliat brought the train to a sudden xtAud \ 
'■ the tender having turned on ilii side seemed tbe 
" cause of iheir pulling op so shortly." He confirms 
the evidence as to Ihe number of venlelos off tbe line, 
find he heard tlio engine driver (Boyd) say tlie sigo^ 
were right for them lo proceed. 

Next follows the evidence of ihe guard, engine- 
driver, and firemau of ihe mineral train, — the van 
of which was in tlie way of the passenger train. 

liuvid Donnldiom, Uie guard, said he had been m 
" regular mineral guard " for 1 2 months llrst, and tttea 
again aflerwards. Un (he morning of the accident 
tho break-van in which he rode lell the locomotive 
shods at Motherwell, pushed iu front by tbe engine 
and tender which were behind it. tie was in the vMu 



TbBf no towards McAndrew's aiding. Ab tbcy 
apprOBctuul, the engine-driver gave two whiiitleB, und 
told the pointinnan (Revoll) lo pul on his up distant- 
signal, and then the other one. He was lookiug frem 
his van, and saw Rcvell work botli levers (be was anro 
of this). His van at this time was about 6 or 7 yards 
north of the signal-cabin. Ho did not iioliee whether 
the arm of the signal went up U> danger. Rovell then 
went up, and held the south eiul points for the cross- 
over road, and then hid von crossed over to the down 
line, clear of the points. The van was to have lieeu 
pushed into a siding pamliel to the main line, and the 
cmgine was to have gone into another sidJiig. Tlie nest 
thing he, Donaldson, did was to uncouple his van ; and 
then he was about to go and hold the points for it to 
be pushed by the engine into tho siding, when the 
fireman, Junes IiTine, cried out the express was 
coming. He attempted then to couple the van on to 
the tender, that it might he run away with ; but tho 
engine did not come close cno'tgli. The driver 
reversed the engine a h'tlte, but had not time to come 
doeor, becoase the express was so near. The engine- 
driver then drove his engine forward, leaving the van. 
The witness went on lo say he saw tlie collision occur 
within a, yard or two of where he wns standing, The 
body of the van was knocked oft' the wheals, and the 
engine mounted on the top of them. After this he 
wont to the engine, which had been tamed over and was 
lying down the bank, and tried to let tho steam off, 
but he failed to do so : and then the engine belonging 
lo his break-van came up, and he went on it to Mother- 
well for assistance. Ho returned about seven o'clock 
to the Hcene of the accident. He did not then or 
before notice the signal-aiTU from McAndrew's siding, 
M to its poeitiuu ; all be saw was that the levers were 
worked 1^ the pointsman (Bevell). He did not speak 
to him at any time, nor did he bear any convereation 
pass between liim and the engiue-driver of his break- 
van. Hp said they shunted in the same manner on the 
morning of the accident as they did every morning. 
They were going up to lift (take) waggons from the 
siding. Ho did not inquire about the tnuns that 
worelikely to come ; his engine-driver ilid that, and 
ho heard him told by pointsman (Nicholson) at 
Motheiwell that morning that tho first train was 
39 minutes late, and tho Jimitetl mail 10 minutex lato. 
It was a rare tiling for them to pass into the siding 
before the tourist train had passed. They waited the 
usual time after the danger-signal was put on before 
crossing over ; he could not say how long it was that 
morning, — some minutes, itmight be four. (Rule 130 
says three minutes.) 

Seniy Heron, the driver of engine No. 552, said 
lie had been in tho service of the Caledonian Company 
between six and seven years, driving the engines of 
mineral trains. This jmrticular train, the broaJc-van of 
which wad the immediuto cause of tlie accident, btul 
been driven by him one week in every six during the 
Ijtst 12 months. The engine and break-van were in the 
habit of going thus to McAndrew's sidings lo"lift." 
coal trains. When they got there, tho engine ujid van 
crossed from "the up" to "the down" line, and 
liience the van was pushed into one siding whilst the 
tmgine went into another to fetch out coal trucks ; and 
lo the rear of these, after they had been drawn out, the 
van was coupled. On tho morning of the 30th of 
September, the witness, with his engine, tender, and the 
van, left Motherwell sheds about 10 minutes past 6. 
The Motherwell pointsman (William Nicholson) told 
him, five minutes later, as be was leaving, "that the 
" first (Tourist) trtun" was 39 minutes late, and the 
•' next (the Limited Mail) was 10 minutes late." On 
approaching McAndrew's siding he whistled twice to 
the pointsman there (Revell), who turned both the 
signals to danger ; but he could not see the arms of the 
signals on account of the smoke of the engines in front 
of him. He then went on to say that he fell in with 
•' Be\-ellaH the latter WHS walking from his cabin lo 
*' the points south of it" Witness spoke first, giving 
him Nicholson's Information as to the time the 
trains were late. Uevell appears to have mode no 



answer, and the engine and tender vtmlt up to the 
points. Tliou Rcvell went south towards the points, 
and looked out ; and nothing appeared to be coming. 
He then bUxmI by the points and wiid " they wore not 
" so much late as witness hod stud, but 19 minutes 
" and 1 1 minutes." Witness replied that that was the 
inforniatiou he had got from Nicholson, and asked 
Uevell to let lijm go across. Revdl, as he thought, 
said " liiat tho witness ba<l four minutes any how, but 
" he must look sharp." He might have said "that if 
'■ his (Heron's) infonuntian was correct, there would 
" be plenty of time to cross ; if ho did, he did not 
" recollect it." Witness had no doubt there was plenty 
of time, and was working according to Nicholson's 
information. Ho was at the aiding about two 
minutes altogether. This was about 3ie usual time 
to keep them (on the up line before crossing) when 
the road appeared lo be clear, as it did then. RevcU 
then let tliera cross over to the down main lioe^ 
and they went along it till they ware clear of tho 
points. At this moment his lire-mao cried out 
"Here's the express!" and, looking back, he saw 
it coming towards them, being only 300 or 400 
yards oW. Heron then, to use his own wonls, said, 
" with the agitation of this I i-eversed my engine, 
■' and put on steam. WLea I noticed the van was 
"■ off (I did not know it was uncoupled), I came 
" back again to join it, but there was not time, so I 
" went away with my engine, leaving the van to be 
" run into by the express, I had not got about 10 or 
" 15 yards before lie collision occurred. We were 
" running when it happened, and had only just time 
" to get out of the way." His engine was not struck, 
or injured at all by tlie accident. After it had 
happened he went to Motherwell for assistance, anA 
did not notice the signal or speak to Bevell the signtd- 
man ; but the latter was " all right " when he let him 
cross at the aiding. They were merely doing that 
morning what they usually did, viz., to cross into the 
siding before " the (Tourist) Express." They very 
seldom got away with their waggons before it, ami 
should not have done so that morning. They Iiitd at 
times waited 40 minut«s in the siding for it, bnt more 
often 15 to 20 minutes; sometimes they bad information 
as to how much it was late, sometimes tliey had not. 

James Jrvitie, the fireman, who was off the engino 
and standing at the side of the line at the time of 
the accident, gave confirmatory evidence, — amongst 
other things, as to not being able to see the signal on 
account of the smoke from the engines in front, and 
from the Excelsior ironworks, and further said ; " I saw 
" the express run into the break-van, the break-van 
" coupling was broken, and the engino pushed it a 
" little along and then went past it and tumbled over 
" on its side. 1 could not distinguish more on account 
" of the steam." They could not see far up tho line as 
the express approached, in consequence of the steam 
and smoke of other engines shunting above them. One 
engine passed on the up lino just before the accident, 
and two other engines had gone up just before them. 

This evidence was immediately followed with that 
of H'illiam Nicholion, the pointsman at Motherwell, 
and John Carruthers, the telegraph -clerk at that 
station, to clear up the difference of the train time 
received by lievell, the McAndrew's siding signalman, 
and that brought by Heron, the mineral-train engine- 
driver. Nichntfiou said ho was ISyearsof age,andhad 
been about four months a pointsman, and 12 months 
altogether in the service of the Caledonian Company. 
He frankly admitted the truth of what Heron had 
said, and [bat he hud mistaken the entry in the time- 
book kept at the Motherwell station by the telegraph- 
clerk (Camiihers) for the information of the Com- 
panies servantA, as " tourist train at Beattoek summit 
as 5,53," a.m. instead of 5.33. Hence the error. The 
book was produced, and a flourish appeared on the 
fii-st " 3," which certainly might have deceived him. 
He said he liad examined the book in order to keep the 
lino clow if necef«ary, It was on a counter, separated 
IVom the telegraph -clerk by a partition. The bitter was 
busy oud did not tell blra ; he looked for himsell^ as 
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" Up ilialaDt-aignal roquirw a new liunp ;" also down 
(lis tan t- signal uul of {H-oper working oriler; the lost 
siguul tlip witiieBs himw-lf roi»ninsA. Ho Jiii not 
exninino it till ihe 2n(l of (Ictolier, the third diiy 
aftor tlio accidont. It thon workt-d well. Tlipre wl'iv 
eevcral other aignnia liku the MeAndnsw'a Kiditig one, 
but the gencraliiy of si)i;nBLt dilTeifd ttoui it in thi; 
leading of the wire ; inetiwl of mnntnt; etmijiUt from 
the cnbin to the Higrnil with onii uronaiiig, it lind two 
crossings ; it crossed the eoaIii lino, ivnil tlieu ufterwonlii 
crossed tlic! down siding, so that it hnd two bends ; but 
this should not interfero with tlic working. lie hiid 
never hi-oi'd it coin|)laini-d of but liiu one lime mentioned. 
Be could not account fur its sticking. He hud nut 
heard of the reports to Millar about it ; they would be 
sent to Mr. Currcr and forwarded to Mr. Gnihuiii, tliO 
chief engineer, who was hoatl of the depitrtnietit. If 
the witness were out on the line, llie re|>orls would be 
forwarded to the shop nrid executed iil once, luid so he 
might not know of lliuiu. Could not suy wlica be Uvst 
esnmincil the signal nt MeAndrew's Biding before tbe 
accident. Iln liud no compluiiitA of any coiiseuueuce 
about thn other nignulFt which were aimikr to 
McAndrew's elding. The weather affected them. A 
weight was nttutrhed to the lever tootljuiit them; it 
waa riused up or <bwn according as tbe weatlier 
affected the wire. 

Jtfr. Grahamf chief engineer of the eompuny, ex- 
plained that reports t>eut to the HU{x-ruiti'udeut'B office, 
wouM como on lo him, and go on to tho last mtness. 

At a later period evidence wae taken as to a small 
piece of iron, which was atUched to the signal itself, 
at the signal- |i08t, in ailibtion to tbe lever, and n ganger, 
Jamff JUartiti, stud itwus eomiuouly done; he had |)ul 
one on ut ShieliUmuir and might liave done il to tbe 
McAndrow's-slding siguaJ: " il wob fur force { in a 
wet day tbe eigiiab went up very well, but not ki on a 
dry day." Tbe McAndrew's siding-signal worked 
badly. It woti not eBtittfactorily explained who put the 
particular pieco of iron on llie McAndrew's signal, 
though all available evidfuice was exhausteil. It was 
mud to have bin-n on for some considerable time. 

Mr. Thomas Retd, outdoor inspector of pointsmen 
from Carataii's lu Gla»^w tor the Caledcinian Com- 
pany, said, Kevelj, the McAndrew's siding man, was a 
careful and steady man. Kevel hod Ixion under him 1 1 
mouths. Ho hail to protect the Fiemington sitting as 
well as McAndrew's siding, by putting his signal to 
danger and ringing his telegi-aph-bcU. Ho eonflrmed 
tbe evidence alreitdy given as to the practice of Nhuntiug 
the trains at McAndrew's siding. If UuU^ 130 (to 
Htatiou-mMters and clerks), whicb directed " That no 
" engine.canHnge, or waggon must bo allowed to shunt 
" upon or cross the main lino until the proper signals 
*' have been sot at dangei' for three minutes " were 
Strictly followed, there could !« noacoident. Of course 
that included the dbtant-signal being put at danger 
in sufficient time to enable the train to stop. Tbi-oe 
minutes was sutlicient for that. There was iJso a 
working rule as lo tlio tnuns, other than the Limited 
Mail i if any of them were more than 10 minutes lale, 
nhunting went on. This was necessary, for then.^ hod 
boon great delays of the mineral trains there, which 
were awkward and expeusive. Moreover » tele- 
graph-apparatus bad lieen placed in McAndrew's 
iiding cabin lately, which IlevoU was trying to learn ; 
and a boy was suou coming to teach him, in onlcr that 
he might know belter when the trains were coming, 
and so facilitate tho nhunllng, and not have the 
eoginea wailing and blowing off sipjun in the siding, 
and that Ihey might go to LeniuiJuigow junction, 
llie GOftl traffic had iiicruuseil there and idl over the 
liue " miroculously " in tbe last two years. He was 
at the scene of tbe accident an hour afterwards ; the 
McAudrew's-siding signid worked well tlu-n, he tried 
it, it was at danger. It luul never Ihm^u rei>orted to him. 
He confirmeal the evidenee already given as to the 
positiou of the engine and tender, and the van, and the 
earriagen off the rails. 'ITie engine was turned over, 
oliout SO yamls from the place where it struck tho 
van. The metal buffers of the van were lying on the 



line where it had been struck. The rood was torn 
up for idmut 4 lengths of mils, or 32 yordH from 
where tbe cai'riagi<s were off. 

Wi' come now to the evidence of the chief signal 
officer for the sonthcni division of tlie (^edonian 
Company, Mr. Itohtrt Currcr said he had occupied 
his pn^scut i>osition siuco Jnnuniy 1st, 1873, He 
stated tbedetulsof the working of McAndrew's siding 
simibtrty to those alreuly given. The signalman was 
there doil^ from 5 a.m. to 5 p.m.; there was no one 
there at night. It wna not necessary ; the coal trafHc 
was during tho day. Tbe now telegraph -apparatus had 
bcfu placed tliere two or three weeks before the acci- 
dent. Il enabled communication with Gnrrion Gill, 
which was about 4 miles south towards Carstatrs ; 
but Uevell did not understantl the use of it yet. There 
waa a Ix'Il In the cubin to protect the trains coming 
out of the Fiemington siding ; this was rung by tha 
Windmill Hill signaluuui, ami the McAnitrcw's signal- 
man would then put on his distarit-mgnal to dnugor. 
Bevell signed tbe Itook of niles on the 5th of De- 
cember 1870 (book produced), when he first joined lb« 
Company's sa-viee as a porter. He wan appointed 
signalman in August 1872, at Windmill Hill, and in 
March 1873 at McAndrew's siding. Any breach of 
Rule 130, which waa tlie only one that applied to 
Jtovell, ought to be reported. He had had no n'porta 
this year. He had no reason to doubt that it wna 
observed. Ho saw the McAndrew's aiding- signal 
about four hours id'ter the accident, and it workoi) 
very well then. 

Mr. George Graham, ihe engineer of the Cnlw- 
donian Company for the last 20 years, gave uvidence 
as to the permanent way, the various cabins, pohila, 
signals, and plneeis above mentioned, luid Iht^ir die- 
tancos from each other, and also the gnidi<:nts of tho 
line. The McAndrew's siding had existed for 14 or IS 
ymrs ; but tho number of sidings had been increiHied 
to accommodnto tho traffic. There wue always n 
signal-cabin there. Fiemington siding huil been thvre 
15 or 16 years, There were the sidingH of two col- 
lieries and n stone-quan-y communicating with tlio 
nuiin lino there. Some of Ihe sidings bad been uddud 
since they got the line in 1848. 

The evidence of tho witnesses concludes with tliat 
of two chief officers of tlie Comjiauy. 

Mr. Urnry H'nrd, tho traffic-manager of the Cftle- 
donian Railway, and who hn<l U'en so for many ycam, 
said he knew well McAndrew's aiding, the aignal- 
Cfkbin, and the other places referred to in the courae 
of the incjuiry. With regard to the process of signal- 
ling in such cnbins, be said that tbe telegraph for 
geiicml purpoxcs was only just 1>eiiig luttuduced. 
yiiieldamuir, I'ulher, and MotbcrVi-ell are connected 
witli bell-aignids. It was only of late years that tlie 
infonnntion that trnina were passing wa« obtained hy 
Oiurion Gill station from Cnrstoirs, bui all InlnB 
were '■ belled " to and fi-o Iwlween I'atlier and Shldds- 
muir, and to and fro kawecn Sliieldsmuir and Mother- 
well. He gave similar evidence lo that already giveQ| 
as to the shunting at night at McAndrew's sidingt 
via Shieldsmuir. He said the signalman at the iMtor 
place had tho tail-lights of the van of the ahunling 
train to guide him as to iu departure, in a<ldition to the 
whistle before mentioned. If the Shieldsmuir signal- 
man did his duty lie should not allow any tnun [o 
go forward unless he was suni the lino was clear, and 
therefore fog and high wind iliil not matter. The 
present prucesn at night economisi<<l veiy much. It 
was simple when ihcre was little traffic. There woa 
not any appreciable traffic at night as compared with 
the day tniffic. Tliu present arrnngemonl was quite 
safe. The enginenian whistleil, the signidman hoard 
him, and he stopped everything coming down. If 
be did so hmg, he wuidd know there wna something 
wrong, and then allow tlie train iatopj)eil to proceed 
cautiously, more or less so according to circumstanoes. 
The tourist train passed McAndniw's siding vrhilc 
there was a signalman there. It was true there were 
other (list trains during the night when there waa no 
signalman there, bat then the work waa over. The 
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shunting did not begin till about 4 o'clock a.m. 
Occasionallj there might be a train or two to be taken 
out, but it was exceptional. They had not been able 
to get the block -telegraph yet so far along the line ; 
they were doing it as fast as they could. They had 
got 54 or 55 miles from Carlisle to Perth under it out 
of the 151 miles. Thirty-eight miles more could be 
opened within two or three months, and the rest, in- 
cluding McAndrew's siding, within a year. The 
present arrangements there were perfectly safe if the 
rule 130 were ol)eyed, and the signalman would have 
the telegraph to assist him when he knew how to use 
it. But this accident was due to the unfortunate 
mistake in the reading of the Motherwell book. The 
frost may have caused the signal to stick, but the man 
might have gone on the l)ank to see whether the signal 
was on. This should not, however, be pressed. There 
was no locking-apparatus at the McAndrew's cabin, but 
there was at Shieldsmuir and other important stations. 
The Sliieldsnuiir signalman was leammg the telegraph. 
It would not be possible to keep all the mineral trains 
off the line till the fast trains had passed. They 
worked the mineral trains as best they could at early 
morning and midday. He admitted that if the block- 
telegraph system were working there, it would be 
much better. He would see that it was put there at 
once. However, the telegraph was not infallible. 
They looked not merely to convenience, but to safety 
in everything. Ih* would repeat that the signal-mim 
was bound by rule 130, though it was specifically 
addressed to station-miisters and clerks, and he was 
a pointsman In the new regulations this would be 
altered. The regulations were about to bo revised. 

Mr. James Smithells, general manager of the 
Caledonian Company, confinned what Mr. Ward had 
said as to their cffoits tojintroduce the block-system 
of telegraph as fast as they could, l)ut there was 
great difficulty in getting the apparatus and the people 
to work it. Mr. Graham was doing everything that 
could bo done in this direction. The directors of the 
Company were most anxious at all times on this and 
other points to promote the convenience and safety of 
passengers. Last session they obtained an Act K)r a 
new lino, from Garrion Gill to Orlitto, and thence to 
Eastou, so as to have an independent line on which to 
work the passenger traffic, and thus to relieve the 
present line by Garrion Gill and Wishaw, and down 
to Addistoue ; and they would then be enabled to work 
tlui mineral traffic without detaining their engines. 
At the i>re3ent time the Company suffered great loss 
from keepuig engines standing in order to let pas- 
senger trains go safely and (juickly through. This 
was the l)est remedy for an overworked line. More- 
over, the directors had doubled the line from Gkirrion 
Gill to Glasgow, which would greatly economise their 
working iind add to their convenience. To return to 
the blocking and interlocking, they had the work of 
Messrs. Stevens and Son and Messrs. Saxby and Far- 
mer. Inspector Reid had been put on to attend to it, 
and Mr. Currer had been speciidly appointed to assist 
Mr. Ward in candying out the telegraphic signal 
arrangements. 

This closed the evidence of the witnesses, 33 in 
number, all of whom were oflcers or servants of the 
Company. 

Afterwanls the following reports were handed in 
with regard to the down distant-signal at McAndrew's 
siding, explaining Alfred Muirden's statement that it 
would not ** work with pleasure." 

Caledonian Railway. 

Coaching Department 

Memorandum, McAndrew's siding station to Mother- 
well station, Thursday the 16th day of January 
1873. 
-9ctor Millar, Motherwell. 

I HAVE to report to you that the platelayers 
ded the wire of my down road signal four 
' Hm of opinion the wire is not sufficient. 

Yours tnily, 

A. MuiRDEN. 



Caledonian Railway. 

Coaching Department. 

Memorandum, McAndrew's siding station to Mother- 
well station, Monday the 2C&i day of January 
1873. 

Inspector Millar, 

Dear Sir, 
Referring to my former memo. 

TuE wire of my down road signal has again broken. 
I will feel obliged if you would see into the matter 
and have it thoroughly repaired, as the platelayers 
have had to mend it five times now, and it will likely 
just break again. 

Yours truly, 
A. Muirden, 

Pointsman. 

Caledonian Railway Company ^ 
District Superintendents Office^ 
3, Germistofi Street, Glasgow^ 
Dear Sir, 20th January 1873. 

Geo. Graham, Esqrc., C.E., 
Down distant-signal at McAndrew's siding. 
The wiie of the down distant-signal at McAndrew's 
siding is reported insufficient, having broken several 
times, and trains have been stopped thereby. 

Be good enough to give the matter your immediate 
attention, and favor 

Yours truly, 
for R. CmTer, 

J. DiSHURGHEN. 

Coficlusioft. 

The chain of evidence is complete as to the cir- 
cumstances under which this collision occurred. A 
break-van, about to be attached to a mineral train, 
obstructed the down main passenger line of the 
Caledonian Railway, at a time when a passenger train 
from England for Scotland, known as the "tourist 
express," was overdue, near McAndrew's colliery 
sidings, on the south of Motherwell, unprotected by 
any signal The engine-driver of the passenger train, 
after emerging from smoke and steam caused by 
engines on the up line near Shieldsmuir, was only able 
to see the obstructing break-van when he was within 
200 or 300 yards of it. He did his best to reduce his 
speed, but his engine came into collision with the 
break-van with such violence that the engine and its 
tender were thrown off the rails, as well as several 
of the vehicles behind them ; and the engine and tender 
fell down the slope of the embankment on the near side 
of the line on which they had been travelling, while 
the break- van and carriages remained, fortunately, on 
their wheels at the top of the embankment. 

After hearing and carefully considering all the 
evidence that was available, and dfter twice visiting 
the locality, we have come to the following conclusions 
in this matter : — 

No blame can be attached to the engine-driver of 
the tourist express train, John Boyd, inasmuch as he 
found the distant-signal from McAndrew's siding 
lowered for him to proceed northward, and he did not 
receive warning of the obstruction in time to enable 
him to stop short of it. Of eleven vehicles, three were 
break- vans ; and there was thus, fortunately, a greater 
proportion of break power than is frequently found 
with express trains. To this circumstance, and to the 
watchfulness and activity of the engine-driver, con- 
ductor, and guards, the safety of the passengei's must be 
attributed. 

The signalman at Shieldsmuir, Alfred Muirhead, 
who had no means of communication with the signal- 
man at McAndrew's sidings, was justified in lowering 
his signals for the express train to pass. But if this 
part of the main through line of the Caledonian Rail- 
way had been properly worked on the block-system, 
then the main line at McAndrew's siding would not 
thus have been obstructed without "line blocked" 
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having been first given to and acknowledged firom 
the Sbieldsmuir cabin ; and in that case the tourist 
train would not have been allowed to pass the Sbields- 
muir cabin, and the collision would not have occurred. 
The signalman, Greorge Robert Revell, at the McAn- 
dreVs oabin, showed care and attention, hj calling 
at the Motherwell station in the morning, and not 
merely ascertaining, but also writing down, of his 
own accord, and for his own guidance, the times at 
which the tourist express train and the limited mail 
train had respectively been reported to have left Car- 
lisle ; the former 18, the latter 11 minutes late. He 
would naturally have been thrown off his guard in 
some measure by the later intelligence of the mineral 
engino-diiver, Henry Heron, to the effect that the 
tourist train was 39 minutes late ; and it appears, fur- 
ther, that the tourist train had actually made up time be- 
fore the accident, though the times given by the different 
witnesses vary considerably. Thus misliHl, and unable 
to obtaii) direct information, he turned the engine, 
tender, and break-van across from the up to the down 
line at a time when he ought to have kept them wait- 
ing on the up line, and when the tourist express train 
was only loo nearly approaching. It has been pointed 
out on behalf of the Compauy that if this signal-man 
had obeyed rule No. 130 in the book of printed 
regulations (already referred to in the evidence of 
Mr. Reid), which runs as follows, ** No engine, car- 
riage, or waggon must be allowed to shunt upon or 
cross the main line unless the proper signals have been 
set for three minutes," then the collision might not 
have occurred. But it does not appear to us to be right 
or just to allege cidpable neglect of duty against the 
signal-man for disobedience of this rule, for two 
reasons : — In the first place, it is printed amongst the 
regulations which are specially addressed to station- 
masters and clerks, and it is not found amongst those 
drawn up for the guidance of signalmen and pointsmen ; 
in the second place, it is not, according to other wit- 
nesses, a rule which is strictly carried out in practice. 
There can be no doubt that the signal-man turned the 
lever of his signal to danger before setting the mineral 
engine and van across to the down line ; and it is equally 
certain that the signal-arm on the semaphore post about 
800 yards from him, failing to rise to the position of 
danger as he did so, remained down as the tourist train 
passed it, and even after the collision, until, by jerk- 
ing the wire, the engine-driver of a pilot-engine, John 
Mason, caused it to fly to danger. The statement of 
the sifrnal-man, that the steam and smoke from engines 
near Sbieldsmuir prevented bun from seeing whether 
the arm of the distant-signal responded to the action 
of his signal-lever is corroborated by otlier evi- 
dence ; and he is thus absolved from any real want of 
due and proper care in not seeing that the distant- 
signal arm went up to danger before he held the 
cross-over-road points for the mineral engine. We 
have, theretore, come to the conclusion that he was 
honestly acting for the best under the dilHcult cir- 
cumstances in which he was placed. It was jiot his 
fault that he was unpi-ovided with the means of more 
direct infonnation as to when the tourist tniin was 
to Ih? exiHHrted, that he was mis-informed by the 
engine-driver from Motherwell, or that his distant- 
signal did not act properly. Looking to the practice of 
such men in such cases, it cannot be allied against him 
as negkx?t of duty, that he did not take further steps 
to ascertain that the :>ignal-arm (800 yards from him) 
olx^yed the signal-lever when he pushed the Litter over 
to the position of danger. Though there is no doubt 
now that he would have acted more prudently if. 



adhering to the information he had himself obtained 
at Motherwell, he had detained the mineral engine on 
the up line, yet it must be admitted that according to 
common experience the train was more likely to lose 
time than to make up time after leaving Carlisle. 
Then, again, the driver of the mineral engine only re- 
peated to the signal-man the information which he 
had received, and which he had no reason to doubt, 
'from William Nicholson, the pointsman at Mother- 
well. This pointsman read wrongly from the reoord- 
book at that station a figure which had been entered 
correctly, but not as unmistakeably as it might and 
should have been written ; and the telegraph-clerk who 
made the entry did not foresee that the flourish which 
he unfortunately added above the figure 3 would lead 
to its being mistaken for the figure 5, and to the 
disa8tix)us results tliat followed on such a mistake. 

Under all the circumstances of the case, we are 
compelled to attribute this accident to the want of 
bett(T arrangements and better appliances for the 
working of the Irafiic on this section of the line, 
rather than to blame any of the sen-ants of the com- 
pany ooncemed. We are ghid to learn that the Cale- 
donian Company have at length been aroused to the 
necessity of adopting the block-system, and applying 
locking-apparatus, on this important portion of tiieir 
line ; and that a deviation line for the accommodation 
of the through passenger-traffic is contemplated ; but 
we cannot avoid expressing surprise that it should 
so long have been worked in so inefficient a manner. 
The distant-signal which ficuled on this occasion had 
already been a subject of complaint, as will be seen 
by the evidence of the signalman, Alfred Muirhead, 
previously employed at the same spot, and his written 
complaints already quoted ; and a broken portion of a 
coupling-link had been very roughly hung by the side 
of the weight on the post, as we observed on the spot, 
in onler the better to cause the aim to fly to danger. 
A telegraph-instrument which had a few weeks before 
been fixed in the cabin was useless because the 
signalman had not learnt to make use of it. It is not 
too much to say that at least telegraphic information 
should long since have been afforded to signalmen com- 
petent to receive it ; and signab in a thorough state of 
adjustment should have ])een provided in such a 
locality, pending the application of the block-system, 
and of improved signal arrangements, with locking- 
apparatus, which were so much required on a line of 
this description, used for through fast trains and heavy 
mineral traffic. 

It is satisfactory to find that the printed Rules and 
Regulations of the Caledonian Railway Company, 
copies of which were produced at our inquiry, are 
about to be revised. The rules address^ to the 
signalmen should obviously be clear and complete in 
themselves; and it ought not to be necessary to refer 
to rules specially addressed to station-masters and 
clerks in onler to ascertain the duties of signalmen. 
It is further of the highest importance to discipline, 
and to the safety of the traffic, that those rules only 
should he laid down which can be carried out in 
practici% and that to such rules as are laid down 
obedience should be strictly enforced. 

1 have, &c., 

H. W. Ttixk. 

I concur in the above report. 

W. W. Ravexhill, 
The Secretart/j Legal Assessor. 

{Naiiwat/ Department), 
Board of* Trade. 
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n first given to htiiI ncrknowleilgcd from 
PhiclitHtnuir cabin ; anil in thnt riiwi tho tourist 
I not liavo been nllowud to \tnim lliu Sliiclile- 
, mill tlie GoUiHton would not hnvu (H'.inirrei]. 
■he riignnlnmn, Geurge Itobort lli'viJl, ut the McAii- 
i'jiiin, Hliowe<l cnrc and uttvution, Iiy cnUiag 
■till! Mottuirwell Htatjon in tlie morning, Mid not 
BriJy uMiurttu'ning, but nl.w writing down, of liiit 
n anrorJ, mid for hid own giiidaiicc, the titiicn at 
lliich thi; tourinl uxprfset tnun and tlu.- limited mail 
niu hud rOM]>ectisoly beoii i-ciHirli'd to have left Cor- 
' I- funaor IK, iho laller II niitiuUii UiU^. Hi> 
^vould nnturollj' Iiave boon thrown olT lii!« guard id 
) miMuure by the later iiitetligciieu of tliu mineral 
I cngiui'-drivor, Iliuiry Huron, to the efTect that the 
I tourist train v/us S9 miiiutoB late; and It appeam, fur- 
' thnr, that the toiinnt train had nctnully madiA up time be- 
fore the at^cident, tliough the tiiiiwt given by the different 
wilnosscs vary conKlderably. Tlini^niitilL'd, and unable 
to otitniii dircet infunnatioii, fat' turned thu engine, 
tetidiT, and break-mn aeroMM from tlio up to the down 
liim ut a lime when ho ought to have kept them wait- 
ing on the up line, and when the touriat oxpresa train 
WHH only too neai'ly appixMiching. It hns been pointed 
out on Ut'lialf of the Company thtit if this signal-man 
had obeyed rule No, 130 iu the Iwok of printed 
regulations (alnvuly referi'ed to iu tlie evidence of 
Mr, Reid), which runs as rollotrs, "No engine, car- 
riage, or waggon must he allowed to ahunt upon or 
cross the main line unleas the proper aignals have been 
set for throe minutes," then the collision might not 
have occun'ed. But It does not appear to u>i to be right 
or ju8l to allege culpable neglect of duty against tho 
elgnal-maii for disobedience of this i-ulo, for two 
reasonti : — In the first place, it is printed among)it tho 
regulations which ai-e specially addressed to station- 
niastera and clerics, and it is not found amongst those 
drawn np for the guidance of signalmen and pointsmen i 
in the second ptacu, it is not, according to other wit- 
neases, a rule wliich is strictly carried out in practice. 
There can be no doubt that the signal-man tumo<l tho 
lever of his signal lo danger before setting the mineral 
engine and van across to the down lino; and it iec'|uaily 
certain that the signal-ai-m on the semaphore )K»t ubout 
800 yards fh)m him, failing to rise to the position of 
danger as he did so, romaineil 'Iokh as the tourist train 
poasod it, and even after the collision, until, by jerk- 
ing the wire, tho ongi no-driver of a pilot-Piigine, John 
Mneon, cauBwl it lo fly ti> dimgor. The statement of 
the sigiial-man, that the Ktcnm and smoke froiu engines 
near Khii^ldsmuir jircventiMJ him from seeing whvthtsr 
Uiu arm of tlio distajit-signa) rcs[H>nded to tlio action 
of hin sigmd •lever in corroboralt^d by otlur evi- 
dunec ; and he is thus abNolved from any n-td want of 
due and propter aire in not neeing that thi^ distimt* 
Hignul arm wi-nt up to danger l>efore he held the 
cruHH-oviir-road points for the mineral ongini\ We 
have, theriiloru, come to tho eoutJusioii that he was 
honestly acting for the bust under the dilBcull eir- 
uumntautws in which he was pluucd. It wuttjiot his 
fault tliat ho was unpi-ovidcd with tlie inQans of more 
direct iuformatiou lu to when tho tourist train was 
to tie espe<itud, that he wua luiu-iuforroed by the 
engine-driver frrmi Motherwell, or that his distant- 
signal did not act properly. Looking to the practice of 
such men In such cases, it cannot be alleged against him 
aa neglect of duty, that he did not take further steps 
to ascertain that the signal-arm (800 yards from him) 
obeyed tho signal -I ever when he pushed the latterover 
to tho position of danger. Though there is no doubt 
sow that he would have acted more prudently if, 



ailJiering lo tho information ho had himself obttdned 
at Mothi-rwcll, he had detained the mineral engius on 
thu up line, yet it must be admitted that according to 
common ex^tRricnco tho train was more likely tAloeo 
liin« than to make up time after leaving Cnrllele. 
Then, again, thi- driver of the mineral engine only re- 
peated to Uio signal-man the information which be 
had receiveil, and which he had no reason to doubt, 
from William Nidiolson, thu pointsman at Mother- 
well. This pointsman read wrongly from the reoord- 
book at lliat station n figure which liad been entered 
correctly, but not iw immislnkeJddy ns it might and 
sliould have Imh^h written ; and th^ tj<Iegraph' clerk who 
made the entry did not foreset' that the flourish which 
he nnfortunatdly added abovu the figure 3 would lead 
to its being mfslaken for the figure 5, and to the 
dianati-ouB results that followed on such a mistake. 

Under all tlie cirenmstaniH-s of iho case, wo are 
compelled to attribute this accident to the want of 
lieltiT arrangements and lietli'r appliances for tlio 
working of the ImfHc on this section nf the line, 
rather than to blame any of tho servants of the com- 
(lany cicncerned. We are ghul lo Imihi that tho Cide- 
donian Company have at length lieen amnxed to tbu 
necessity of adopting the block -system, and applying 
Iwking'apparatus, on this iiuporinnt portion oftlioir 
line ! and that a deviation lino for the iiccommodatiun 
of the through passenger- tralBc is cont4miplat«d j liat 
we cannot avoid expressing sururiie that it should 
80 long have been worked in so uiefllcient a manner. 
The distant-signal which faQed on this occaaion had 
already been a subject of complaint, as will be aoun 
by the evidence of tho signalman, AlfriHl Muirhiuul, 
previously employed at tho same spot, and Ilia written 
compluints alnndy quoted ; and a broken portion of a 
Coupling-link had been very roughly hung by tho side 
of tho weight on tlie post, as we observed on the spot, 
ill onler the better to cause tho arm to fly lo danger. 
A telegraph- instrument which had n few weeks before 
been fixi^i in the cabin was useless because the 
signalman had not learnt to make use of it. It is not J 
loo much to say that ut least telegraphic informatioQ I 
should long sinet! have been afforded to signalmen com- J 
petent to receive it ; and signals in a tliorough stftto otm 
adjustment should have Iieen provided in si 
locality, pending the application of the blnck-s; 
and of improvi^l signal arrangements, with loi 
apparatus, which were so mucli re(|uired on u line q 
this description, used for through faxl trains and heai| 
miuKral tralHc. 

It ia satisfactory to find that the priniiit Kutua b 
Regulations of the Caledonian Railway Cor 
copies of which wore produced at our iti(]uiry, 
nliout to be revised. The rules addn^HsiAl to 
signidmon should obviously be clear and eomplet 
thumsidvcs; and it ought not to bo neeesi 
to ruli'H spocJully addressed to slution-n 
clerks in order to asci'rt.iin tho duties of eigt 
It is further of the highost imiiortance tod 
and to the safety of the traffic, tliat thow) I 
should be laid down wliieh can bo carri 
pnuitice, imd tliut lu such ruli'jt ns aro I 
obedieuue should bo strictly cnfom-d. 
I liavr, he^ 
H.W.1 

1 concur in the above rqMirt. 
V - 
The Stcrttiiry, 

{Itiiilviiy DcpttrtmeM), 
Hoard o^ 'rrade. 



. W. Ravw _ 
Legil^ 
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ISTH OCTOBER 1873, INTO THE CIRCUMSTANCES ATTENDING THE 

OoUision on the North British Railway which occurred at MaryhUl, 
October 4th, 1873. 
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SlK, 1, H'kitekall, lOth December 1873. 

In ccmplianco with the inatmctiona contained 
in your minute of the 13th of October, I ha?e the 
honour to report, for the iotbrraation of the Board of 
Trade, the rMult of the Public Inquiiy into the uir- 
cometances which attended the colliaion that occurroJ 
on the 4th October at the Maryhill station, on the 
Helensburgh branch of the North British Railway, 

In'thJs case, a "workman's train" running on Satur- 
days only, and leaving Uumbarton at 2.20 p.m., came 
into colliBJon about 3.10 p.m. at Maryhill, at which 
station it was not duo to titop, with a minei'al train, 
on the up main line, opposite Ihe passenger platform. 
One of the paesengers, a workman in the company's 
employment, waa killed, and 24 other passengers wore 
iiyured. 

The Court sat in the Council Chamber, kindly placed 
at onr diapoaat by the Lord Provost at Edinburgh. 
After a previous inspection of the site, the proceedings 
were opened on the 25th of October, and were then 
a^oumed to enable the engine-driver of the work- 
man's tnun to lay further evidence before as. After 
dne notice, the investigation ' was resumed and con- 
cluded on the 29th of November. On both oceaaiona 
ft great number of witnesses were examined. 

£)csfTiplio7i. 

The railway from Helensbuigh to Ghwgow runs 
generally in an easterly direction, nml pusses Dum- 
barton, Milngavie junction, and (jarscul>e siding, at 
dislfuicee, respectively, of about 11^ miles, 1} raUee, 
and three-quarters of a mile, from Maryhill. From 
Dearly 300 yards west of the Garscubc siding cabin, 
and for 800 yards to the east of it, there is a curve in 
the line, with a radius of 30 chains. The last 300 or 
400 yards of this curve posses through a cutting, which 
ie spanned by a road-bridge over the railway. The 
cutting and bridge much obstruct the view of an 
approaching engine-driver, and prevent his seeing the 
condition of the line at the Maryhill station till he is 
within 639 yards of it. The line thence is straight, 
with a gradient hilling 1 in 152 towards Maryhill for 
the first 337 yards. Then succeed 176 yards on the 
level over a viaduct crossing the river Kelvin, and 
the last 126 yards fall 1 in 900 towards Maryhill. 

At the Maryhill station there are two lines of railway 
between two platibrms, A signal-cabin stands near 
the east end of the up platform, containing lelegraph- 
inelnimcnts for working the block-system between the 
Cowlaira junction and this cabin ; and there are also 
instruments, not yet in use, which will enable the block- 
system to he established towards Helensburgh on the 
opening of the Stobcroas branch, which may not t*o 
for 12 months. Meanwhile communication is kept up 
between the signalmen in the MoryhiU and the Miln- 
pivi(^j unction cabins by moans of a telegraphic-bell, by 
which they inform each other as to the clais of engine 
or train which may be expected. They employ one, 
two, three, or four beats of it for a passenger train, a 
goods train, on engine, or n minei'al triuo respectively. 
Prom thin cabin there are worked a home-signal 20 
yards on the east of it, and a distant-signal 75H yards 
on the west of it. The levers for working these signals 
are on the outside of the cabin and immediately to the 
east of it. There is a cross-over roail between the ap 
and ttie down main tinea, of which the east points are 
nearly opposite to the cabin, and the west points ore 
H1243. 189. £ 



about 30 yards from it, at the west end of the down 
line platform. At 542 yards from this cabin, and 
ou the west of it, there is a small cabin provided 
with levers and locking-apparatus for working the 
signals and points in connection with a cross-over 
roail and with the Coqwration of Glasgow Gas Works 
sidings. Tbe signalman in this latter cabin works a 
homo-signal nearly opposite to it, and a distant-signal 
727 yards from it, with a snuill repeating-ann on the 
diatant-signal post of the Maryhill cabin. This lattOT 
distant-signal post is on the slope of the cutting, 10 
or 12 yards to the west of the bridge over the line 
already mentioned, and 52^ foot above the line ; and 
it is well seen from tbe Maryhill signal-cahin, and by 
an engine-driver approaching from the west for 384 
yards before he reaches it This signal-post has three 
arms on it; — two on the side of the railway, namely, 
the Maryhill distant-signal above, and the repealer 
from the Corporation of Glasgow Goa Works siding 
below ; and one on the opposite side of the post, on 
a level with the Maryhill distont-signol-nrm, used oa 
the Garscube down distant-signal. The siiliugs at this 
station, which are three in number, ore connectod 
with the down main line by one set of points, 40 
yards to tlie west of the down plotfoi'm, nearja goods 
shed. These Hiding-points are worked by a fever mi 
llie ground near them, which isjnot interlocked wit]) 
the signals. On the oast of the Maryhill cabin there 
is a lever for working both ends of the cross-over 
roail, not interlocke<l with the signals. 

Sumniari/ of Evidence. 
On Saturday, the 4th of October last, the " workman's 
train," which, aa already stated, runs on Saturdays 
only, left Dumbarton at 2.42 p.m., 22*minuteB hite, its 
engine having been previously detained in taking 
another train to Helenshnrgb. It consisted of an 
engine and lender,' six carriages, and a break-van, 
which was the last vehicle of the train, and in which 
rode William Fogo, the guard in charge. The engine 
was driven by Peter McNemeny, who has been for 24 
years on this section of Ihc North British Railway. It 
stopped at Dalmuir and Bowling ; and, as it ap- 
proached Milngavie junction, the signsdman there 
gave the usual notice on his telegraph-bell to the 
Maryhill cabin. Having received pennission for it to 
proceed, he allowed it to pass him, which it did at 3.7, 
26 minutes late, and he ma<le an entry of the time in 
his book. This signalman says the speed of the train 
was "ordinary," "and the signalman at Garscube, a 
mile farther on, calls it "onlimiry OKpross speed." 
The latter does not know at what time it passed him, 
an he has no clock or l)ook in his cabin. Shortly 
afterwards it passed the point wherethefirstsight of the 
Maryhill distant-signal is obtained, and after proceed- 
ing about 200 yards further it arrived opposite to the 
Hillhead Gasworks, which are about the same distance to 
the right, away from the railway, in a field across the 
Forth and Clyde Canal. Several passengers stated 
that just before reaching this spot the engiae-driver 
slackened speed considerably, and two of them thought 
he was going to stop altogether ; but he increased his 
speed again almost immediately, and seeing, as be sAja, 
the Maryhill distant-«ignal "perfectly clear," the arm 
right down the post, he went on. The engine-driver 
stated that the signal was in the same condition when 
he passed itj for he looked broadside at it. Aa he 
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THE REPORT OF THE COURT OF INQUIRY 

HZLD [N PURSUANCE OF AN ORDER OF THR BOARD OF TRADE DATED THE 
IITH NOVEMBER 1873, INTO THE CIRCUMSTANCES ATTENDING 

The Collision on the North-Eastem Railway at Durham Station, 
on the 6th November 1873. 



Board of Trade, 
{Rail-uuit/ Dejtartment), 
Sir, H'/iile/uiii, ]9th December 1873. 

Ik cotnpUuDCti with ihc iuat ructions contaioed 
in your letter of the 11th November, 1 have the 
bonour to report, for the information of the Board of 
"rrwlc, the result of the formal investigation into the 
causes of nud the circamstanci?s attending the col- 
IbioD whieh occurred on the 6th November at Dur- 
ham stalioa, on the North-eastern Railway, betTCeen 
the 1 a.m. down Scotch express passenger train from 
York to Edinburgh, and a train of empty carriages 
vbicb W&9 being shunted from one siding to another. 
One female passenger was killed, and IS passengers 
appear to have been more or less serioosly injured on 
this occasion. 

This public inquiry was hfild under the provisions 
of the Regulation of Railways Act of 1871, with the 
aasistancc of Mr. W. W. Ravenhill, barrister-at-law, 
as legal assessor, in the Guildhall of Durham, which 
the Mayor of that city was good enough to place at 
oiir disposal. The sittings commenced on Friday, the 
21stof November,at 10 a.m.,and ended at 7 p.m., and 
were resumed on the following day at 9 a.m., and 
cloBe<t at 7 p.m., after having examined 18 witnesses. 
The inquiry could not have been completed on the 
eeoond day, had not the legitl adviser of the two 
signalmen who liad been committed for " manslaughter " 
cm the verdict of the jury at the coroner's inquisition, 
bat admitted to bail, <Ietermined, at the last moment, 
not lo submit them fur examination. 

The evidence of the various witnesses was taken on 
OAth, and their statements written down, and having 
been read over to them, were duty signed, and are sent 
herewith. 

Tlie main lines of the North-eastern RaUway at 
I>Drhitm lie in a north-eastern and sonth-westem 
direction. There are four lines of railway between 
the np and down pintfomm of the station ; the two 
central Uncs constitoting the up and down through 
lines, mostly used by trains that do not stop at Dur- 
ham station, and the outside lines that lie alongside of 
the np anil down platforms, and ai'e called platform 
lines, by passenger trains which arrive at and depart 
from Durham elation. 

At the aouth-western extremity of this station, 
iriiete the platform lines ilivei'ge from the two main 
or central lines there is a cabin or telegraph signal- 
box erecteil nbovo and across ihe main lines, called 
the West cabin, from which the points and signals at 
that end of the station are worked by rods and levers. 
The signals there protect the entrance to the Durham 
station Irom tho south-weat forall down tnuus. There 
are also some sidings lying to the south and east of 
the up platform, which are entered from the same 
spot by trailing points on the up main line, but these 
are net mixed up with the present collision. 

At the north-eastern extremity of the station there 
is another signal-box, called the East cabin, from 
whence the points and signals are worked that control 
the entrance to the station from the north-east, in- 
cluding the junction of the line to Loamside and Sun- 
derland with the main hne to Newcastle, as well as 
the connections with the docks or sidings lying on 
each side of tho platforms, the entrance to the engine- 
31243. 194. A 



shed, and the cross-over road to pass from one main 
line to the other. The points and signals in these cabins 
are interlocked with each other. The distance between 
these two cabins is about 314 yanls, and the station 
lies between them. 

The approach to Durham station on the down line 
from the soutli-west is further protected by a distant- 
siguiil worked from the west cabto, and distant from 
it 861 yar<l8, but owing to a curve and cutting^in the 
line, this distaut-signal cannot be seen from this cabin, 
andjiu consequence, arepeating-signal which'isin sight 
from it has been put up at a distance of 501 yards. 

The two down home-signals immediately above the 
west cabin are Ut at night by gas ; the upper signal is 
for the platform, and the lower for the main line ; and 
they servo as the down distant-signals for the east 
cabin. The upper signal was stated to shew at night, 
the brighter light of the two, and the mechanical 
arrangemejits connected with the^e signals are such, 
that they cannot be taken off by the west cabin signal- 
man without the consent of the east cabin signal in an. 
The west cabin signalman can move the levers, but he 
cannot alone lower these Iiome-signals. 

The down distimt and down repeat ing-signals, on 
the contrary, are not thus contrallei^ and these signals 
can be taken off by the west cabin signalman when he 
has moved the levers of the down home-signal with 
the view to their being taken off. 

Before quitting this part of the subject, it is also 
requisite to explain that the east cabin signalman 
cannot open the points of the cross-over road for a 
train to be shimted across from the up to the down 
main line nnlees all the up and down signals are on 
at danger; and, in the same manner, ho is prevented 
from opening the trailing points on the down main 
hue that lead into the docks or sidings that lie along- 
side of each other, parallel to the main lines, and at 
the back of the down platform, unless the down home- 
signals and the down distant-signals, worked &om the 
east cabin, but placed above the west cabin, ore actually 
on at " danger," these down distant-signals, as before 
stated, eonstitnting the west cabin down home-stgnals. 
The easternmost of these sidings is called the Sunder- 
land dock, and the westernmost the Newcastle dock. 

The portion of the main line of Ihe North-eastern 
Kailway passing through Durham station, between 
Darlington and Newcastli?, is worked, with the assists 
ance of the electric telegraph, on the absolute block 
system, with the exception of a short section through 
Ferry Hill station. 

Tho east and west cabins are, in conaoiinoncc, used 
as two tel^aph stations, and are fitted up witli tele- 
graphic instruments, and signalmen are employed there 
day and night. 

The next telegraph station to the south-west is 
situated at Relly junction, where the line to Bishop 
Auckland loaves the main line to Darlington and Vork. 
Relly junction is 1,565 yai-ds distant from the west 
cabin, and the line from Relly junction falls towards 
Durham on gradients of 1 in 101^ and I in 120 to a 
qiuirter of a mile beyond the east cabin. 

1'he company's genei-al superintendent of passenger 
traffic (Mr. Christiaon), who compiled the " Regida- 
tions for Triun Signalling by Block Telegraph Sys- 
tem " (copy enclosed), stated that it was the intention 



and in acconlunne with the pmetice, ns for ua non- 
stop pin^ down tnuna were conccmeil itt Durham 
station, tliat tlii^ signttlmnn in the west cnltiii, whon be 
rooeived the tel«^riipliie Hignul " Iw ri^iul^ " tvom 
Belly junction fur it down train, waa not at onee to 
acknowledge It, cvon if tliP down liiio was cli'ar up to 
hie cabini but to wnit until he had jriven the "bo 
ready BiRiial " to the cast cabin, and had had it 
acknowledged by tbo signalman there, signifying thivt 
the line was " clear " up to the eont cabin ; and then, 
and not till then, he wiut instructed nnd authorifled to 
acknowledge the " be ready " signal receive*! from 
Belly jiinclion : but he admitted that no espross 
stipulation tr> that offbct could be found in thow 
" BeguIationH," Mr. Cliristieon, however, contended 
that it wu the duty of " the west cabin signelmnn, 
" under thn 4th eection of Rule 7. to see that the 
" lino was clear for 300 ynrdw beyond Iiih cabin ; 
" nnd that if there was a junction at which the 
" Hignnlmnn could, within 300 yards, bring a inuii or 
" engine upon the main line, then the signalman at 
" the west cabin (or B) must, in compliance with 
" words in Rule 2, wliich require him to ascertain 
" whether the line Is clear for the train to run upon, 
" givo the signals to the east cabin (or C), prescribed 
" hy the Rule 2. and thus receive bis niwuranec that 
" the line would be kept clear before nipiia'.ing tlie 
" 'ho nrady' signal to the west cabin (or A)." It 
is HuffieienI In remark that' no siK'.h instruclion is 
(Kiutaincd in Rule 2. He alwi stated that these regu- 
lations had licen approved liy one of the innpeuling 
officers of th« Board of Trade, Colonel Ilutcbinsim. 
That oflieur ha.! been referred to, and Htates that he 
had not had ocx^osion to conaidi^r tliew regulations, 
hut had only approved of the 6lh lu^clion of the 7th 
Bule, which relat<'ii to no two truinn being permitted 
to approach a fouling point nt the same time. 

A^ain, by the company's book of " General Rules 
and Regulations," Article No Hi, it is laid down that, 
" the main Hue at slatious chall be kept clear, if pos- 
" sible, Ten Mtnvtfit ttefiire a Trai» it (hte; and no 
" fingine, carriage, or waggon shall be shunted on or 
" from the main line until a proper signal liiis been 
" previously sent hack or oxhil)ited in one or holJi 
" directions, as may be required." But when a train 
is known to ho late, this ten minutes is considered to 
commonco IVom thu time when it may then be expceted 
to arrive; and in order to make the signalmen in 
the two cabins cognisiant of the whcroalwuta of tbo 
through or noii-atopping trains, it is the practice to 
tolegraiih their time of departnre or passing from 
York, Darlingtdn, and other suilions to Durham. 

These telegrams ai'e n'ceivcd, in the Hrat instance, 
in the telegraph office al Durluim station, nn<l then 
telegraphed on by the telegraph clerk to llie two 
signalmen in the east and wcat cabins, 

Jt WHS asserted thiU Rule No, 54 is ohservi«l with 
regard to all non-slopping trains, but not strictly 
observed for slopping trains. 

Now it appears that on the 8tb Novemlwr, about 
2,34 a.m., a light engine arrived by the up line from 
Sunderland, and by the permission of tbo eiml eubin 
signalman, and with his assistance in opening the 
jtolnts, it crossed from the up to the down main line 
by the crow-ovor road, and was thence backed into 
the Newcastle siding and hooked on to six carriages 
and two vans standing there, nnd which were in- 
tended to form Ihe first train from Durham to Sun- 
derland at fi.30 in the morning, 'i'he driver neat 
prooeediid, still with tbo permission and assistance 
of the eJist cahin Hicnnlman, to <!niw his train nhead 
out of the NcweaatJp siding and on to the down main 
lino, for the purpose of backing it into the ai^aeent 
Sunderland dnck or siding next lo tbo liaok of the 
north end of the down platform ; and he was in tho 
act of backing this train into the Sundprlmid dock 
when the ciillision occurred, about 2.37 a.m. 

No blame appears to nttAch in any way to the 
dlirer and lireman of lliin light engine, as tliey were 
*only carrying on their onlinary work in obedience lo 
bfte signals exhJbili'd by the east e.ahin signnimon. 



The down Scotch nxpreaa which ran into th« tnuii 
of empty earriagea is dno to leave York at 1 a.m.i 
it does not slop at any station between York and 
Newcastle ; the distance between these places is 82] 
miles, and 1 hour and 48 minutes is allowed for the 
journey, so that the average rale of speed is alioDt 
46 mile* an hour j but it was stated that down tnuns 
travel somewhat faster on the portion between York 
and Darlington, than between Darlington and Nevr- 
castle, and a notice wa« issued by tlin company's 
locomotive superintendent (Mr. Fletcher), during the 
present year, that the speed of engines and ti-ains, 
through Durham station, should not cxcoc^d 20 mi Ira 
an hour when passing ever the viaduct at the woat 
end of the station. 

The company's time tables do not show, as they 
undoubtedly should do, for the information and guid- 
ance of the company's servanU, the better to provide 
for tho safety of the public travelling en the North- 
eastern Railway, the times when through or non- 
stopping trains, if running punctually, shouh) pass 
those stations whore shunting may possibly be done t 
but it waaatalcd, that tho down Scotch expreaa was due 
In pass Durham at 2.28, a.m., whilst it has been shown 
that the light engine arrived then, and passed to the 
down line and into the sidings at 2.34 aju., siic minutes 
nfVir the Scotch express actually iiecnme due. 

It was ndmitted by ail parties concci'ned that no 
telegraphic or oilier communication reached the sig- 
nalmen iu tho eoKt or west cabins, showing how many 
miuiiles the down Scotch express was late in kaiving 
York, or in passing i my other station that morning; 
and it ilid not appinr that either of these men at- 
tempted to obtain this information from the teli^raph 
clerk at the station, although it wan stal/(d tliat it wu 
their duty to have tried to procure it. 

In the absence of any such infonnalion, the east 
cabin signalm.in certainly was not justified in allowing 
the light engine lo cross, occupy, and foul the down 
main line, any time after 2.18 a.m., neconling to rule 
No. 54, particularly as there was no hurry or pressure 
in placing that light engine in front of the empty 
carrisges, and iu drawing them out of the Newcastle 
dock and iu placing them in the Sunderland dock, aa 
there were three iiour* during wliicli that might lave 
been done, 

It is true thai the tidi^iphic clerk, an intelligent 
lud of 15, cuiployc-d iu the telegraph oHice since August 
1872, siud that he received a telegram from York at 
1.30. a.m. to the elfoct that the down Scotch oxpresa 
lefl York at 1.20 a.m., or 20 minutes late; anil it ia 
as well, perhaps, that ibis information, which is stoted 
to be entirely inacciirati', was not winveyeil to tho 
signalman, as this would have authoriMxl tlie aasl 
cabin signalman to ilo what he did, without any in- 
fringement of Rule 54> 

No explanation is forthcoming as to ibe manner in 
which this error in telegrapliing between York and 
Durham arose, but it is of the utmost importance tn 
showing the additional necessity that exints for taking 
such steps as will ensure these messages 1)eing occu- 
cabiii transmitted. Tho failure to convey information 
from Durham telegraph olHco to the east and weat 
cnbins, points out the desirability of sending written 
messages, showing how much each train is I&te, 
insload of endeavouring to attract the attention 
of the sigoalmaD by the mere ticking of an electric 
necdio. This is what the telegraph clerk at Durham 
station, according to his evidence, attt^'nipl^d to do, but 
unsuccesfuUy, ou the morning of the collision aboat 
eight or tiine minutes before it took place. 

It is now necessary to trace the progreas of the 
down Scotch express train which left York at 1.8. a,in., 
or eight minutes late. It consisted of an engine and 
Umder, nine carriages, and two break-vans, with n 
guard in each, one uext the tender and the other at 
the rear of the train. It is said to have approached 
R^^Ily junction when traveltiug at about its usual speed 
at that place, without any atleiupl to make up for 
tost time, mid there is no (|ueation that the RcUy junc- 
ticin signals were taken olf fur this train to proceed. 
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The si^alman on dut^ at Relly junction, Hickson, 
Btnted tiint he received ttio sif^nnl " tmin on tiuo " 
from Bui'nigcll, the next telcpii|ili slntton to the 
Bonth, for the Scotch Dxpross at 2.32 n.m., nnd gave 
the "he ready" signal and got an Bcknowlodgpmeni, 
and " line oluar" immeOiately, in less tlmna ijuarter of 
& miaale. fi'oni the west cabin, und he then took iiff 
Uie dowa-slf^iih, first the /uyme and ihen the distaHt, 
and tlie hvUer wns off a good nhilo hefore the train 
passed it: thai he gave "train on lino" to the west 
cabiD, " foui- I>eiit8 on the bell no'l two heats on the 
dial-si^al," at 2.36 a.m., at which time tiie tralu 
passed hir) hox i that beiore the train passed, he looked 
towunls the west cabin anil (ib§erve<l bith the down 
distant and down lepeating-ttignahi (which ni'e !a 
dght fi'oni bis cabin), and that the down distant 
signal was hall' red, half white, but move red than 
vbite, while the down I'epontiiig-signal showed a ro<l 
light i and ho continued to look at the down distant 
and down repeating-signals white the li'ain was 
paasing his c^in and for about a distance of 100 
jrards, and did not see the signals altered. 

Ho also stated that when he telegraphed to the 
weat CAbin he usually got an answer in a quarter of 
t minnte, and he denies having received any telegram 
from Diirhum or any other place, as to that train, on 
that night. This ts at variaoce with the evidence of 
the t>degraj)li clerk of the Durhatn station, who stated 
that he telegraphed lo Hickson, and received an 
answer from him at 2.29, and produced his hook to 
support Ilia statement. 

The driver, tirpmnn, and the two guards of the 
Scotch express all stated, that the down distant and 
down repeating-signals were both off as they ap- 
pronchod them after passing Belly junction. 

The driver stated that be had been nu engine-driver 
28 years, and 20 yeara of that time in the service of 
the North-eastern Railway Company, and had driven 
the Scotch express for 10 years, and that he was 
travelling about 2o miles an hour when he approached 
Relly junction, where he shut off the steam; and at 
the repeating-signal (where they become visible) he 
saw a good red light on the upper or platform down 
home-signal, and a very dim light on the lower or 
the main down home-signal, above the west cabin, 
and he told the fireman to put hia break on tighter. 
That the down home-signal looked more like o dim 
■white light than a red one, and he watched it all the 
way, and when he was about HO yanls from the west 
cabin he saw that it was a dull red light, and he told 
the fireman again to put on the tender-break tighter, 
and he then whistled with the break whistle, applied 
the engine-break, reversed hia engine, turned on the 
Eteom the reverse way when half-way down the 
platform (which is 200 yards in length), and he was 
sure that his speed was not more than 10 miles an 
hoar when the collision took place. 

The fireman supported the driver's statement as to 
the nature of the light at the down home main-line 
signal, and he also stated that his break was tight on 
M they came to the down repeating-signal, and also 
M to their not making out that it was a dull red light 
until they were within 50 yards of if. 

Neither of the guards observed the down home- 
aignols at the west cabin after seeing that the down 
distant and repeating signals were off, until their 
attention was called by the driver whistling ; and 
then, when 40 or .50 yards from the west c.ibin, the 
head guard, riding in the van next the tender, saw 
that both signals were on, and that the down home- 
signal for the main line was dim, and from that time 
the accident was all Over iAftmioote. It happened 
while he was pulUiig L!b '■ — — - 

iiliaking, and he ' 

22 milM on hour 
by his n-atcb. 

Tbu 'ind gut 
ment. The T 
collision uiictii 
leaving York 
the hvM\ gannii 



of speed at which the Scotch express was runotng 
between York and Durham was, as near as possible, 
the average i-ate at whicli the train must run to keep 
time between York and Newcastle, — 46 miles an 
hour. 

Siuoo onr inquiry the coroner for the Chester ward, 
in lliQ county of Durham, has been good enough to 
supply us with copies of the depositions of the signal- 
men of the west and east cabins, taken before him at 
the inquest. 

From these it appears that the slgnalmau at the 
west cabin then stated that he had no clock in bia 
cabin, and in consequence kept no time book ; that 
he received from the Relly junction signalman the 
" be ready " signal for the express, and acknowledged 
it; that he gave the " bo ready" signal to tlie man 
at the oast cabin, and he linmediAtely gave the Hhun- 
ting-signal ; then the Relly junction signalman gave 
him " train on line ;" and instantly he saw the train 
comiug out of the cutting which is close to the re- 
peating-signal ; that he never heard the driver whistle 
until he got half-way through the station, when he 
gave three sharp whistles. 

That be never pulled the lever over nt all, so that 
the back (or distant and repeating) signals ought lo 
have been on, as they were on when he got the 
shun ting-signal, and had been on for about on hour, 
and be never took them off because the man at the 
east cabin did not take his control off the west 
cabin signals ; that after the collision he saw a por- 
tion of a white light at the entrance to the cutting, 
which made him suppose the signals were not c|aite 
right. That he hod never looked to observe that 
before that night, and had to go out to iLe bridge to 
see the position of the white light. 

It should here be mentioned that the back light at 
the repeating-signal couhl be seen from the cabin 
withotitgoing out on to iJie bridge. 

He also stated that when he returned afVer the 
collision he found that the signals were only half on , 
that the wire might stick, which it has frequently 
done before ; and the Airthest signal (the distant) lias 
been working badly for some time past ; that both 
the home-signals were showing good lights and quita 

He further said that lie had known shunting at 
the east cabin between the time the express waa doe 
and its arrival. 

Tlko statements of the signalman at the cast cabin 
was that the light engine arrived at Durham at 
2.34 a.m., and he secured the line for shunting by 
placing the signals at stop (danger) ; that he moved 
the retiuisite levers tOj enable the light engine to 
cross from the up to the down main line, and 
thence into the Newcastle dock; that as the Scotch 
express had not been reported to him that night 
he pulled the signal off as usual when the train is 
not rpport4Hl, and set the points for the driver to 
go into the Sunderland dock ; that after the light 
engine and train had got out on to the main line 
he received the " bo ready " signal from the west 
cabin, which he did not acknowledge ; and a short 
time after receiving that signal he observed the 
express passing the west cabin, and he shouted oat 
to the driver of the light engine to jump, he having 
been slow in getting his train off the main line ; that 
afler the express bad got half-way through the stu- 
tion, that is, between the west and east cabins, the 
driver whistled three sharp whistles for the guards 
to apply their breaks ; that he heard the fireman 
speak to the London guard and say, " Was not those 
distant- signals off?" and the London guard said, 
" Yes ;" and the fireman replied, " Tbi^'s what I 

Tikis signalman alw stated that he bad no tele- 

"""' .unication that night of the eJipress 

be had communication that night of 

other train would not have 

express is sometimes 




W train engine, tender, broftk-vnu, xnil thn rair- 
' I diiril-oloBa) next to it, all off tlix iniU, uid 
I uiil the third-GlaaH cftrrinfrn wont knuRkt^l 
ih other. The piMeepffor who was Icillisil wim 
ridln;; in this onrrinfio, iind nutni! cotiHidontblit limi! 
elapiod hcfort" aho could he nxtricjittil. Kvi-ry voliiiOi- 
in thi' Scotch oxprasit was more or lew* dnningitcl ; uud 
a Htotement of the duma^ea to thi' vi^liidcs, ^ivcii in 
the order in wliich the train wiis fonnuJ up, it* 
anncxeJ. 

Ah re^anlH tho light oopnn and train of empty 
carriuf^en, it ia stated that the; onginu r<'<)uiri« miw 
tank end and ucw buffer ; that the viui and comptMit" 
carriafic were both dcstroyetl, and the tliird-class 
oarriaj(u had one quarter tnkeu out. 

The etatian-u aster (Mr. Paue) at Durham wue not 
on duty at the time of the collision, but aa ho lives 
on tho premi>M!8 he was calleid up luiil jcot to the scene 
of the accident a little before 3.0 a.ni. ; and Mime of 
the injured pastten^rH werQ token into his house and 
were supplied with tea and such refreshments as ho 
couiil ofler. 

He had given eliarge of tlie Htatiou Lu uu acting 
station -maaler, n guard of a pniMeuger train (Cole), 
(who had performed similar nigh t'duly for five months, 
a year and a half before) about 7 p.m., but he did not 
luave tho station until nearly 9 p.m. This acting Htntion- 
master luul rome on duty on the evening of the 4th 
November, at 7.0 p.m. ; be woh away from his duty 
S6 adnutus, about 6.0 a.ra. ou the Jth, for breakfottt, 
40 minutes for dinner, about 1.0 p.m., and 1} liourH 
hetweeu 5.0 luid 7.0 [i.m., when ho look eharge of 
the station wbuii retiai'Hted to du so by llic Htation- 
master. Itut these long hours were t^autiod by an 
ncoiilent at Cheuter-le- Street Blntiou, which is about 
eix miles from Durham, aud they ilo not appear to 
have contributed iu any way to eaune thii» collision. 

It was Htftted by the geueral pattsongi'r superinten- 
dent (Mr. Christison) that tho oaat cabin HigorUman 
should apply to the chief officer on duty at the station 
for permission to shunt before allowi:ig it to be done; 
but the station-master (Mr. Page) said that the east 
cabin signalman does not come to ask his permission 
for shunting, either day or night ; but if there is any 
unusual shunting ho is told what to do. That night 
the shunting was as usual — to shift the train of empty 
OUTiagos from one uding line into another— «o as to 
bo reaidy to leave at 5.30 the same morning: and tho 
ftCling station-master aaid that his permission was not 
asked. The regulations do not rer|uiro it. 

The collision in this case opitears to hiive been 
occosioneil by certain of the compauy'w servants having 
imperfectly carried out that which is very proiwr and 
what is stated to be the int*tntion of tho company's 
officers, and also the practico generally followed with 
rogard to the working of the block system adjacent to 
an importtmt station like Durham, and also iu disre- 
garding the rules that govern the shunting of trains. 

1 . The cast cabin signalman was greatly to bhuno for 
having proceeded to Hinmt the light engine and 
oarringeM, when, accordiug to tiis own statement, he 
knew nothing about the down Scotch express. 

2. It is intended, aa explained by Mr. Chrislison, 
that for all through or non-stopping down trains 
the "1)0 ready "■ signal received from RcUy junction 
by tho west cabin signalman should not Ije acknow- 
ledged back to Kelly junction until it had Iwen sent 
forward to the etwt cabin and acknowledged from 
thence, thus ensuring that the whole length between 
Relly junction and the east cabin, or 1,889 yards, was 
clear for a down train, 

It is unfortunately certain that those " regulations for 
block signalling, &c." put into the hnntb of a person 
of ordinary intelligence for his guidance, would not 
require that this should have been done in all cases. 
It may have been the practice ffonurally, but in this 
instance, taking the whole of the evidence into 
coufli deration, it would appear that when the Kelly 
junction Fignnlmsn gave the "be ready " signal to 
the west cabin signaJmon, he at once acknowledged 
It t and (although he denies this) then pulled over tbo 



lever of the down home-signal, thus freeing the 
of the dovni distant and re[>eating-signalB, and tliMi 
pulled them off'; that he thi'n gave "be n-oily" lo 
the lawt cabin, and tliis was replienl lo by tho sbunting- 
signal from the east cabin. 

It must he recollected Uiat thin occurred ul night, 
axid the signalman in llie we«l cabin poaaibly knew 
noihiug of what was going on nejir the east cabin, and 
at the time lie ocknowledgfid the " be ready " uigual, 
may n<it have been aware that nny shunting wua to bo 
done. If, as is here presumed, he pulled off the down 
distant ajid repeat ing-sigoal« before ho received the 
shuuting-signal from the east cabin, when that vru 
given lie should nt once have again put them on to 
danger, and for not haviug done so was greatly to 
blame. 

3. It i« impossible to reject tho evidence of the 
driver, fireman, and of ilie two guanls of the Scotch 
express, that the down distant and down i«pe«Ung 
signals wei-o both off for that train to proceed, aud 
the supposition that tho west cabin signalman took 
them off under tlio circumstances detailed in the pre- 
vious paragraph isa more reasonable one, than tliat tnew 
signids were not working properly. Thelino is stnugbl 
to tho re]>Buting-wgnal, and the distauce is not great 
forthatone.at nil events, to have worked properly; but 
the evidence afTonled by the excessive damage to the 
rolling stock, Uie time occupied in running from Relly 
junction to ihe siiol at which the collision took placei, 
within a few yards of a mile in distance, and appar- 
ently in one minute of time, goes far to prove that the 
driver was travelling at a much higher rate of spood 
than the special order of Mr. Fletcher authorised ; 20 
miles an hour. The liest explanation of what occnmsl 
between Kelly junction and Durham seems to I«i, that 
the driver and firernan were deceived by fiuding tho 
down-distant and repenting-signals otT, and wore not in 
consequence keeping a good look-out when the cnginx 
passed out of the cutting opjiosito to the reptutting- 
signal. It is simply absurd to talk of a red light being 
wmverted into a " dim whihi one," and tlius thoy did 
not take those immediate sti-ps which were absolutely 
neccBsnry to have avoided the collision. Had thvy 
bi!on keeping n good look-out and not travelling at n 
higher rate of speed than 2r> miles an hour when 
passing Relly junction the eollieion might have been 
avoided, as there was still ii space of "53 yu^ds lo ptill 
up In ; but if, m is assumed here, tliat the upeed wsa 
much greater, less serious resulfa might, at all ovouIn, 
have been expected. On this account both tho»e men 
apiiofu- to be to hlamo. 

The ill consequences of this collision might pro- 
Iiably also have been materially diminished, if tbo 
company had hud their train fitted with cootinuoua 
breaks. 

To guai-d against similar occurrences in future the 
company will ilo well to cause their reguhitions for 
block signalling, &c. to be revised, and In so doing t« 
diminish us much as possible the numlwr of signals to 
bo ^ven with tho block -telegraph instruments. A 
less ninul>er of sigmds should be ample to enable an 
interval of apacn lietwcen following trains to be pre- 
served with certainty. Whore more is required, speak- 
ing insiruroentN should Iw made use of, nii<l where It 
is necessary, as in this instance, and in similar cases, 
that " line clear " shall not ho given except when two 
block sections are clear of obstructions, it should bo 
distinctly so staled In those, or in special instructions, 
as is now done in thi? company's book of rules and 
regulations where exe('|>tional rules for certain DtationB 
are given. 

Additional precautions appear ahw to be required 
to guard against the practico of shunting trains where 
through or non-stopping tnuns are due j this can oidy 
lie done by a mor*- vigilant supervuiion, either by 
station-masters or those acting for them, inspectors, 4c., 
and this also should bo prescribed in the company's 
regulationa. 

The necessity for showing tho times in the working 
time tables when non-slipping trains are to paw 
through important stations has already been referred 



3 ^» 



tOy the desirability of keeping time books is admitted, non-stopping trains cannot be over-rated, if shunting 

and the omission, in this case, at the west cabin, was is to be done within a few minutes of their anticipated 

stated to be accidental : but it is difficult to under- arriyal. 

stand how the &ct of a clock being out of order could I have, &c., 

justify an important Company like the North-Eastem The Secretary^ W. Yolland, 

in allowing the record book to be even temporarily {Railway Department), ColaneL 

discontinued. None appears to have been kept at the Board of Trade, 

east cabin. This seems to have been an error, as it . 

is of the utmost importance that such records should 

be kept where shunting is constantly going on. I concur in the above report. 

The necessity for transmitting to the signal-men Wm. W. Bav£NHII«l, 

correct telegraphic messages of tjie passage of the fast 
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NOIITH-EASTEB5 BAILWAY, 



Block -Telkckapu Ststkh. 
DiAGKAM or IsvTKuanrr. 



LtNC 
CLEAR. 




I. When the uMrum^Bbi ive not lo oae the luuidl«B 
DMO* be fce^rt npnghU tbo tieedlea will then hang id » 
Twtieal positioa, m ii1u>wd kboveL 
Re// Signal: 



To call Utenlion 

Be readf for an engine or 

Btij descriptioD of tram 

(except B puseof^ train) 
Be raadjr for a pBB§enger 

train . - . 

Tnia on line - 
ShtiDt bwn for following 

tr»in to pass 
Stop uid examine train 
Signal given f Up line 

in error - \ Down line - 
TMting 



One iKMt of the belt. 



Three , 



Bight 
Nine 
Ten 



a hvMii of needle to left. 



IHai Sii/nal. 
Expreeia or epeuiiil 
paawnger train on 
line 
Ordinary or (excur- 
sion pawenger 

tnun on lino • Three „ „ 

Exprea» goodn, lleh, 

or cattle train - Pour „ „ 

All other kinds of 

trftins ■ - Five „ 

_ . . . . f Five to the left and 

Light engine - -| („„ ^^ ^ght. 
Shunting • - Six beaU of needle to left. 

Ciuitiun - - - Seven „ „ 

Lino eleur of train 

or engine - Two bents of needle to right. 

Une clear of shunt- 
ing - - - Six „ „ 
2. The [irocesB of signaUiog a iraiu in an fellows : — 
For the pur|JOHe of illuBtraliiig tlio coursi' to bo 
adopted A, II, and C are Huppoaei) to represent three 
itignal ^tatiuii.i, and the process or eiguulling a train 
is asfuIlowB; — ()u the approach of a train to station A 
the signaliiian will call the attention of station B, and 
thun give the sigikal " he ready," and station B, afUir 
hanng ascertained that the line is clear for the train 
to run upon, must repent the signal and peg the 
needle to " line clear," As soon ns the train hait 
pasted station A the signalman there innst give the 
Itell signal "train on line," upon which station B 
aignalman must acknowledge the signal and uiJt>eg 
the needle. .Station A must llieti indicate to station B 
the kind of train that is approaching liy giving the 



Eper 4bl m^ihI, vUdi lUtiM B mart acknowledgft 
rtpi'Hing It, mtA haflag reeeired the intiiDatiaa 
t his iKfcBowMgaeai is correct bj rtatMo A 
hoW^ the nvodle over to " tnin on Une," be nratt 
peg ft in dm positiaa, nd tbeo oQ ibe Utealioa of 
mM give the HgnaJ *'be mJj" to rtMJoo C. As 
MOO M the UWB hH patil station B it moM bo 
•i^MUed ia ■ aimilar DUnikFr to C, who most, in like 
nMBner fimnrd the tignal " tie raidj " to station D, 
mad «o on ihrmqdMMil tlao block. When the train has 
pkwed rtatloa B the "ip"''"" at B omit csU tb« 
■IKaliOB of atMioB A, and pve the proper aagnal, 
indictiii^ thai the Hue U elnr of Ifac tnin, irtadi 
moat be dal; acknowledged bv rtalion A. 

i. All aignak laaM be aoknowledged by repealing 
tbaovwd no B^nal om^ oader nj ctrcanutanoam 
be cDMidcfad m nadentood «Mlil it has been ooneedr 
repealed la the ecoding MaUon. When a signal ts 
not promptly Bcknowledgc<d it most, except in the 
case of the signal " be mdy," he repeated eonrtantlj 
nnlil it is. 

4. If the line is not ckmr at the time the signal "be 
ready " is rrveired, the signalman on duty mnst not 
n-pcat the signiU, or acknowledge it in any way, untQ 
the lino has been made clear, and after having pegged 
the needle to "line clear," the line most not, under 
any circumstances, be allowed to be foaled ontil the 
train for which the signal " be ready " kaa been givea 
has passed the section signal cabin. When the signal 
" be ready" is not promptly acknowledged, it may bo 
given again at short intervals. 

5. No train must be allowed to pass or start from 
any station or junction where the block system is in 
operation, uur any ulwtruction of the line be allowed 
to lake plaee, without the signals having been pre- 
viously duly made and acknowledged as hereon 
directed. 

G. Immediately ujion an engine or train passing a 
block station, the home-signal must be placed at stop, 
and remain iu that ]>osition until the signal " liaa 
clear " Is received from the advance cabin : it majr 
then be lowered for a following train to psHS. 

7. The line must not l>c considered clear, and the 
signal " line clear " must not be given unUl after the 
last vehicle has passed the section signal cabin on its 
way in the next section ; except at stations where 
special instructions to ttte contrary liave been isaued« 
and durin" foggy weather and snow storms. 

During foggy weather and snow storms, the lino 
must not he considered clear nor the signal "lino 
clear" be given until the engine or train has been 
shunted into a siding clear off the main line, or ia 
continuing its journey in the next section, having 
passed the advance semaphore signal where sacli 
signal is provided, or where there is no advance 
semaphore, having passed the section home-signal 300 

The rear section may Ix- connidcred clear and a 
train be permitted to enter it while a train is standing 
under the protection of signals between the signw 
cabin at the other end of tlie section and its advance 
semaphore, provided neither of the trains convoys 
patsengers. 

In regard to passenger trains, the line in the rear 
section must always bu connidenid blocked until the 
preceding truin has either I>eeu shunted ulear off the 
main line or has pasM-d the advance semaphore where 
such signal is provided, or, where there is no advance 
semaphore, has passed the section home-sigual at least 
300 jm-da, on its journey in the next section. 

In the event of a second train arriving at a signal 
station Itcfuro the preceding train has been telegraphed 
us clear from the station in advance, it must be 
brought lo a stand and properly protecte«l by the 
signals, and the driver must be told to draw the t^ 
of his tnun within the sj<;nal cabin, and thci-o await 
further orders. Such train must not agun bo started 
until the necessary permission has been ^ven by tbo 
signalman either verbally or by lowering the advance 
semaphore, where such signal is provided. 

In reference to trains approaching junctions, the 



^Jplc mnst be strictly acted upon Cbat traine are 
not to bo permitted to approiuili a junction at the same 
lime on sections which converge to a fonling point 
either by running into one line, or by crowing oftcli 
other to different lines ; and tlic opposite diagram is 




giMn as an illuetratioji : Whenever a trnin or engine 
ia aignallod aa having entered taction D, no engine or 
train must he permitted either to pass from wNition A 
to section E, or to enter suction F ; and whenever an 
engine or train has lieen signallod as hiiving entered 
section F, no engine or train muKt be permitted to 
enter section D. 

8. Signalmen must in all capes satisfy themselvOM 
that the whole of » train has iMiHsed, and that tlie 
line is free from obstruction, before giving tho signal 
" line clear " to the station in the rear, 

9. During tho day time all passenger trains will 
carry on the last vehicle of tho train a •" Inst vehicle/' 
or " train following " Imanl. Tho guai-d's van will in 
ail cases be the Inst vehicle on ail other description of 
trains. By night all trains will carry the usual signals 
on the last vehicle. 

10. 8bould a passenger train pass a signal station 
withont having on the lust vehiclo a '■ last vehicle " or 
"train following" hoard by day, or tnil hunps by 
night, or should any other train paas without having 
A guard's van as the last vehicle by day, and tul 
lamps by night, the sigualraun must not telegraph 
" line clear" to the station in the rear, but must call 
the attention of such station in the usual manner, and 
on gaJiL iog atte-ntiou, must give the signal " caution " 
seven b«ats of the needle to the lell bond. This 
signal having been acknowleged, he must again peg 
the needle over to the words " train on line," and give 
tlio signal '' stop and examine train" to the advance 
atsdon i the signalman at the rear station will there- 
opon Btop any train following, and verbally instjuot 
tile driver to proceed cautiously towards the station 
ia advance, informing him why it is necessary that he 
aboiild do so ; the siftnalman must tlien givo the liell 
signal " train on line" and tho proper dial signal. As 
»oon as the trwn, the driver of which lias been 
caationetl, has passed the signal station from whence 
llie signal "caution" was received, the signalman there 
will recommence signalling in the ordinary manner. 

11. Should a signalman have reason to suppose 
frtm any cause that a train which has arri\-ed at, or 
paaaed his cabin, has left any portion of the train on 
tbo line, he must, in addition to carrying out the 
inRtmctions contained in Rule 10, with respect to the 
line on which the train ia running, stop the first train 
that nrrivea on the other line, inform the driver what 
has occurred, and instruct him to proceed cautiously 
•0 SB to avoid danger, in the event of any portion of 
the train which has liroken loose having fouled the 
£ne on which he is nmntng. 

Should only a light engine pass out of a section, 
when the signal for a train has lieen received, the 
coalman must keep the rear section Mockeil, and at 
once give tJtt» '' stop and examine train " signal to the 
advance cabin. The signidman at the latter cabin 
must, afler queetioning the engine-driver, cither give 
the proper Ijcl! aigoals that the " train on line " signal 
■was an error, or four beats to signify that the engine 
lias left its train on the line. In the former case, the 
rear cabin signalman may open his rear section ; in 
-tiie latter case, he must keep the line blocked, and, in 
addition to sending some person to inform the rear 
Blgnalman the reason of his doing so, must caution 
"tiiedriver of the first train which enters the section 
on the other lino. 
31243. 194. 




12. The signal "stop and examine train" ifl only 
to bo used in tho event of a signalman obeorving 
anything unusual during the passage of a train past 
hiscabin, such as n vehicle on fire, a shifleil or loow 
load, a broken axle, or any train without tho signals 
or guai-d's van as required by Rule 9. Any signaimnD 
receiving such signal mast immediately esliibit the 
necessary signals to stop the tniin, which must, on 
arrival, be caivfnlly examined, and dealt with o« 
occasion may require. 

13. Before obstructing the line by shunting or 
otherwise, protection must be secured as follows : 

The signalman at whose station the shunting lias to 
be done, miiat, after giving tho signal " call attention " 
in cither or both directions as may be necessary, and 
recoiveil its acknowledgment, give the dial signal, 
" shunting," upon which, after acknowledgment, Ihe 
signalman at the Deceiving station must hold the needle 
to " train on line," in which position the signalman at 
the sending station must- peg and keep it until the 
sbimting is over and the line clear, when he must give 
the signal " line clear of shunting," and receive its 
acknowledgment. 

14. The signalmen on giving a signal must see that 
their needles are firmly and completely blocked over ; 
and wheu the needles are blocke<I over at the opposite 
cud of the block, they must sec ttint the handles of 
their instruments are perfectly upright ; the pegs 
must not be pkccd in the handles, except when 
requircil for the purjjoao of pegging the needles over. 

15. After a section has been put in block, tho needle 
must not, under ;Bny circimui-tances whatever, be un- 
peg^^l until the train has passed the station to which 
it has been dgnalleil, or the bell signal has been 
received intimating that the signal was given in error. 

16. Tho needles and Ix'lls must not be worked 
quickly, but each movement must be made slowly anil 
distinctly. 

17. The block inBtrumentd must not, under any 
circurastanceH, bo nsed for conversing. 

18. Guards must not rely upon the telegraph in ffflso 
of stoppage, hut must go back with signals and prnh^ct 
their trains, as required by the genernl regulations of 
tho Company, tliis duty being performed by the rear 
guwil wiien there are two or more guards with the 
train, and he must iu all cases go to the next signal 
station in the rear, and with the least possible delay 
inform the signalman on duty of the stoppage. If a 
train is afterwards allowed by the signalman to follow 
on the some line, the gnard of the trwn which is 
blocking the line must ride on the engine, ami imirit 
out to the driver where be left his train. The train 
thus following must run at reduced speed, and great 
caution must be observed by nil concerned. 

19. In the event of any failure of fhe instruments or 
bells, so that the necexsary ^gnnls cannot be forwarded 
and received, no train must, imder any mrcuinstances, 
be allowed to pass a signal station and enter upon tlint 
section of the line where the failure exists, without 
having l>een pniviously brought to a stand, and the 
driver anil guard informed of the circumstance. When 
this has been done the driver must be instructed to 
proceed cautiously to tlu^ block signal station in 
advance. 

20. Signalmen are requested to uoto that in the 
event of either of their distant-signals failing during 
the night, they must, before going to trim or relight 
them, block the Une in both d inactions, except at those 
stations which ore supplied with a switcli ; in these 
cases the signalmen mnst first cjill the attention of the 
signalmen on either ^ide and give the usual testing 
signals, and upon their acknowli'dgment turn on the 
switeh, lower the signaLi to " all right," and then go 
anil do what is necessary to tlie lamps. This does not 
apply to stations whero a boy is employed to attend to 
the lamps. 

21. To prevent delay to " break down van " trains 
when out upon the line, they must, in all coses, l)e 
signalled on the block telegraph system as " ex)>ress 
passenger trains." 



23. All Ihc ligiudj an TcteivtA nnd forwaH'^ nium 
lie nnli<nvl Kt OQctt Id tlx' proper cnlamn of the nij^nal 
Iwolc Whun till! mart time ik undiT liitif a rainntfi, 
tli<^ Imlf rnltinU:- ix not to Ife ivxmtwt, when half n 
mintit« or more, Uie timi? i* to lie rM!anli!<l u & tniitut^ ; 
thuH, tt signal at 3U} mlDUies miut be couiiUnI ha 30 
iniuuU'B. ami u nj^nni al 30^ or 30-| mlnuto* u SI 
mliiutca. 

23. Ttr«tin); si^iiulit. — The tirit ihliiK to he done Uy 
a block Fignolmart when enmnienciiiK dut^ in n sijniB] 
cabin which hB« liei-n drwcl ilnrinf; the m;;ht, muM lie 
lo lP«t hio HipiaU with the corrt-Rpondiogfli^fna] alatioii 
iu lM>th dirc^tiona, and an entry of the lime Uie 
IMtinf! ■icnals are {tent and ntrknowledgeil inuet t>e 
inttde in tnu book at both cnbinN ; nnd upon Icaviuf; 
ilutj at ni(;ht, be muM also ffivo the test signal in both 
diructionst aod thenu hif^al* munt lie rircordnl in the 
nnnu) v/Hj ofl the morning; s'tnial. If there ie any 
d«fect 111 the workiiif; it muBt be noted in the book, 
and aUince reported by the signalman lo the Btation- 
(nwiter, who mtut tiend word to the teletnvph line 
inspector with the ka«t powible delay. 

HesuT Tkxsakt, 
Vfiri, April U(, 1873. Ocnrrtit Manager. 



APPENDIX II. 



.Statemiwt of the Nature of the Damaj^c done lo tlu- 
vuhiclea ia the down Scotch Exprox Train by the 
CulUabn at Uurham on the 6th NoTciuber m73. 

Engine, No 703. 
New BRiake-box, one new steam-pipe, two new lore- 
end axle-boxes, two new weigh box cnrriace^t, one 
new break carria^, two new motion bar «up|>urtH, one 
new motion block nnd new buffi-r tieain, one new 
leading sprini;, two nciv lifUnfi; linlu and llie fiilluwitiK 
repairs, leading spring hnrncrn bent, cruik iihalt beui, 
frnme end bent, cyiindtir flange broken, chimney 
Imockeil in. 

No. 84, L. B. van E.C.J..S. 
Knil of body, comer pillars, orcb rail end bar, roof^ 
comiue, eastingH and comer platers lour, one (juartfir, 
Nl«plK>Br<lM ami irons, Imfler ruil«t, draw-bar, conplinei 
one UkIu, handles, body lulls broken, lirjul stock 
<lumage<I, body anil carriage ironwork tieiit and 
disArranged. 

No. 74, Composite E.C.J.S. 



at other end, twbl 

Uirce casting* and corner plaf«s, bnffiTS^ 1 
sicpboardN, anil irons under carriage broken, A 
carriage ironwork bent and diHamuiged. 

No. 1,430, Tliird-Claas G.N. 
End of liojy, one corner pillar, one qiiarler, 
handles, casting corner platui, buffers, one i" 
drawbnr, body bolca, t!l«p irons, roof, cornice, __ 
hfwlstockH broken, body and carriage ironworit 1 



No. 36, Composite E.C.J.K. 
Two panHa, eight handles, roof and puUoya 
comer plates, huffer. stepboard and irons, body I . 
door hinges, and corner pillar broken, Iwdy i 
"■~^-"- ironwork bent and diaarranged. 



No. 77, Tbird-CUss Break E.CJ.S. 

Three lights, cornice, pulleys, one handle, 1 

)>olis, one comer pilUr, castings and comer | 

stepboard and irons broken, body and carriage i 

work bent and disarranged. 

No. 1,379, Saloon GJ.". 
Six panels, inside divisions and door, handle*, r 
cornice, pulleys, two sieplmards and iron-, body li 
broken, carriage ironwork bent and diaarruiged. 

No. 18, Saloon G.N. 
One large side light, ftume and bonnett door, U_ 
bandies, one inside door, roof, comics, and paOM 
one casting and corner pinte, ti]>ring, stepboard f 
irons, body bolt«, carriage ironwork bent and i 
arranged. 

No. 23, Composite E.CJ.S. 

Two castings and comer phttes, body bolw, li 

irons, aTid one draw-bar broken, carriage ironw 

Iteut and diHamuigcd. 

No. 35, CorapoaitR E.CJ.S. 
One casting, corner plate, and body IjolU I 
body knocked on one side, carriage ironwork bent 4 
disarranged. 

No. 41, Third-Class E.C.J.S. 

Castings, corner plates, nxlc-lfoxed, bottom wda, a 

of iKKly, end bar, roof, cornice, l>o<iy 1x>ita bndt 

body knocked all adrift, boity and cMTiago ironwi 

bent and disarranged. 

No. 83, L. B. van E.CJ.S. 
Castings, comer plates, one glass, body bolts bn 
carriage ironwork bent and di.'^Hrrangod. 
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THE REPORT OF THE COURT OF INQUIRY. 

HELD IN PURSUANCE UF AN ORDER OF THE BOARD OF TRADE, 
DATED THE 28th JANUARY 1874, INTO THE riRClJMSTANCES ATTENDING THP 

Collision on the North British REiilway, at Bo'ness Junction, 
on the 27th January 1874. 



SiK, 



1, Whitehall, 25th February 1874. 
I HAVE the honour to report, for the infor- 
mfttioii of tho Board of Trade, in complmnce with the 
instnictioita contained in your letter of the 28lh 
ultimo, the TMult oi the Ibrmal investigfttion into 
the causes of, and the circumstances attending, thp 
terrible collision which occurred on tbe 27th Januan' 
between an espress psHseiiger train ft-om Edinburgh 
to the north of Scotland, and a train of mineral 
WB^ons which was being shunted firom the sidings 
at one side of the line to the sidings nt the other side, 
M Bo'ness junction on the Edinburgh and Glasgow 
eectiDn of the North British Railway. 

I regret tn state that 14 paisengera and the driver 
of the express train were then instantaneously killed. 
Two other passengers received such severe injuries 
that they subsequently died. The fireman of the 
express train engine was very severely, and two 
guards slightly injured, and 28 passengers are stated 
to have complained of being more or less seriously 
injured, but a.s regards those injuries the OfGcers 
of the Railway Conjpany state that they have no 
specific information. 

Tliis public inquiry was held under the provisions 
of the Regulation of Railways Act of 1871, with the 
assistance of Mr, W. W. Ravenhill, barrister-nt-law, 
as legal assi'.-tsor, in (he Burgh Court Room, Lin- 
lithgow, which the Provost of that Town was good 
enough Co place al our disposal. The sittings com- 
menced on Monday the 9lh instant, at lOiLm., and 
ended at 5 p.m. ; were resumed on the following day 
at 10 a.m. and ended at 6 p.m. ; and were then 
adjoumed until the following day to Cowlairs, near 
Glaagow, for the purpose of taking the evidence of the 
fireman of the express train engine, who woe still too 
ill to leave his bed. 

Nineteen witnesses altogether were called, of these 
only sixteen were examined, but the driver. Brown, 
who had been 30 years in the company's service, six 
of it as a driver, and the head guard of the mineral 
train. Neilson. seven years in the company's service, 
three af guard, and the signalman on duty at Bo'ness 
JoDCtion at the time of the collision, Gordon, eight 
months in the company's service and about two as a 
R^alman, were recommended by their legal adviser 
not to give evidence, as they had already been com- 
mitted by the Procurator Fiscal on a criminal charge. 

Manuel station on the Edinburgh and Glasgow 
lUilway is about 19^ miles west of Edinburgh 
(Waverley station), and 2J miles west of Linlithgow. 
At this place the Slauiflunnn and Borrowstowness 
(commonly calleil Bo'ness) Railway passes under the 
Edinburgh and Glasgow Railway j but a sliort junc- 
tion Hne connects the Slamannan and Bo'ness Riulway 
with the Edinburgh nnd Glasgow Railway on the 
north side of the l&tler line, and this junction, called 
the Bo'ness junction, is situated nearly J of a mile 
to the west of Manuel station. This short junction 
Hne rises by a steep incline of I in 59 from the 
Slamannan and Bo'ness Railway, and joins sidings 
situated on the north side of the Edinburgh and 
Glasgow Railway. These Hidings are connected with 
the mun down line at their western extremity and 
vrith the main up line at the eastern end of the sidings 

5 trailing points, which are about 25 yards west 
the weet end of Manuel station platforms, and olao 
by iinniher pair of traihng points near!}' midway 
between the eastern and western pairs of points. 

The np and down lines of the Edinburgh and 

at49S. e. A 



Glasgow Railway are also connected by a cross-over 
road nearly opposite tho Bo'ness junction signalman's 

There are also other sidings situated on the south 
side of the Edinburgh and Glasgow Railway, opposite 
to the sidtngB at Bo'ness junction, but these sidings 
are only connected with the Edinburgh and Glasgow 
Railway by a pair of trailing points joiuing the main 
down lino, 60 or 70 yards east of tho trailing paints 
(on the down line) of the through road leading to the 
Bo'ness junction siding)'. 

The Slamannan Blailway is also connected with 
these last-named sidings by another short railway, 
called the Slamannan Junction Railway, on the south 
Bide of the Edinburgh and Glasgow Railway, and, like 
the other railway, it ts also to the west of Manuel 
station, but this junction railway is at the present 
time not directly used for the working of traffic, as a 
wooden viaduct is now being repaired and converted 
into a more durable structure. 

A public roait from Slamannan to Bo'ness is earried 
across the Edinburgh and Glasgow Railway by an 
over-bridge between the two sets of points connecting 
the sidings north and south of the E^nbut^h nnd 
Glasgow Railway with the main down line, and the 
collision took place about 12 yards east of this over- 
bridge. 

The main down line of the Edinburgh and Glasgow 
Railway is only protected, as far as Mntmel station is 
concerned, by a (listant-signal placed 623 yards from 
the lever opposite the signal-box at the eastern end of 
Manuel station platform, and the Bo'ness junction 
sidings are protected from down trains by a down 
distant-sign^, worked from opposite the Bo'ness 
junction signal box, and distant from and to the easi 
of it by 615 yards, so that this distant- signal slnnds 
between the Manuel station down signal and the 
Manuel station platform, and worked by the same 
lever and wire, there is also a down repeating-iiiguai 
which stands rather more than 30 yards west of the 
west end of Manuel station platform, and 461 yards 
east of the point at which the collision occurred. 

It is stated that the Bo'ness junction down distant- 
signal can be seen at a distance of 1.620 yards before 
it is reached, and tbe down repeating- signal at u 
distance of 1,857 yards; but it appeared on examina- 
tion that these signals could not be well seen at such 
long distances, except under very favourable riroum- 
stoJices as regards the weather. 

No home-siguali! are provided for either Manuel 
station or Bo'ness junction. 

The Edinburgh and Glasgow Railway was opened 
for traffic in 1841, and the Slamannan und Bo'ueao 
Railway, including the short junction line, 38 chains 
in length, on the north side of the Edinburgh and 
Glasgow Railway, in 1856. 

The interlocking of points and signals had not then 
(1856) been introduced, and although I am informed by 
the superintendent of tho line, Mr. McLaren, that ordiis 
to intcrdock the points and signals were given so long 
ago as September 1872, the contractor for doing the 
work had not up to tbe time of the inquiry been 
enabled to complete it, owing to the great pressure 
existing for the execution of similar works elsewhere. 

It is not known at the Board of Trade when pas- 
senger stations Mfere opened at Manuel — the upper 
station for the Edinburgh and Glasgow Railway, and 
the one on the lower level for the Slamannan and 
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hanng been in^iectea. 

It i» reqaiaite to stat« thkt m> k ilnwn troiu from 
EtUoburgh »ppnwche» Manuel Rtatiun uid Hd'niMtH 
jaDCtion « mbout 7 "-m. the driv«r, wb«o ou the look- 
out at this seuon of the year, would first obmrre tho 
Uttnnel ststioD down-aignal light, ani] nhortlj aftor- 
wards, and in succesNioii, the Bo'neiw down diitant 
and then the down n^peating nignal lighU. 

1 should aLto explain th»t tho North nritinh Rail- 
way Company, on tlie arrival of Iho fl.30 p.m. tmin 
from King's Cros-s London, which is duo at WnTorloy 
Edinburgh, at B.O a.m., dcspat^^h.'s two 
I trains, th« Brat at 6.30 a.m. iiiU«nd<!d fur 
!goir, and the neeond at 6.35 R.m. for Forth ; but 
in Juno and until the 8th July lut thiwn two trniiii* 
were sent forward from Edinburgh lut one tmiu, but 
that ban not been done niinw ihn Htli July, when St 
was determined to run thorn as sitpuratt: traliiH. 

The circuouitAnces atteudirig thin culUiiou are na 
follows: — A mineral train from C'timn' way End incline 
(which is situated about ouo mite aouth of Manual 
Btfttion, on the Slamannan nod Bo'nesit Rnilway). 
oonsisting of a pilot engine mid 12 loruled coal 
V^raggODiS reached Bo'ness jnnction tidings at tho 
pnorth side of the Edinburgh and Glasgow Itailway at 
f 7.B a.m., according to the second guard (John 
Anderson), and at 7-8 according to the entry in the 
record book kept at Bo'ness junction signal Imx by 
tba signalman, and a few minutes al^r it got there 
an express down passenger train fVom Edinburgh 
passed without stopping. This train, Inting the 
6.30 a.m. from Edinburgh, is entered na having 
passed Manuel station at 7.10 a.m., and an inspector 
of traffic for 22 yearn, named Cumming, staud that it 
paHscd Bo'ness junction at tltat lime. The mineml 
train waited in the sidings north of tho Edinburgh 
»Dd Glasgow Railway until this passenger train hnd 
passed, and then it ran across the up and out on to 
the main down tine, and wus tlien bnckud into the 
siding at^Bceui to but south of tho down lino, for the 
purpose of bringing out nine waggons which wen- 
standing in this siding and transferring them to the 
sidings north of the up line, prior U> taking them 
away, and subeequently to leave the 12 waggons, 
which the pilot engine had brought from Causeway 
End incline, in the siding from which the nine 
waggons had been taken out. The aigualman on 
duty (Gordon), it wus stated, held the points opeo for 
the mineral train to leave the sidings north of the 
Edinburgh and Glasgow Railway, and to go out ou to 
tiie main down line, and the second gunrd (Aiiderson) 
held the iioints for allowing the wagons to pass from 
the main down line iuto the sidings south of the 
Edinburgh and Glasgow Railway, and when the 
waggons hnd got into the south sidings the nine 
waggons were coupled on to those in front by the guard 
in charge, Neilson, of the mineral train. Tho whole 21 
were then drawn out ou to ihe main down line, the 
signalman, Gordon, it was said, holding the points to 
nllow thorn to come out, and the nine waggons were 
next uncoupled from the twelve waggons in front, 
and the second guard, Anderson, held the points on 
the main down line leading to the Bo'ness junction 
sidings, and the nine waggons at the rear end of tho 
train were given a "kick," and they paased into those 
ridings. The pilot engine, with the 12 waggons still 
attached, were then drawn ahead once more on to the 
mmn down line, and were in the act of being push^l 
back along it, and thence intended to be placed in tho 
aame siding from which the nine waggons had just 
been taken out, when another non-stopping express 
pasHonger train came up, at nearly its ordinary npeed, 
and ran into the mineral waggons with terrillc force, 
at about 7.22 a.m. 

This train was the 6.35 a.m. down express train 
ttoxn Edinburgh to Perth, which is not appointed to 
stop between the Uaymarket station, Edinburgh, and 
Polmont junction, nearly 20 miles apart. It consisted 
of the following vehicles, arranged in the order in 
which they are here written, viz., tender, engine, 
horsc-bos, witli two horses in it, thiid-clasa carriage 



1^0^ neon] of thitr Caledonian, Moond-ekuM om-iage Caledotiivi, first 
claM caiTingo Caledonian, Caledonian Tan, £«8t Coast 
composite carriage, Eanl Coast van, wilh a cooductor 
riding in the loHt van and a guard in (he Cal4>dootan 



The general manager ( Mr. Mason) was the first officer 
of tlui CiiRipnny who reached the spot, ami he stated 
that the imniediatc effect of the coUirion was to shatter 
the Iniit mineral waggon to pieces, to tilt up the tender 
still MmuMt^ ^ilti the en^ne so that it stood on 
end at an ungln of about 60", and rested partly against 
the arch of tlie ovor-rond bridge and partly supported 
upon the d£bris. 'V\to road bridge was partly carried 
away (the arch has since been taken down), and 
the cooIm from the tender fell down on to thu foot- 
ptalt< of the engine and corerod up the engine^river 
(Itubcrt Allan) all but his head and shoulders, and 
pn'SHed him against the fire-box. Tho steaia eaoapod 
from the boiler of the engine through the gauge-gluR, 
which WHS broken. 

The engine was off the rails to the lof^, and stood 
parallel to and from 12 to 18 inches from them. Partly 
renting upon the boiler of the en^ne, and partly upon 
a mound of earth close to the eastern side of tho south 
abutment of the bridge, was the framework of the 
horse-box, and restiug upon this was the second-class 
carriage which had been the third vehicle in tho 
train. Immediately behind the engine, which had had 
its funnel broken short off elo$e to the smoke-box, 
were the splintered remains of the third-class c*r- 
riage, but the body hwl been shattered to pieces. 

The first-class carriage, the fourth vehicle in (he 
train, was off the rails to the left, and bud fallen on 
to its left side, but the remaining three vehicle* 
belonging to the trwn were still partly on the rails, 
and tlie last was not damaged. 

The greater number of the passengers who vnro 
killi<d ore slated to lukve been riding in the third-clasa 
carriage that was totally destroyed. 

The 6.30 a.m. express train from Edinburgh to 
Glasgow is, according to the Company's working time- 
tables, due to pass, without stopping, Manuel station 
at 6'o9 a.m., and Bo'ness junction at 7.0 a.m. It 
passed that morning at 7.10 a.m. 

The 6.35 a.m. express train from Edinburgh to 
Perth is similarly appointed to pass Manuel station 
at 7.6 a.ra., and Bo'ness junction at 7.7 a.m. Up to 
the time of this collision tho traffic hud been worked 
in the ordinary manner and without tho assistance in 
any way of the electric telegraph, but siuce it occurred 
tho Company have commenced to work on the absolute 
block system over this part of their line, being an 
extension of what had previously been accompHahed 
iu this respect. 

The Company's rules and regulations which appear 
applicablc and intended to govern the working of the 
iruflic in this particular instance, and to serve for the 
guidance of the Company's servants, are as follows : — 
Nos. 56, 57, 94, 95, 213, 221, 229,261, 270,813, 315, 
and tho whole of these ore given in the paper 
marked A. But the particular rules which appear lo 
apply more especially to this unfortunate oollisioo are 
Nob. 56, 213, and 229. Rule No. 56 sutea that no 
shunting shall take place until the pormlaadon of the 
person in char;*e has been obtained. Rule 213 is on 
injunction to engincmen not to cross from one lino 
to the other, or enter on the main line from a aiding, 
without the permission of the station agent or signal- 
man ; and Rule No. 229 requires engine-meu in charge 
of goods, mineral, or ballast trains to keep out of tHe 
way of passenger trains, and to hnvo their trains 
shunted fifteen minutos before an express or fast train, 
as timed by the time bilU of the Ompany, is ilue. 

Now the 6.35 a,m. express train from Edinburgh 
to Perth, as already stated, is due to pass Bo'noM 
junction at 7.7 a.m., and the collision having taken 
place there at 7.22 a.m., or 15 minnl«s ajier an 
express truu became due, it is manifest that tfaoM 
rules were entirely disregarded and disobeyed uu thu 



The inspector of trulEc, Cumming, ntaled that be 
was surprised at the signalman, Gordon, allowing tho 



ftfter it pofleed he lienrd a crsAh, and then be looked 
at tho ilovrri repvaiing sigDal and fouDd that it showed 
a red liglit lu the cast : he hoard no whistla before 
thp crnfih, iiuil I'ould not §ay whether the steam wmt 
on or off. 

Tlio foremuo of Lhe Hurfuoemen stated that he niw 
thi'. Ulas^uw t'XpK-'DB iiaan, aod nfler that tho mineral 
train licgnii tii iihunt At Ito'neM junction ; then he 
wonl to Miuiuel station i^i^ual cabin, and r<;acbed 
thcrf 10 or 12 niinut«« pant 7 a.m.. hut he wag not 
certain n( the time ; that when he pasxed the repeating 
signal, before the 6,3.; a.m. train passod, it vian a red 
light, and ho noticed it n^^ftin t>etbre he entej'ed the 
cabin and it was red. When he vm in tho cabin he 
facani the train coming at it^ usual B[)eo(l, and ho did 
not do anything to 8top it, for he did not know 
wbothor the »i<;nal might havo been turned off or 
not ; I hut he wa« in the cabin when it pnwed, and he 
n«ard the ci'ash about n minute after it pasaed. This 
tiignal-box in nearly 600 yards from the spot nt which 
the eoUision occun'ed. 

Tbo guurd of the 6.35 s.ni. express train (Barbour), 
who had bi-en 20 yearn in the service of the North Britiah" 
Railway Company, and had acted fiE passeniiier guard for 
12 ynar^. stal«'d that he came on duty that morning at 
Edinburgh at 6.5 a.m. ; tlint he rode in the Caledonian 
van, the lifth vehicle fVom the engine, and that the train 
left Edinburgh thret^ minuten late, in consequence of 
alterations going on at tht* Waverley station ; that the 
tender was running in front of tho engine, and that 
with that engine this was always done in running to 
Larberl, ae the ttirn-tablis at Lnrburt is not large 
enough lo Inm the cnginct and tender together ; that 
he had boon throe months mniJng with thiH train, and 
sometimes thry hod this engine. No. 351, and some- 
timoa other engines, Imt the engine-driver (Robert 
Alien), who was killt-d, lias pretty often come on this 
engine ; that he was gcneraLy in the habit of whistling 
at all Btationa ; tlutt tiicy stopped at the Uaymarket 
Station, and slackened at Cortiliirphiiie anil Ctognr, and 
almost pulled up at Winchburgh [ tluit tho trallli! was 
worked on tho block system, at that time, from Edin- 
burgh as far as I'unlovnn sidings ( IS miles 21 chains 
irom Edinburgh), but timt lie did not know the cause 
of tho signals being on o^^inst them, but )ie saw thejn 
on ; that nothing oucuti-hI from Wincliburgh till the 
accident oceumid ; that he wan not looking out liefore 
thoy came to Manuel, but when they reached the west 
end of tho viu(lu<-t, near the rwit »idn of Manuttl 
station, tho driviT gavu a long ordinary wliistle for n 
station, and he looked out then, and Haw the Manuel kIo- 
tion-«igiiiLl cicar ; tiiat he did not look foi' Uie Bo'ness 
junction signalK, as he wan Hatisfled with seeing tho 
Manuel Mntion white light, and ho shut up tho 
window of (be van and thought all was right; next 
ho was uttra*'ti'd hy two "harp whistlen, eight or ten 
seconds la'fon' the smash, but he could not say oxaotly 
where they were ; that they were running at their 
ordbiary sjieed (which is about 40 miles an hour) up 
to tbn time of the whistles, and there was no per- 
captible attempt to stop the train on the part of the 
engine-driver : that ho gave a turn and a half of his 
brwdc, and was thrown down by the collision and 
hurt in tho hack, hut he was not rendered insensible ; 
that he got up ami got out of his van and ran hack 
towanls Mannel station and found both the Hghl« 
were nil ; that ho met Cumming, and also saw the 
sigiialniau, Gordoif, — it might be one or two minuten 
B&r the crash, — who was looking towards tho west 
while ho was going east, and he was hetwein the <nil 
of the train and the signal k>vpr. 

When farther questioucd, he added that he knew 
then- wore otiicr lights, but he did not look for them 
u be had work, tho )>arculfs 1" attend to imtide the 
van. 

Tho coiidactor of lh(.-fi.35a.ra. express tTain(Titmus), 
who rode in the van at the tail of the train, HiatocI 
that he bad U.-i'n l.t yoai^ engaged on railways, five or 
six yeart as a gmird on the Great Northern Railway 
anil till? Kart Coast lines, and four or five months on 
this parliculai' inun. lie had come on from London 
ind arrived at Edinburgh at 6 a.m. He stated tliat 



the 6.32 a.m. t^ain usually follows the 6.30 (' 
express), but occasionally when tho London tenia it 
late Ihey mn on as a joint train lo Pulmout junction, 
where the Glasgow portion is dctacbud. Ho said llutt 
they itapped at the Haymarket, and frequent^ 
slackened afterwards, especially at Winchbnrgb j Ih"*" 
he saw the signals against tliem when they slu-koni. 
and put the break on, and supposed the Glasgow traix 
was in front, as they wore in the babit of doing ; tbia 
would be the case till the Glasgow train got out of 
the block section on which thoy were running ; that 
after they passed Winchburgh nothing occurred till 
llie driver whistled near Manuel station; that the 
whistle was a long one, and appeared to be &» the 
signal to be taken olf, not for the station, and when 
the driver ceased lo whistle he thought the sigoola 
were all right for them to proceed i that bfl enold not 
say whereabouts the train was wIr-u tho whistle was 
givon ; that he was down in the van arranging tlie 
parcels, of which he had many ; that he heard after- 
wards one whistle, or it might l>e two sharp whistles, 
just at the time of the collision ; that if tho whistle 
was before the collision it was only a second before ; 
that he bad not put ou bis break, did not know tiuit, 
it was wanted, and had not time to do so ; and thtf) 
he was knocked down and struck in llie bock. * 

The conductor could give no useful information 
rcupeoting the signals as the train approached Bo'new 
junction ; he said they were travelling at their or- 
dinary speed and he felt no chock till they went into 
the waggons. 

He slated that nothing occurred during the jonnwy 
to lead him to suppose that, the engine-driver waa 
otherwise than sober ; that he slackened at the signal* 
in the usual way, and that tho collision took ' ~ 
according to his watch at 7.20 a.m. 

There does not appear to be any reason whalevdrj 
for supposing that the driver and flreman of the 
press train were otherwise tlian perfectly sober. 

Tho dreinan, Suiherlami, of the 6.85 a.ni. c 
train stated that he hail U'cn two years in the 

|)any's service, and acted as fircraan on that t-„ 

to Robert Allan the driver, and for that train for tke 
llrst time ; tliat the signals weri> against them at some 
stations, and they whistled and they were taken off: 
that iLs they approachtd Manuel station he saw that 
tbo Manuel station down signal was clear, and the 
driver whistled as tlii^y approached that station ; tlutt 
he ^did not see either of the signals exhibited i^roia 
Bo'ncas junction as be was engaged in bi'eaking aonw 
lumps of coal as they were passing the Munuel distant^' 
signal: af\er that he took tlio bar pricker and gi 
the fire a clear up ; that from the timo of leaving i 
Haymarket, the driver never sal down nor took hia^ea 
off the signals ; that he then took the shovel and pnt 
some small coal ou tlio fire, and tho driver then eaUed 
out " break," " break," " that ia tlio red signalt but It 
is too late :" that they bad [lassed both of the Bo'nam 
junction signals at thai time, but on further consideM- 
tion he said he cnnld not be ijuitc curtain that tbej 
had passed the repeating signal ; thitt Allan sonndMl 
the whistle for tlie breaks and ruvemed the anglae i 
that he put down tho shovel and wt^ut to the break 
and put it on, and looked along the side of the tender^ 
and saw the waggons, one or two trucks lengths la 
front of them : that he was riding on the side next 
the 6-foot; that ho did not see whal bght the drivor' 
meant when he called out " that is the red ngnal j^' 
that ho jumped oil*, and was on ibe gitrand before the 
(Hillision took plave, and after ho got on tho ground be 
fell three or four times. 

He could not say anythiug about the signals after 
the accident, as be was so injured that he was carried 
into an adjacent bothey, neither could he t/JI what bad 
hurt bim. 

The driver, Roliert Allan, Nvhu could have given lU^ 
tinct evidence as to the Bo'ness junction signals WH 
unfortunately killed. One expknation of the occnh* 
renco, and that most in aecnrdunou with the great 
bulk of the evidence is, that ivlb'r seeing tluit Mauud 
station down distant-signal wan at " all right " he bad 
ceased to keep a good look out, and passed the Bo'nen 
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D. 

Table showing tho times of the running of the traina 
on the Edinburgh and Glasgow Railway. 

Stopping at, marked S. Passing, marked P. 

Bo'ness Junction. 



DoBcription. 



Up 

Trains. 



Down 
Trains. 



Time. 



Ooods 



^fewspaper 
Qooda 



Goods - 
I^Miengor 



Goods 



Stores 



tt 



Goods 



Stores ft Pte- 

senffor. 
Goods 



Goods 



tSpeciol 



Mineral 



Goods 



P. 

8. 
8. 
B. 



S. 

P. 
P. 

P. 
P. 



P. 
P. 

8. 

P. 
P. 



P. 
P. 



P. 



P. 



P. 



P. 



P. 

P. 

P. 
P. 

P. 



P. 
P. 

8. 

8. 

P. 



P. 

8. 
P. 



P. 
P. 



P. 



P. 
P. 
P. 
P. 

P. 

P. 



P. 

8. 
P. 

P. 

P. 



n. M. 

A. M. 

1 00 

1 60 

e 2» 

2 45 
8 17 
4 20 
4 47 

4 47 

5 15 

6 25 
6 40 

5 47 
29 

6 46 

7 00 
7 05 
7 07 
7 51 

7 67 

8 12 
8 46 

8 67 

Otf 
tf 82 

9 85 
9 46 

10 20 

10 80 

11 16 
11 28 

11 46 

P. M. 

12 41 

12 49 

1 06 
1 21 
1 84 

1 47 

2 08 
2 SO 

2 8« 
S 03 
8 10 

3 46 

4 00 
4 06 
4 20 
4 28 

4 82 

5 01 

5 46 

6 50 
6 00 
6 83 
U 



Interval 

of 

Time. 



n. M. 

10 
50 
89 
16 
82 
1 8 
27 
00 
2S 
10 
15 

7 
42 
17 
14 

5 

2 
24 
26 
15 
34 
11 
12 
28 

3 
11 
81 
10 
40 

7 
28 

56 

R 
10 
16 
IS 
IS 
21 
22 

4 
29 

7 
36 
14 

6 
16 

8 

9 
29 
46 
4 
10 
83 



RBMASK8. 



Description 


Up 
■ Trains. 


1 Down 
1 Trains. 


Time. 


Interval 

of 
Time. 


RSVABH. 






i 


, n. M. 


H. M. 


Passenger • 


1 


p. 


■ p. M. 
6 46 


12 


Stores 




p. 


6 47 


1 

1 


I*a«!ii;nKcr - 


— 


p. 


1 7 <w 


13 


GocxIr 


P. 


— 


7 22 


22 Sattmlajsoiilj. 


»• • • 


- 


, p- 


7 82 


10 

1 1 


It " 


P. 




R 05 


1 


Possonpor - 


— 


p 


8 10 


6 


1 


Goo<ls - 


P. 


— 


8 10 


6 




Passenger - 


1 
1 


1 

1 ''• 


8 41 


26 




•• " 


1 P. 


i _ 


8 57 


16 




Ooods 


1 


P. 


9 10 


18 




Passenger • 


P. 


— 


9 17 


7 




M " 


P. 


— 


9 40 


29 




II " 


— 


P. 


9 47 


1 




Goods 


P. 


— 


10 14 


27 




M * 


P. 




10 26 


12 




w • 


P. 


I 

i "" 


10 60 


80 




N ■ 


— 


p. 


11 10 


20 




« " 


P. 


— 


11 26 


• 10 






— 


p. 


12 06 


40 




m ■ 


— 


p. 


U 29 


28 




m 


— 


8. 


12 60 


21 





E. 

Abstract of Statement of Block-Telegraphs in 
operation on North British Railway. 



Date brought into Operation. 



Number 

of 
Sections. 



Number of Miles. 



Previous to 1867, May 

December 
1868, January 



12 
17 
20 
1 
22 



March 
May 

1800. September 12 

October 17 

1870. February 8 

November 9 

10 

28 

10 

6 

8 

26 

12 

17 

23 



16 



December 

1871. April 
June 
October 

1872, January 
March 
June 
September 13 
December 8 

1878, March 9 

April 18 

September 16 
November 8 

1874 January 26 

February 4 

8 

Total 



* Omitted in return. 
98 8. 



t When required. 



Miles. 
26 



Chains. 
31 



3 
3 
3 



1 


73 


18 


OS 


8 


80 


22 


12 


8 


20 


— 


70 


8 


78 




47 


1 


08 


2 


62 


8 


19 


IS 


S6 


1 


60 


6 


08 


1 


71 


1 


08 


8 


9 


U 


47 


2 


44 


1 


18 


10 


28 


— 


4S 


1 


3 


29 


27 


1 


01 


6 


57 




4 



198 



60 



B 
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F. 

Lot of KiLUED at Bonnes High Jimclioii, 27tli Ja- 
nuary 1874. 

1. Francis Hasde. 

2. John B068. 

3. James Leslie. 

4. William Singer. 

5. Betflj RobertsoQ. 

6. MrsL Pbemister. 



i. 



(8). 



8. John Phemister {4\ 

9. Andreir IMckson. 
IOl John Calms. 

11. Robert Allan. 

12. Mrs. Tennant. 

13. WOliam Tiocter. 

14. Gilbert Robertson. 

lo. George Geddes^ injured, 

16. Miss Ljdia Wilson. 

17. Miss LindssT. 



dead. 



In addition to these, aboat 28 persons injmred, bat 
of thL« the companj have no specific information, and 
this is the numlier of persons who have complained, 
I ml the companj have not the means of stating 
whether these complaints are justified bj the fiicts. 



G. 

Statexext of Plant day aged at accident, Bo'nem 
Junction, 27th Januarj 1874. 

No. 3ol. Tender.^Tank plates sured in al the 
end and about four feet on each side. Buffers between 
engine and tender broken: also the bufler spring. 
Trailing spring links broken and carried awaj. Lamp 
sockets carried a war. 

No. 3ol. £no[ine. — Smoke lox front staved in. 
Chimnev destroyed. Blast pipe broken offl One 
•spring link broken. Training axle bent. Weather 
board danageJ. Hand-rail damaged on right hand 
side. 

No. 71. Horse-box« North British Company. — 
Entirely destroyed. 

No. 459. lliird-clasa;. Caledonian. — EntirelT de- 
siroved. 

No. 66. Secon«i-claa«v. Caledonian. — Framing very 
much brvtken. and one end of body of carriage broken 
in and very much shaken all over. 

N«x 7S. First-vlass. Caledonian. — BcJy much 
iama.ir=^! on one side, one end damaged, and one foot- 
bi.«ri broken- 
No. S2. Break-van, Caledonian. — ^Bodj damaged at 



both enda. One hofier rod faraken. 
broken. Bo^atvftedinjoinli. 

No. 75. EMi Coart Joiaft Slod^ coaqpodte^End 
staved in aft top. Biifer aoeketo braken. Buffer rods 
bent. Draw bar broken. 
East Coaat panwingrr irro net damaged. 

Trucks bdonglog to the minnl train. 
Na 16,095, Ner& Britidi 
n 12,760^ 



J9 



384, W. Bk^ and Sons, "^ Tradera," one 
end of the bodf and two side beams 
broken. 

T. WmLATLET, 

Locomo ti fe Superintendent. 



H. 

CoLUiiox al Bo'ness Junction. 

The North IMtish Bathrmj Company, 
General Manager's Office, 
Dear Sir, Edinburgh, 5th March 1874. 

In fulfilment of the fnomise made in mj letter 
of the 20th ult. I beg leave to send yon herewith copy 
of a letter from the P rocurator Fiscal in reference to 
the alteration of the train record book. 

I am, dear air, yoors truly. 
Colonel Tolland, Sam. L. Mason. 

Railway D epartm ent, 

Board of Trade, ¥niitehaIL 



Collision at Bo^nees Junction. 

Fkocnntor FiscaTs Office. 
Sir, Fafld-k, 3rd March 1874. 

In answer to the enquiry in your telegram to 
my father of tlus date. I «^ to state that it was 
about 12 oVlock nooa. on the 27th January, when I 
saw the train time book, kept at Bo*ness juncrtion. 

There was then no entry at all in the book as to 
the 6.30 train. Gordon toU me he had omitted to 
enter iu but that it passed aboot 7-10 or 7.11. (I see 
he has since p jt down 7.10. 1 

The entry as to the 6.35 train has been altered 
since I saw it on the day of ihe collision. I tAimA it 
was thtrn entered as having pa&sed at 7.14. Gordon 
explaine\l that it was a good while after the collision 
before he bad made this entry. 

Toots tmly, 
$. L. MjHon. Esq. (Signed) W. K. Gads. 

North British Railway. 
Edinbunzh- 
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THE REPORT OF THE COURT OF INQUIRY, 

HELD IN PURSUANCE OP AN ORDBE OP THE JJOAED OP TRADE, DATED THE 
2GTH FEBRUARY ISV'i, INTO TUE CIRCUMSTANCES ATTENDING THE 

Collision on the London and North- Western Railway which 
occurred near the Euxton Junction on the 20th February 1874. 



PfilR, 



1, IVhilehall, 

24(A March 1874. 
plianco with tbe instructions contiunHl 
in yonr minute of the 26th ultimo, I have the hoimur 
to report, for iLe inrormtttion of tlw Board of Trade, 
the result of l.ho inquirj' which has been held by 
Mr, RavenhiU and myself into tho circumstances or 
Uie collision which occurred on Iho 20th ultimo, near 
ihe Euxton junction, on tho London and North- Wes- 

rn riulway. 

Besides the solicitors and officers of the Company, 

"r. J. S. Darlington, the Deputy Coroner for Wigiiu, 
Rod Mr Cordwell, tlic Secretary to the Amalgatnutod 
Society of Kiulway Servants for the Lanwiahire Dis- 
trict, assisted at the inquiry. 

In this instance, the 8.40 p.m. passenger train from 
Suston station, Loudon, known as the limited-mail, 
ivhUst ajiproDching the Euxton junction in a dense 
tbg, came into collision with a coal train standing 
on the main lino. The engine-driver and fireman of 
the hmit«d-mail have died from their injuries, and 
12 passengers and a guard are reported to ha^'e been 
Injured. 



Description. 



r luj 

^^1 The Eu.xton junction in miles and 047 yards on 
^Htliu north of the Wigan stAtion, and between tliosc 
^B^aora the block system of working was brought into 
^^poporntion on the 26th Janimry 1874, under instruc- 
^^vliona which ore given in the appendix. There are, 
^^Bfta will be seen &om those instnictions, 10 intermediate 
^^Kldock signal-c-nliins, of which two are used by day 
^^Lonly, and which are at distances apart varying from 
^r^63tt yards as a minimum to 1 mile and 1,080 yards 
Eis a masimum. The block-section cabins to which 
in tho present report it is necessary more particularly 
to refer, are at the Coppull station, 5 miles and 1,232 
yards north of Wigan ; at the German Lane level- 
crossing, neai'ty 2 milett north of Coppull ; and at 
I Balshaw Lane crossing, 1,130 yards north of 

The accompanying plan and section show the 

KreUtive sitDatiuns, and the gradients of tho line in 

^ these and otlicr cabins ; and it will be observed 

■at there is a falling gmdieiit of 1 in 100 Torn 

aal portion of the distance from Coppull past tho 

l^crman X.ano cabin. 

There is a raised signaluinn's eabin on the south 

r the Coppull stAtion platform, nod the west side 

M tho line. This cabin contains 21 levers for work- 

; points and signals, besides threi^ discs, and a 

■rhcel for opening tho gales of a public-roud levcl- 

troESing. There are aJso l>]ock-instmments i.pply- 

Bg to the up and down lines in ciwh direction, hud 

speaking-instrument commnnicnting with Wigan, 

oar's Hcail juuction, Euxton juuction, Preston, and 

Aucaatcr. 833 jards on the north of this cabiu is u 

gnbio applying to Darlington's aiding. The cabin at 

*s siding is, however, in use by day only ; tho wires 

ing " switched over," as it is termeil, between 

loppuU and German Lane for night working. The 

Lane crassing is one mile 890 yards on iJie 

orth of tlio Darlington -si ding cabin. The Bul^aw 

4inii crossing is, as already stated, 1,130 yards on 

! north of Geiman Iiane, and the Euxton junction 

Eeabin is again one mile 392 yards on the north of 

498. 17. 



The down distant-signal &oni tho German Lnne 
cabin, 1,079 yards on the south of il, is situated on 
tho top of the western slope of the cutting ; tho lamp 
being 38 feet nbove^ and 43 feet horiiontnlly from the 
rails. Tliia signal, though placed, perhaps, as well 
na it can be for affording n view over a bridge ou 
tho south of it, to nn engine-driver approaching it 
in clear weather, is by no means so well placed for 
being secu in foggy weather, and might, thorufore, 
tho more easily be missed in a thick fog. 

In the Uemiaii Lane cabin there are five levers, — 
two for working distant-signals, one in each direction, 
— two for working home-signals, one in each direction, 
— and one for working tho gates of a level-crossing on 
the south of tho cabin. I'here are also block-instru- 
ments for each line in each direction, and telegraph-bells, 
but there is no speaking-instrument. The falling 
gradient of 1 in 100, already referred to as passing this 
cabin, extends to within 257 yards of the point of col- 
lision, which was 750 yards on the north of this cabin. 
These last 257 yards — between the foot of the ineline 
and the point of collision — are on a rising gradient 
of 1 in 660. The distant -si gual south uf the Balsbaw 
Lane cabin is 314 yards north of the Genuan Lane 
cabin, and is situated ou the west of the line, the 
lamp being 17 feet above the leVe! of iJie rails. The 
homo-sigiuil south of this cabin is also on the west of 
tho line. 

At the Balsbaw Lane crossing tiiero is also a raised 
cabin, containing 10 levers inn locking-frame; — of which 
two are spai'c levers, — two m'e used Ibrworkiug the 
wickot-gatosof a level-crossing on the south of it, — one 
is used for a home-signal, and one for a distant-signal, 
in each direction, — one is used for lucking the large 
gates of a level-crossing, wliich are worked by a wheel 
in tho cabin, — and one is used for I'aiang and lowering 
the stops of the gates. These levers are interlocked 
with one another. There are block-telegraph iiistni- 
ments and belli for each lino in each direction. The 
distant-signal already referred to is 8IU yards, and tho 
homo-signal is 37 yards, to tho south of the cabin. 

The cabin at tlie Euxton jimction it ia not m-eoBsary 
to refer to in detail ; hut some distance ou the north of 
that Qibin there is another cabin, called tlie " machine 
rnbin," — a weighing-machine ; and there is a siding 
between that cabin and the miu'n line, employed both 
as a weigh-siding and a shun ting-siding. This siding 
joins the main line by a cross-over-road on the south 
of it, and there is also a cross -ovor-itrnd between tlio 
two main lines opposite to the cabin. The maohiue- 
cabio is used foi' hloek-signalling purposes, and is 
provided with h lock-telegraph iuslrumenls and bells 
for each line in eoeh direction. 

Summart/ ofllif Eridenee. 

Tlie limitwl mail trmn loft Uie Euslon station for Scot- 
land punctually at 8.40 p.m. on Thursday the 19th of 
February, consisting of nine veludes, besides tiie (ingine 
and tendur. Tliere was first alnrgedouhlesix-wheeted 
qreak-viui, iu which rode -laini^ Harrison, a gnard 
of 17 years MTviee with the Lon'lon and North- 
western Itnilwuy Company, nearly 1 5 yeai's os a guard, 
and three years (iu his turn) with the limited nuiil. 
The next vehicle of tlie train was an E<linbm'gh compo- 
ttile earriagf ; then followed a poat^fficu and two post- 
olEee tendera, one lor Edinburgh and another for 
Glasgow. After those, there were a six-wheeled 



sleeping euloou for Glnsgow, ii HJx-wlicelci] composite 
camagti Tor Glnsgow, a lix-whooled compotdtc coiriaff u 
for AborJuen, auJ » 8ix-whcelc<l vnu, wliieh wns the 
uiiilb iiiiil last veliieli?. In tbin rodo lh<^ hcatl-guord 
of tbii truiu, Anthony Johnston, who hmn heen for 
22 yearn a guard iu the service of thu Company ; 
17 TOWS with passenger traiuo, ftnd with the limited 
nuul, in his tuni, ahout every two months, ever sinew 
that Iraiu commenced runnint;. Home 19 or 14 year* agot 

JoluiHtOD said thoy raocbud Stulford at ll.fi? pan^ 
BOT'un iulnut6« late, after being kept by a Birming- 
ham train outoide that station for a few minutes. 
Thoy left Stafford at 12.3 a.m., reached Crowe at 12.36, 
and left Crewe at 12.42, nine minutee late. Their 
next halt wati at Wignn at 1.35 lum. After slopping 
ihi-ni five minutes insterul of three, on account of 
poflt-offioi) duty, Ihoy left at 1.40 a.m., 16 mijiutes jatts. 
Jt will Ix- rcmombereil that William Wolateucroft, the 
engine-driver, and Jotni Tunina, the flretnan of Ihe 
train, were no seriously injnrul in consequeneo of the 
cullision that they dieil at Wigan shortly after the 
accident. The former had Ijccu in the service of 
the London and North-We§tem Company since 1850. 
In 1860 hn Ijecamc an extra, and in 1862 a. regular 
driver. Both he and liis fireman were men of very 
good character, and Wolstencrofl was Hpoken of, as will 
be seen hercflfW, by the officors »f the C'Ompitny and 
by his follow -drivers, ae a man remarkable fnr his 
Htcadinese, core, and forothuughl In driving. 

The train passed Coppull at 1.53 a.m., and the 
German Lane cabin, which is 772 yards from the 
scone of the accident, about 3 a.m. Nothing nn- 
usual appears to have happent-d until about this timv. 
For though Ilan'ison, Ihc uuder-guard, sneaks of a 
considerable increase of spei.'d in the trajn after it 
hud passed the Boar's Head junction, and in guiair 
down the incline, yet thiii very thing mode him think 
tliat nil was tight. Ho did not look out for the 
signnlB, trusting to the eugine^ivcr, even though it 
was foggy ; imd he coutinut^d to ourt his parcels in 
preparing for the arrival of the train at Ptewton. Ho 
added, "it was ns much an he eould do to soit and 
" pn-punt for the fresh lot there," Whilot no engaged 
he heard three idiarp whistles from the engine ; there 
was a check in the sptwd, and he iiumudiately went 
to his break, ood was able to take abuut a turn 
and a half ia the two or three fallowing seconds, 
before the collisiim occurred. There wae no check 
in llie speed prior to the wliiatlesi they wei-o running 
at -l'> to 50 miles an hour. He could not describe 
procinely what followed j but he found liimself on 
the olber Hue of rails under the wreck of some 
veliides. Ho crept out, with his ribs broken, Lis 
shoulder and logs injured, and his clothes ueai'ly torn 
off bis bock, lie was conveyed back to Wlgan, and 
VOB still eonflned to his bed when ho was examined 
by us. 

Johnston, (the head-guard), was also engaged in 
sorting bis parcels, when he hoard something " go 
off like the report of a cannon." He confinned Har- 
rison Rt to there having beeii no slackening of speed, 
and ax to the ratt- at which tliey were travelling. 
Ho was knocked down and a litlie iiyured, but ho 
had not been off duty ; and ho was fortunately able 
to take immediate action in protecting his train, 
visituig the German Lane signul-cabin, and aesistlug 
those injured. 

In the post-office veldclea tune letter-sorters wore 
travelling, six of whom, vie,, Edward Bedfbi-d, Thomas 
Jamefl Way. John Coales, Thompson Dane, William 
Wiilioms, and John Morion, weni able to give evi- 
dence. All of them hud travollod for aovoral years, 
some for very many years, by this train, They 
Bubstikntially agr<«d with the above statements, 
ei^i'ially aH to the whistling of the engine having 
occurred only just before the collision. They described 
it as a whistle, followi^I by a few seconds of ceiuttion, 
during whitih some of them were turning round to 
roMumc thiiir work ; then it recommenced, aud the 
accident immivlial^'ly I'oilowixl, There was no l4me, 
Coalos said, for tiv brenkH U) make any intpretMion 
on the sjieed. 



The coal iriun into which the limited mail thut 
hftpptly dlt^iTd WM ruiiitiog Uvm Spring's Branch U 
Carnforth, It ap[>ears to have left the former phh 
a1>out 12.20 a.m. on the 20tli of February, instfl 
of 11.15 p.m, on the 19th, the time appointed 1 
it to start. It was driven by Georgie Ijowc, who b 
been six years in the sorvnce of the London and NortI 
western itailway Comi>any, He slati-il that be pt 
Wigan about 12.24, and left Coppidl nlwut I.S 
(The Coppull aignalman aaid it reached him at 1.6 a; 
and left at 1.25 a.m.). The train consisU'tl of 3ft wt 
gons loaded with eiwl, and a break-van, bosidM I 
engine and tender. Ho approached the Gnroan Li 
distant-signal at the rato of about six mile* an hoi 
and could not see it tUl he was direeUy under i 
The lamp appeared to show a white light — u set 
I)erhaps, between the hunp and the gloss. He could i 
sec any red light from it at oil, nor tell exactly whetlM 
it WHS on or off. Ho could not see it from a greaT 
dialan(% Ixicuusc it wba so foggy ; and the sjgtial wiu n 
he Ihouglit, iu a good position for being si-en when 
was foggy, though prominent in eJear wi-athcr j but 
had not hod occasion to tjotico it in a thick fog Iwi'oi 
since it had b(«u put up, hve or kix >vi«ks Iw&rv I 
uccidcut. At Copputl that night he thought a lit 
might have been seen 50 yards, but al Gennkn Li 
not nvore tlian 10 yards, aiul tht^ further he wGbt U 
the valley the thicker the fog became. From D) 
liugton's siding to German T^uio it was a thick • 
tionary fog. Over this |>ortion ol' the line they I; 
the break on all thi- way. When bo was within fll 
or six yards of tlie Genuun Lane honic-signal (the l!i 
time ho could ae* it) ho found it nt '• dang(-r. Th 
were then going about two milei; an hour, aud he {tull 
up opposite the Balsliaw I^ane distant-signal Theji 
proceeded slowly, and pulled npaguin under IheBalHl 
Lane homo-signal. Fiflt'eu or twenty mlnuiai 
wards {the line ui front of him Iieing still obstrut 
by a goods train) he heard a tridu whistle fWim beliin 
Thinking it; might be the limited mail, be 
to move on (wltli a view of avoiding n colliaion 
poseible), bnt be had not advanced more than four 
Ave yards before the limited mail ran into the tall of 1 
train. The fog was stiU as tliick lu it bad been 
German Lane. He said he liad no instruelious as t6 ' 
what to do after breaking the block, which bo had 
done on this occasion, — having passed the CeTmau 
Lane home-signal at danger, with the line obstriict«d 
in front of him. I 

Beigamin Gnmdy, his fireman, confirmed his atJtM 
monts as to tbe condition of ilie fog, and as to th| 
appearance of the German Lane distant-Nignal. Tbtg 
could not toll whether it was on or off; they could Jr"^^ 
ace the glimmer of a white light when tb^ wl_ 
underneath it. They took it Ibr a doubtful Bif{n4 
and passed it at a speed of eight ur nine miles ~' 
hour. The Gei-man Lane home-signul thoy could _ __ 
eoctill within aa engine's length of iL Afterstandl^ 
there for half a minnta thoy procinided forwanl at i 
walking pace, till tliey got to Balahaw Lano. ll «M 
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The guard, Thomas Tatea {Ivrti yi 
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idence. In regani to tbe Gerniuu ijune distnot^giiH 



he said, " I noticed it as 1 passed under it ; J 
" slightly applied the break lioforu, and st^wd at 
" break-handl«^ looking out for the signid. I ( 
" what I thought was a white light, but I could not 
" it for many yards, till 1 was almost under it," 
then govn a similar accoimt of their pi-oc<.>cding to I 
shaw Lano ; ho said, " I went forward to that cat 
" and bad left it, and was going back down thv 
" and had got «ix oi- seven waggons' length from 
" engine when the collision occurred. II>elicveoi 
" train was standing still for 20 minnti's before U 
" collision, I did not go back to protect my train Ix 
" cause I was not rei)uired to do so; tiien: is a rol< 
" which says it is unnouessaiy, the ahsolato blot 
" system being in force there. I considered 1 wi 
" under the proteotion uf tho fixol signals." 

Inimetliately in front of thits train was thn 5.80 p,ii 
gooilM train from Bushbiiry for Caniforttt "~ 



* Thli mla Witt batouodstltaB ondottbe Appendix, 
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pQe-tlriver was William Gardiner (three years in 

Company's service). He hud stopped at Gernmn 

ic just before llip arrival of the coal ti-ain, becauee the 
flala ol'thut place were both agauisl him. He said, 
.1 was quite ch-nr ivs I approached German Lnne 
Jistant-signal, but it o'dy showed half a light, and 
I could not see it for more than 1 50 yards; it showed 
red. The lamp was burning diTnly, hut the home- 
signal sliowod a Tcry good light." There he halted 
from 12.55 n-m. tol.28, and complained, a* he stated, to 
urrows, the Bignulman, of the badness of the signal' 
_ght. This tlie latter deaiied, as also that he liod told 
I^Gardiner at 1.20 that the limited mail was telegraphed. 
He added that Borrows also said there had been a 
bother ahont " the limited a week before, and tbai-e 
wns likely to Ite a bother again." Burrows appeared 
t^) be terriHed that he was bound to stop the Uniiled 
mail. At 1.28 tliey went on, the line being cleared 
at Balshaw I.aue. It was clear, and tiiey could 
see a train at Balshaw Lone from the Gicrman Lane 
distant- signal. Whilst standing at the formi'r place, 
al>out 1.35, tie fog came on very thick. Ganliner tlien 
went on to say, " I was standing with my engine a few 
" yards hoyond Balshaw Lane home-^nw, wheu I 
" heard the limited mail whistle for the breaks. I 
" started forward, and liwl got about 12 waggons' 
" length ahead before the accident. I heard the 
" break-whistle sounded about four timee. Itst-emed 
" to me that the driver of the limited had not soea any 
" siguuls until he came to tlie German Lano home- 
" Higuid or Balshaw Lane distunt-sigoul. 1 could hear 
** very plain. I was ' harking ' for him, for it was very 
" f'^nK?' ^^^ *'"' Geiman Lane distant-signal gave a 
" very bad light; so I thought there might be a 
" collision, as it is difflcaltto 'twig' the eiaci position 
" of a s^gDBi in a thick fog. My train was 12 or 13 
" iraggons" length from the coal train when the col- 
" lisiou occurred, and was not struck." This train 
was about 2J hours late on reaching Balshaw Lane, 
and should have reaobeii Camforth and shunted before 
"the limited" left CoppuU, though ihey had some- 
times shunted for it at Warrington. 

John Kitchen, the fireman, said " tlicy could not see 
" the Gorman Lane distant-signal light from the top 
" of the hank as they approached, where they usually 
*' lUd i it was burning dimly." He corroborated the 
driver as to their having complained to Burrows of 
the state of it. As n^ards the state of the atmosphere 
ho said, " It became foggy about 10 minutes before the 
*' lunited came up. It had previously been clear. I 
" heard the driver of the limited whistle about four 
'■ times for the breaks. We hud expected it to eomc 
*' for some time. My male bad said he sliould he 
" ready to make a dart. We thought he might run 
" into us, and wished to Ije on the safe side. On 
" hearing thi! whistle we went forward about 17 
" waggons' length. It was then very foggy." 

Cuthbert Harrison, the guard of this train (between 
four and five years in the Company's service), st4it«j 
that the German Lane distant- signal lamp was nearly 
out, but he eould see it for about 300 or 400 yards 
before reaching it. The atmosphere was very clear 
then. Gardiner, Kituhen, and himself had talked about 
it when at Babhaw Lane. He was in his van when he 
lieard " the limited " whistle, and got out, thinking 
there would he a collision, as it seemed ao near the 
coal trMn behind them. 

It will next Lc uecef=aary to refer to the evidence 
of the witnesses who explain bow the line became 
blocked; and how, therefore, the above goods and 
coal trains were detuned on the approach of the 
limited mail train. 

George May, the signalman on duty at Euxtou, 
iliad been three months in the Company's service, and 
.lud previously for some time workeil as a labourer 
■MUh Messrs. hioxby and Fanner, the sigual-manu- 
* rtOrera. He said be liad first nweived hi^ o'cord- 

lok on the tfith of Febnuiry, and had entered on the 
I9lli of Kebriiary a goods train, he believed from 
" '»itool, Hn signalled to him at 11.40 p.m., and 
• 'um at 11.43 p.m. This train was shunted 



into the siding to allow a Preslon passenger t«un to 
pass, which it did at, 11.54 p.m. The goods ti-ain 
started out of the sidbg at 11^7; and as it waa 
doing so, through a pair of points 200 yards on the 
north of his cabin, he pushed over the point-lever 
too soon, and caused a waggon and van to leave 
the rails. The waggon went forward with the train 
out of sight, but the van wivs left behind, and the 
train was not cleuTf.ii from Li-yUnd till 6.56 a.m. He 
explained that he could not got this Liverpool goods 
train in or out of the siding at the points near his cabin, 
because there were empty wagons foul of his middle 
points, which prevented his moving them. The empty 
waggons hull been jihuied there before he came on duty. 
Aceoi-dingly, he shunted the Liverpool train through 
the points 200 yards from him, and thus cleared liis 
middle points, so that n Birmingham goods train 
(11.40 a.m. for Birmingham), which reached him at 
1.16 u.m., was shunted through these middle poiota. 
But another train (8.4 p.m. from Manchester), which 
reached him at 2.11 a.m., was kept standing on the 
main line, as it was unable ta pass the obstruction 
caused by the Liverpool van, and tbei'e wan no room 
for it iu the siding. This last-meutioned train stood 
immediately in front of Gardiner's goods trmn. There 
were thus tlireo ti-ains standing on the luain line, 
besides the Birmingham train in the siding, when the 
limiU'd mail came up. 

The Birmingham and Manchester gooda trains left 
the nest morning at 5.57 tun. on the line lieing 
cleai-ed. 

Pearson, the diiver of the Liveipool goods train, 
added nolliing of any importance to May's account of 
the line being fouled by n waggon and van of his 
train. 

Lawience Waring, the night-iiorter in charge nf 
the Euxton station at the time of the accident, said 
the station-master bud told him, before he JeFt dnty 
on the night of the 19th, to call the fog-men if 
necessary. The fog came on a few minutes before 
2 a.m., shortly before the mail arrived, — " thick, all 
of a cloud " ; and he was on the point of going to 
awake the men, when a gnurd told him of the 
collision. 

With regard to the atmosphere, Harrison, the injured 
guard, said, " It was foggy, hut I am not able to saj 
" whether or not it was thick. 1 could see on looking 
" through my bivck window that it was foggy. It waa 
" not so till wc passed Warrington. In passing Springs 
'• Branch I saw the signals alvove mo for about 
" 100 yards." He could give no information about 
the state of tbo German Lane disttuit-signal when 
they parsed it, or the fog at that phtce. 

Of the post-office clerks, Bedford said he noticed it 
was very foggy at Wigan, and they travelled slowly 
at first from that place, he thought, because it was so 
foggy. He did not notice the fog then ttU aftei' the 
collision ; when it did not appear to him to bo foggy, 
but very dark. On getting on the up line he 
could see the lights of a train on that line, he should 
say a quarter of a mile or more off. Coales and 
Dane spoke of it in terms almost similar. Williams, 
who was the junior on duty, and handed out the 
bags, noticed it "foggy, but not a dense fog," at 
Preston Brook and Warrington ; hnt he could give no 
further information about it, nor about the state of 
tlie German Lime distant-signal, as he waa engaged 
inside the van. Morton confirmed Willi axns and 
the others. The signalman at Coppull (Edgerley) 
stated that it was veiy foggy when the limit^ tnul 
passed him ; and that it had been so for about four 
minutes previflusly. It had previously been very 
clear. It cleared again 10 or 12 minutes after the 
accident, and so remained for three-quarters of an 
hour, and tlien a misty fog came on till 6.30 ajo. 
The signalman at Balshaw Lane »aid, " There was 
" a fog a short time U-fore the collision ; it was not 
" very thick, I could see my home-signals, 37 yards 
" off. The fog came like a cloud, soon on and 
" soon oir." 

Johnston, the head-guard, said he hod noticed it 
A 2 



hnay lit Sprinps Braneh mi WiR«n, nnd after passing 
Coppull he remonbered Bccinp; the fog hanging about 
bis Vim windows. He appeal^ not to have lookc<l 
out u^rain till after tbc rnlliHion. Soon aftei' it hap' 
poiieil. baving been thrown flown by it, be gol up, and 
uat ol' his van window ; tlicn he returned for bis lamp, 
which be could not find ; but hu found some foj;- 
signals, with which bo went back to the bne. The 
fo« was very dense ; it wai blowing about. He 
could not have seen bis tail-lamp above 10 yarda. 
He added, that aa a rule when be rode next the 
pngino ho told the drivers of a. fog, when there was 
one, and to be careful. Ho thought they should 
slacken speed in a fog, and that it would bnvo liecn 
hotter if Wolalencroit bad done so. It was usual to 
do BO in such a fog. But though their speed was 
bigh that night, be should not liaio thought it unusual 
if no collision bad occurred g and ho should not hnvu 
re|)Drted the en gin>^ -driver for going too fast. He 
should have espected fog signals at German's Lane 
if the signals hod boon at danger, under Ibo circura- 
Rtancos of llio Tor wbicb ho saw aficr the collision. 
Ilut of the stote of the fog at the Gorman Lane distant- 
signal when they passed it, he could say nothing, as 
ho wuH busy in bis van. It was a fog off and on ; 
in Bomo places foji^ier than others. At the sceno of 
cnllitiion the fog was moving quickly. Ho hotu'd no 
fog-signals Urcd that nigbt. Sometimes the fog csiue 
on so suddenly, that there was no time to get fog- 
signalmen or fog-signalii. 

During Johnston's examination, rule No. 210 of tlio 
company's regulations was produced, which directs 
" that engine-men are at all times to use great caution 
" in foggy weather, and specially in approaching 
** stations, from tbo difficulty of discerning thii regular 
" signals until close Mi>on them, and they are to be 
*' prepared to bring their cngities to a stand, should 
" it be required." 

HairJfcon, the guard of thelimited mail, said, ns fiir 
ns bis cxpericnco wont, ho tliought <Irivers were in 
the habit of running us fast when it was foggy aa 
when it was clcnr, with tho limited mail or any otbur 
train. 

Out 1^ return to the ecenc of tho accident. Julin- 
atnn, taking bis fog-siguuls, wont Ixit'.k along the liiiu. 
As hu passnl tliu IbUsbaw Laiie diRtunt-signal bo 
found il. off, in coiiscquciico, he bt^licvod, of tho ongino 
of tho limited mail train having fidliui over ibo wiro 
by which it was worki-d. On reaching the Gorman 
I^ue ttiguul-cabin, he tutd tho signalman there, John 
Burrows, of tho collision, and asked bim why ho bad 
not put down fog-signab. He said be bad none, 
and Johnston gave bim two. It will ho seen hercalYor 
that Burrows stated before us that tboro wore at the 
time some on his mantcl-picco, and others in a box, 
which ho had forgotten. Johnston went on U> say 
that Burrows seemed tcnibly put alsiut, and bnrdly to 
know whnt he said. He sjioko rather sharply to him, 
for be was indignant with him. Aller this be went 
hack to protect his train, and sent to Preston for 
nu-ilical luid other assistAn<;c. This was so long in 
arriving that they Unk the injured and others baclc to 
Wignn. They reached Wigan about (i.35 o,in. It 
was stated liy Bedford that nothing was known 
there aliOut the accident, mid they themselves had 
to summon tbo doctors, Johnston said that ho then 
went into the tmvutling post-office, where the driver, 
Wolst4:ncroft, whom he hul known for a long time, wtis 
lying. Ho called bim (Jubnston) by his name. Tho 
Intlfr then asked if bo bad seen any signals ; hu 
replied, "No, but it was a bud job." 

Il appeaivd that beftiro this, inmiediatoiy after the 
cutlisinn, Wolslencwtft was found liy Bedford, Morton, 
and other post-office offieials, on the Imuk opposite tbo 
post-office, leaning agaiiist the slope of the cutting, 
in a state of great suffering. Ho waa fearfully cut 
on tho h^ul and much scuhled. Ho and the fireman, 
who was abo soriou.sly injured, were ussist^l into tbo 
Edinburgh post-office tender. 

Wolstoncroft afterwards said " il was a short notice." 
He asked for oil, which vae sent for. Ho utso 



said to Morton, " If the train had not been ataadiaft 
" between the distant tind the main Bigonl, 1 could 
" have stopped before reaching it." W'olstencrolt 
nt n later period said to CoaJes " that ho bnd DOt 
" jumped, OS ho did not know tboy were near ony- 
" thing i ho bod nothing only tbo bome-signal ogulnst 
" him." Dane added that Wobtcncroft epoke of tbo 
distant-signal also, and that if it bad been against 
bim, bo could hove pulled up. But Williama and 
Conies do not appear to have heard the inlter stutemcMi 
and the whole of tho above statements must be receivwl 
ivith caution. Morton, the post-offiee sorter, who 
hod been 14 yeai's with those trains, i^nid " thoy bad 
" run from Crewe to Wigan that night at a leaa 
" Mpced than usual, be tbought on nccounl of tbo 
" fog." Ho was in the habit of noticing the drivers. 
Wolstencroft was a very careful man. He bad known 
him for some time ; ho Jiad alwap said to bim 
(Morion) that ho would not run in a fog. 

Closely following tlio limited mail was a liff/it 
engine, driven by I'eter Baldwin, wbo said — 

I am an engine-driver in tho London and Nortii- 
westcm Company's serviee, and have been eo for 
tbi'oo years with pnsaongcr tmins, I loft Liverpool 
at 11.15 on tho night of tho 19th Februwy, with 
n {tassenger train for Wigan, to meet the limited 
mail there. I reached Wigon at 12.34, and, afUsr 
putting my train in a siding, left Wigon Hffkt at 
12.57. There was noljody but the fireman, IJalph 
SmnJley, with me. We i-onched Coppull at 1.28, 
and found tho diDttint and bome-Biguals against us, 
and brought our engine to a stand a few yards 
south of the Coppull fltgoal-cabin. Speaking from my 
engine to tho signalman at tho window of oia cabin, 
I asked him " What was to do 1" He said the line 
was blocked at German Lane. I said the limited 
was getting iluc ; that I had heard at Wigan of its 
being 10 minutes late ; that ho had better shunt mo or 
tboro would bo another block. Ho said " Wait till I 
block thu road on the other side." Ho took a fow 
minul«fl to do so. I set my engine acroas to tho up 
lino, and bo said ns it was a cold night I hiul liott«r 
come down to bim. I went up into thu cabin, but 1 
don't know at what time. I stopped I hero and saw 
tho limited mail go by at the uRind speiHt. Thcro 
was a very thick fog when we n-achctl CoppuU, but 
not so tbick a fog when we left Wigan. It cJntrod 
while we stood at Cojiiiull, before Uie limited moil 
pnsucd. Tho only thing tho signalman said tn mo 
while I waa in his cabin ivaa, lliat tho lino hod beon 
blocked for some time. 1 did not notice any working 
of tlio instruments or rlngmg of the bells in Iho cabin 
until, when I beard a bell ring twice, the signal- 
man said that wna lino-clear for tho limited irom 
German Lane. That, I think, was five or six miuuluB 
before the limited paswil. 1 don't romomber tho sig- 
nalman milking any complaint about tlie signalling 
fi-om German Lane. I wont down from tho cabin, got 
on my <-ugine, hu took off his signals, and I proceodcd 
aliout lO minutes after the limited bad passed towards 
German Lane. It got still clearer before 1 left 
Coppull, but it eiime on tbiek after I passed Dar- 
lington's siding. It was very Ihick as I passed tbe 
German Lane distant-signal. It was at dangor. I 
came dose under it, befui-c 1 could aoe it, It did not 
appear to Iw a very good light, but I discerned Uiat 
it was at danger. I lookeil at it when about 10 
yards from it, and could first soo it fVom that 
diHtoncc. I passed it at a speed of IS or 20 
miles an hour, and brought my en^nc to a stand at 
tho German Lone homo-signal, and thu guard of tbo 
limilod mail oame and told me of tlio coUiaion. Ho 
said he bad got out of (h<i van, a:id cuino back without 
a Ump or fog-signals. Ho appeared to ho cxcit«d. 
Tho guard seemed JuhI to buvo arrived at German 
Ijune when I got there, I went up to tho slgnul- 
eubiu witli the guard. Tbo guoid a-^ked Ibo signal- 
nuin wbclher be had blocked back to Coppidl, and be 
said " Tes." Ho asked him whether ho litid any fog- 
sigtiaU, and be said " No." I sent my fireman buck 
to CoppuU with a luup and fog-stgnuU to block tba 



I 



line. The signalman socmcJ in a very confused state. 
I know nothing further about tbo diBtant-signal south 
of German I^nc than that it was at danger when I 
passed itatabout2.10 or2.11. Theguard(Johnstou) 
got on my engine, and we proceeded forward towards 
the scene of the accident. It wua very thick all tho 
way, as foggy aa when I passed the German Lane 
distont-flignsl. I found the engineman and fii-eman in 
tile post-office vehielea. I have known tlie engiue- 
drivcr for 10 or 11 years. He was a very careful 
nmu, very much so. John Timms was the name of 
the fireman. Bun-ows caine down on the line after 
Johnston and I had been into the cabin. Tlie guard 
asked me if I bad any fog-signals, and I said " Tea," I 
told my fireman to get some li-om the engine ; he 
brought seven or eight. I gave two to the guard, bnt 
none to tho signalman, and my fireman took the re- 
mninder back to CoppuU. 1 was ten or a dozen yards 
south of tho German Lane cabin when tlie guard 
came to me. The home as well aa the diataut- signal 
from German Lane were at danger when I passed 
tliein. 1 could not see the home-signal further than 
10 or 11 yards. I saw no search for fog-eignals in 
the cabin at German I.>nne. Johnston, the guard, said 
to me distinctly that ho had been knocked down in 
the van ; that he liad come back as quick as be could, 
and that he had not been able to get » lamp or fog- 
ugDoIs. I did not puss over any fog- signals at German 
Lane. In telling my fireman to go hock I usi^d tho 
following words, as nearly as I can remember : " Ralph, 
" go back and put two fii^-signals down about 200 
" yards buck, and again at the distant-signal, and Just 
" where yon think tit between there and CoppuU, and 
" tell the signoiman at CoppuU about the colllgion and 
" to block the line." 

Tho evidence of the last witness's fireman was 
given in bo uoaatisfaclory a manner, that it is impos- 
sible to attach any value whatever to it, 

John Smaltey, the station-master at Euxton (in the 
company's servico seven years), was summoned to 
the scene of the accident at 2.20 a.m. by Waring, 
the night-porter. He reached it about a quarter of 
on hour afterwards. He said it was rather foggy, 
not very. " I could see the toil lamp of a truin for 
" 200 or 300 yards. I found the engine on its side 
" and a carriage across the up line. I went to the 
" German Laoe si^inat-cBbio, and suw Burrows (sig- 
" nalman) ; it was nearly 3 o'clock. His distant and 
" home-signal levers were in the position of danger for 
" both directions. He said he had had both his signals 
*' ag^st tlie limited maiL" This witness did not go 
on U? see the German Leue distant-signal. 

John BmTows, the signalman at German Lane, 
the condition of whose signals foiTn so important a 
portion of the present inquiiy, is a man of good 
character, who has beeu in the service of the Com~ 
pauy for 27 years. He stateil that he was 55 years 
of age, and had been e'lx or seven years at Balshaw 
Lo:io before he went to CoppuU in December last for 
sis weeks to learn the use of the block -instrument'!. 
Prior to hia being at Bubbaw Lane he was 12 or 14 
years in tlio tocomotive-departmeni, pumping water, 
and also in the goods department at Whitmore, It 
appeared that no complaint bad previously been made 
against him. 

Ou the 26th of January 1S74 the absolute block 
system was established ou this portion of tho railway, 
audhe went then to the German Lane sigiial-cabiuiand 
was there on duty at the time of the collision. For 
the first week of hb time at German Lane he 
had » mu!i whose name he did not know (John 
Wright, a ruiicving |Kiintsnuin,) to instruct bim. 
iturcows aaseried that ho wua weU aetpiaiul^d with 
llio munageuient of tlia iuatrumeots when ^Vright 
\clu ThiB Wright cutiflrmed, and nadol >t i i<> 
cnuld not instruct J*" 
tiguai liuuk, afl i 

TItis BUI? 
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Coppnll he bad been on duty at the German Lane 
cabin In hia turn, one week by day, and another by 
night. On the 19th of February ho came on duty at 
6 p.m. No one was with him in his cabm. He 
produced his record-book, of which the foUowiug is 
an exact transcript of the portion which is important 
in the present inquiry : — 

ExTEACT from Book kept by Signalman at German 
Lane cabin. 
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At 12.1 a.m. he received a telegraph from Coppnll 
of a goods train, which pafised him at 12.4 a.m., and 
BabhawLano gave him "line-clear" of it at 12.5 a.m. 

He then mentioned tlie first goods train (12.7 a.m.), 
given above ; this he said was stopped at his cabiu 
(12,10) for five minutes when he allowed it to proceed 
on getting " line clear." 

The next ti-ain passed him, be believed, at 1.24, with- 
out stopping and was cleared at 1,25. But it was 
stated that this entry, which had been crossed out 
by the signal-inspector, was altogether a mistake, no 
such train having passed his cabin. The record-books 
of the CoppuU and Balshaw Lone cabins contained no 
entry of it, and Burrows said on hearing this that ho 
might be mistaken. 

After mentioning the train (12.35) which stopped 
at bis cabin (1.25 a.m.) for 10 minutes, becauao 
Balshaw Lane did not block back to him, he said 
the coals train (i.27)caRie (1,35) before lie received 
"line clear" for the preceding (Buahbury) goods 
train. It passed without stoppiug. Both tho driver 
and the guard hod tlidr breaks on and could not 
Slop. His distant and home-signal a were at danger. 
The coal train thus runniug past thorn accidentaUy, 
broke the block, 

He then gave "line-clear" to CoppuU, and the 
limited mail was signalled to him thence "truin-ou- 
lino " at 1.40. He would not admit that he received 
any telegraph of it at 1.20 whilst Gardiner (tho 
Bushbury driver) wus there. Between that time and 
its anival at 2 o'clock he was looking out of the 
window. He had nothing do to bnt hiok for these 
trtuns and book them. He stated that ho could see 
the limited mail 1,000 yards off as it came down the 
banki he could not see his distant-signal (1,079 yards), 
though he could judge where it was. He could see 
his home-signal (22 yards). The driver of the limited 
mail appeared to him to be pulling up, as it was not 
going so fast as usual as it passed him ; but he did 
not notice whether the breaks were applied to tho 
train or not. 

He saw the driver and fireman, and ihey were 
standing up, looking out before them. 

He further said he could see the Bakbaw Lane dis- 

tant-signid (336 yards) on the night of the accident. 

It was not so foggy as it had been once before 

whilst he bad been at Gorman Lane. Tlien there 

was one fogman near his cabin, and another near his 

di^tant-sigDai, all through the nigbti and they brought 

:'> 'i iiwn fog-signals. Oil that occasion the train wus 

.]iiite fast, at full speed, though it was foggy; 

■ lowered liis signals, having received " line clear " 

iJalshaw Lauo. Ou the night of the accident it 

come with a flaah of fog from 12 to 2 a.m. It 

10 «ei'y tliick at any time. Ho did not apply 

nalH, or ehow bis hand-light, as he thought 



H iStmt rnnaj>h for hU fixnt iriffniilN to bt> vbiMe. 
Shm doabi exiflt«<l m to whether ho IimI any fog- 
lign^ in bis cabin, bep»iiM: wlitm •)i>liiutiiii, the 
tmtdaeUrr, wenl lo him imrofdiaUily niter thu nctiiilnnt, 
be md be had no rog-«i|!uii]K, whercu[>on Johniit'in 
fiTP bin two to [ilnco on the line. Thiw hu smiI wim 
a mirrtiike ur liix, lie wda m> jitit about Ity tlif accident. 
Be bail 6 fo^-Hignale all the timv o» tlic niauth][iti)Cv 
oT hU cabin, and 12 in n box ; they hwl liirtiu ihurc 
dnriug bid fire wci-kit sojourn, uml for ii lung Iriiie 
betbnt be came. He had hwi no rtctBHion to ubi.' miy 
dnrtiig thai pmod. II« had no uiinn* of gettiuK foj;- 
aieti, even ifhp ttiought them rcfiuin-d. Tbiii was llio 
duty of the acting; EtDtion-nuuit«r nt Ruxton ( W&ring), 
trbo called them imt whrrn he thought right. 

When confronted with iltddwin. he nuid ha had not 
f»ouc«d him before, though h<; rein«nl>cii!d sloppinf; a 
light engine abont 10 minntCN afliT liu had heard the 
notiw of the collinion, nnd nhout llvu minutes aflcr 
.lohuston camd up- Up swd In- wnii on the Ifne when 
Italdwin came, hut Mid notJuiig to him : thia the 
latter denied, lu appcnn by Iun rvidenco already i^iv^u. 

BnrrowH farther luiid, no |M'riiiiuiion wbm soked for 
or given to the light-enginu lo proceed towardo the 
team of the acHdimt, but it di<l piocei-d, and then he 
went back lo his cabin. No otie had Ijoeu ihere after 
the collision till thim. He knew the liftht-enginc was 
coming, an it hnd b<v?n tolvgrajihitd to him, and he had 
put down the two fojt-wgnal» pvcm hiai by Johnstone, 
opposite his cabin fu sUrji U. The^e were exploded by 
it. This agiun ilnldwin cnntriulielod. 

With rcgnrii to the entrii^ in hta record-book for 

the night ol' thr aetndi-nt, he xaid that the signoJ- 

I fnspeclor, I'nrkcr, urosM'd otit the 1.24 and 1,25 trains 

"" few days after the tu'ci<lcnt, liocnuae lliero was no 

Kh train in the Coppull ■n' BoLthaw I<ane books. 

1 practice ww to niliT n train in his record-book 

directly he hail rcci'ired it. 

Ho alxo said he was not able lo get out of hlH cabin 
and retrim the nigual-lnuipH wIk'u they required it. 
His mgnnl- lamps wen^ plaeed thai uight as usual by a 
platelayer named Wiggins, The Inltiir sUtteil he hiul 
put thr; Ump on fJfirmun l^ne distant-signal that 
night lit a p.m., and did not »ee it till 11 a,m. the 
next diiy. On Iwth occaaions it was liuming brightly. 

Burrows sdemnly declared that his distant-sigaal 
lever wiin in the uoaitiou of danger when the limited 
mail [Hutiied, nnd liad been so for 1^ hours before its 
arrivni. Wolstencrofl did not whistle till he wna 
near his home-sigtial. 

Home evidunco was given as to Juhniitoii having 
slAtod that the aigtial-man on duty had a wooden leg, 
but this could not ap|>ly lo llurrow", or to anyone 
on duty in thai uvighbourhood during that night. 

Tlie signalman on duty at Coppull on thii night of 
th« acddeiit was Joseph Kdgerlcy, six years in tbv 
Company's service, 14 months of it at Coppull as »i^- 
nalman. Ue said the German Laue distont-signiJ 
wasnot visible from his cabin. That night a Birming- 
ham goods triun, given on to him from Co]ipull Hull 
ut 12.0, pnssod liim at 12.4, nod was cleared from 
Oermui Lane at 12.10. Tlien came a Liverpool goods 
train fur Carlisle, given on to him 12.44, which passed 
him al 12.47, nnd was clenrcd nt 1.24 u.m. Ho was 
sure there was no train between these two trains. 
The traiu entered and crossed out in Burrow's book 
was a inistakG, The coal train (Springs broncli and 
CftTiiforth) was usually punctual, but it was then an 
hour late, nnd arriveil at Coppull at I.S a.m. and 
slopped till 1.20 n.ni. Kdgerley stated that he then 
told the driver of it to draw up and shunt across, 
as the mail was i\ar- fVom Wigau, He replied that 
he could not as he had 40 waggons on. He tlien 
told him he would be obligc<l to run in front of 
the mail to l<>uxl«n junction. During this period 
Burrows was signalling " train-on-lino " from Germaii 
Lone. Whcronpon ihe brcaksmnn of tho coal train 
called the Coppull station -miwtoi' up, to s«id the light 
engine to German Lane lo sec what was the matter. 
Tlio station -m^'lcr bod just i:ome lo the window, 
wbon, ut 1,21 u.in.| Horrows gave " lino-clear^" and 



EdgwJny tdd -thmn "not )« mind any mar6f and' 
thoixxd tnun proc(«<led(l^K.m.) with a diroc-lion to 
gi't into [be KuKtoii siding as soon as posiible. AAur 
this be nscertainrvl from Wtgan thot tlie mail ww 
ninning 10 minutes latr. At 1.29 a liglil engine ar- 
rived at Coppull, and at IM ho shunted it out of 
Uio way of the inAil tnun. He producrtl his r«cord- 
bonk, in which hti smd the cntriiw were correct. The 
limited mail was siguallL-d to him Irom Coppull Hall 
■iding, at 1.49 a.m., paHsi-<l him at 1..53 u.m., and was 
signnllnd baik an eUor fnim German Lono at 2.2 aon. 
It appeared to be gi>ing ut it* usual ipnod, 45 to £0 
mil"S an liour. Uis siguals wen; right for it to pw>. 
It was very fo^gy then, and hud been so for fdx>uC 
four minutes previously. Tliere was an inl«irral of 
28 minutes between the cool train and thu limitod 
miul a« they pasMHl his cabin. On German Iaho 
cabin giving him lino clear nt 2.2 a.m., a light engine 
followed the limited mail. Burrows hud made frequent 
miotukos in working the telegraph-signals. On the 
night previous lo the accident be bad reported bim U> 
tlie Coppull stadoniuaster in the following l^ter ; — 
"Coppull, Wedne»dny 18lh Feb. 1874." 
■' Blacking back in fao; of the 9.0 p.m. from Londoa. 
" Dear Sir, 

" This morning when I warned the above ttvin 
lu German's creating, thi^ signalman rang the block- 
signal and put the pin to train on line I hod to pat 
my signals at danger in the face of the aIkivo trnjn, 
causing great alarm to the utaf^m^-miTn and guards t in 
one minute ufW be gave me line cluor. What hsa to 
lo! dune at such blundering times ? 

"Yuur humble servant, 
■' Mr. Beeeham, "J. li^DiiKRLKr." 

'• Station-master." 

Tliin lulter Mr. Bm-i-ham sent lo Mr. Shaw, the 
din trie t-Huperiu ten dent, biitowing lo some miscnrriago 
in tiunsit, it did not nwh thn Utter till February 2 1st, 
threi> duys afler it was stated lo have been decpatohed. 
In doing no he wroU' as fullows : — 

"Coppull, Fob. 18, 1874." 
" y.O p.m. ex-London to the north. 
" J. Shaw, lisq. 

" Dear Sir, 

" P. C, Edgorley reports, after receiving the signal 
by ti'legraph at 2.43 a.m. of the above train approach- 
ing, he gave four beats on tlia bell lo Germun's Lane 
crossing, which indicates Im ready for fanl p.m. Lratn ; 
in reply he received six l>caW, and the ui^llo wim 
pinned over to train on line. I*. C. Edgorley feariug 
something was wrong at that end, at once reversed 
his signals in the face of the express, which caused 

freat alarm to the driver, guards, and [NUHeugera. 
'. C. Kdgerlcy ssya he repeated the be ready signfti, 
when the needle was unpinned, and the train lokon 
all right ; a delay of one minute was caused to tho 
express. I'leusu let this have your attention and 
oblige 

" Yours truly, 

" H. OKZCBJtM," 

Edgerley cxplnincd tlieeircuinstancesi«-A goods train 
passed him at 2.24 that day, and he received "lln^ 
clear" from German I,ane nt 2.40. At 2.48 he 
govp the " bp-ready " signal to German Lane for 
the auxiliary mail, and at 2.45, just as that triua ^• 
prooched his distant-signal, he received " line-blocked " 
irom German Lane, and was obliged lo throw up 
his signals in ihu face of it. The engine-driver 
brought his train to a stand opposite his cabin at 2.46. 
At 2.46 he again ret«ived " line-clear" from German 
l.tine, andbookcl tite auxiliary mail as leaving him 
at 2.4". It was cleared from German Lane at 2.50. Ho 
went on lo say. Burrows mode mistakes nearly frmry 
day in not siguolUng the trains, and not recMvinK 
them, and not forwarding them properly. Ho had 
worked with him by night for a fortnight, nnd found 
liini making constant mi^Udcos, and he seemed to f^L 
worsu and worse. Ue thought be did not like liis 



situation owl wanted to get away from it. lie did not 
consider it anfu to work with sach a mas, Bo at last 
lie reported him. 

lie further etatud that ou the night of the accident, 
when he shunted tlje light engine as al)Ove-moTitione(l. 
he gave him the block-buck signal with six beald 
on the belL Buitowh unaweiv^d him willi tho "bo 
iiMdy " signal, four beats, instead ol' repeating tho 
six beats to lie giveu for obBtnictlon. Ue rang a 
aecoiid time witli six beal£, Bun-ows replied with one. 
A third time he rang " six," and Buitowh then replied 
"aix," and the light eugine was able to bo 8hunt«d. 
However, he received and eleared llie signals both foi- 
the eoal and limited mail trairia all right ua that night. 
Burrows had been twiee to CeppuU to aak how Ihey 
thought be worked ; but he received no answer, as he 
had not then worked with him, and the other signalroan 
waa not in. Edgerley said, if a train ran part his 
cabin and broke the block be should treat it a» if it 
had Ktoppod there, and have both dixtaut and home- 
signalfi on. No train had broken the bloI^k whilst 
he had been on iltity at CoppuIL German Lane was 
a lighter post than CoppuIL 

Burrows, in answer to the above, aaid he remembered 
that on the morning of the 16th of February, 
Edgerley gave him "six" beats, and ho gave him 
" eix " back again. He did not know what for. He 
afterwords gave him (Borrows) four to bii ready for 
the auriliary mail. Then Edgerley lehigraphed the 
train by two beats, and he returned them, and the 
train arrived. Htt had entered it in his book as given 
to him ut 2.24, passing him at 2.S6, and cleared from 
Balshaw Lone at 2.27. He had omitted to enter a 
goods train that ran before this train in his book. It 
was the first day of his keeping a book, and he was 
not so particular in being correct. He had not often 
^ven " six " beats to Coppull unless they had first 
been given to him. Ic was not true that be had made 
mistakes in signalling the trains every day. Ho hn<i 
made some mistakes, but not many, and had been 
Very particular in sigimlling tlie trains. He liked 
his situation, and did not wish to leave it. Ue 
did not admit what was said to have occurred aliout 
the light-engine, before the liniitud mail passed on the 
night of the accident. 

But about Edgerley's report against Buirows there 
tsan be no doubt, for it was produced by Mr. Shaw, 
and was sent in duplicate to the signal-inspector, 
Parker j and it ia difficult to bidieve that ho would 
have taken this step agtdnst a fellow-signalman without 
considerable provocation. 

The signidraan at Balshaw Lane, David Iddon, 
siud he liftd been three years iu the Company's 
service, and sis weeks at his present post. Edgerley 
had tauglit him block-signalling with the instrumenta 
at CoppuIL 



The Entries in his Book for the Night of 
Accident were as follows : — 
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He said the goods train which preceded the co°' 

raiu was not given on to hiro from German Lan*'- 

t will be remembered that Burrows had entered in his 

k an imaginary train. The time for the receipt of 

" line-clear " from Balshaw Lane for it 

I is given ai at 1.25 a.m. Iddon, therefore, 

•nothrr omiasion on llie part of Burrows. 

r'-^towa had entered the goods train as 




Balshaw lane at I.8S a-m^ or 10 
minutea after it passed him; whorean Iddon itositively 
stated that on die arrival of the goods train at Bal- 
shaw Lunu he blocked over his instruiaeut to "tnun-on- 
ILiie, " and there kept it till after the oolUsion, and as 
long us ho remained on duty. He placed tho words 
" not sent " opposite the entry of it in his book before 
tho colliaion, to show that it was not telegraphed to 
hiui fi'om German Lane. He said the 19th of 
Februaiy was the first night on which Burrows had 
missed to telegraph a train. He di<l iu>l keep on 
making loistakes. They worked perfectly togeUier ; 
but ho always knew when Burrows was on duty. 
He appeared awkward when he first began to work, 
in giving Iho train on Iwtli sides of the iuatrnment, 
instead of one, hut he improved with practice. 
Trains had ran past his signals when afdangw;" 
but he would uol. then give " line-clear" back to Ger- 
man 1 ^ne until he had received iiue-clear tmm Euxtou 
junction. What he added about the fi)g has been 
already alluded to. Smalliy, ihe statiou-maHlcr at 
Kuxtun, !4pokc of Burrows as steady: "o complaint 
had been made to him about him. As far us he had 
seen lie wan sharp, active, and quick. 

Mr. Parker, inspector of tsignalmen for ihu last 
18 years iu the service of the company, said he went 
t« the scene of the accident some hours after it had 
happened, and look a copy then of the entry in the 
German Lane signal-book. He did not mention the 
mistake Burrows liad made by inserting an extra train, 
as already stati-iL to tlie signalman at Copputl and 
BaLshaw Lane, but found it out from an esuminatioQ 
of their lM>oks. Those two books agreo<L perfectly in 
all iheir trains. The record-books were only placed 
in the cabins on the Tuesday before the acddent. 
The nightman on duty at Euxton (Waring), who 
is also a gate-keeper, was under his supervision. It was 
Wai-ing's duty, in ca,se of fog, to call out a platelayer, 
who lived BOOyanls from his post, and who would, if 
necessary, call out other platelayers. He had known 
Burrows for two years ; no complainta had been mode 
against him. .lolin Wrighl, who had instructed him, 
was a better man than the ordinary signalmen. He was 
a port<?r, pointsman, and relief-signalman. There wei-o 
no nieaus at the German Lane cabin of " spoakuig " 
to Wigan. The notices priatnd in the appendix to 
this report wei-e, he said, posted in the cabins. The 
rules did not provide for a cnae where the engine- 
driver had mn past a block-cabin with tlie signals at 
danger. 

Mr. Beecham, the station-master at Coppull, who has 
been already mentiouMl, stated that on tho night of 
the accident he went to the Goi'man I^no diatant- 
sigual at 3.15 a.m. It was at danger, but not 
burning weU, It could be seen 100 yards or so. 
At that time a good signnl-lamp might luive been 
seen 200 or 300 yards. It snemed to be generally 
admitted that Burroivs would not have been justified 
in leaving his box to retrim his distant-signal. 

Next follow the statements of two engine-drivers 
in the habit of driving the limite^l mail, as to tho 
practice they pursued in passing German Iadc, and 
also their opinions in regard to the block-system. 

Thomas Merry said, I have lieen an engine-driver 
in the London and North-western Company's service 
for 18 years, and 12 years on the limited mail 
train. I have never been in a colhsion. I may have 
passed between Euxton and Wigan on the down line 
about a dosen times since the bloek-systcm has been 
in force. It has liecn sometimes dear and sometimes 
fo^y. On several occasions it has been very foggy. 
When it has been very foggy I liave run past German 
Lane at a speed of scarcely 36 to 38 miles an hour, 
but passing Coppull at a higher speed. Wo should 
he expecting to find the block-signal on, and we should 
be preparing to stop if necessary at Euxton jimctiun. 
Before the block-system came in force, wo began to 
prepare near the German Lane cabin for stopping if 
necessary at the Euxton junction, and since the block- 
systeui hua been in force we geueridly slacken speed a 
little sooner, expecting that we may find the block on. 



1 do not like tlio block-8yBt4>m as it is now worked. Tiic 
black-cnlrtiiH are not at uniform ilistoncfs from one 
nnothi^r, and we may got waniinj! for a long distauco or 
a sliort one, ficoordiitg as the cubina oro further from or 
nearer U» oaoli othci", I think it would be better and 
safer for tlio tmllic gcnernlly if we wcii' iiilbrmed by a 
caution- eijrnal froni A cabin when tbcn- wiis a train 
between B and C, instead of liaving the signals all 
right at A in sneb a case. It would bo fiu' bettor if 
wo had more break -power. It is a vtiry dlfBcult job 
in a fog, when wo are running fust and heavy trains, 
to stop them between the ilisUuit-Hignal and the homo- 
signnl, after only roeelving warning for one section in 
advance. Supposing a train to atop juat beyond tlie 
homo-signsl ol a block fioction, the fixed signals pi-e- 
viously exhibitoti inay not bo sufiicicut when the 
wxttion is short. If tho break power was in the hands 
of the engine-driver instead of in the handaof the guard 
it would be better. We liavo no means of knowing that 
the guard's breaks are applied aflfir we hnvo whiatled 
for them. I know the German Lane distant-eigiuLi. 
It is on the slope of the cutting and on the loft of tho 
line. It is a prominent signiU in clear weather, but 
is too far oft' for foggy weather. I have never found 
it so foggy that 1 could not sec it. It oueht to bo 
half tLB near agiun to the line aa it is to bo disuemcd 
at all timofl. I have not had such fugs there this 
winter as in xomo Heasona. I liavo never com- 
plained of tbT> eignal. I knew the driver (Wulstvn' 
croft) who was killed very well. We exchanged idca.s 
abont our difUculties, and with regard to the par- 
ticular portions of the lino which should lie approacned 
with gTfjiter caution. We have talked of the German 
Lane cabin as being placed in a dillicult position near 
the bottom of au incline and on t!io approach to 
Euston junction. In case of a train being stopped 
a little way beyond the Gorman Lane cabin, it would 
be verydifllcult for an engine-driver, unless he received 
a signal at Coppull, to pull up nhort of sudi a train. 
In I'uct my objection to the block system as here 
worked is that the German Lane cabin is situated at 
tlie bottom of a bank, and at a very difficult pkco for 
stopping a through fast train, and I think we ought 
to receive warning at Coppull with a caution aignal 
when a train obstructs the liuo between German Lano 
and Balshaw Lone instead of receiving all right at 
Coppull directly a previous train has passed German 
Lano. If Woldtencroil ha<l seeu tho Germau Iauc 
diiitaDt-Bignal at danger, he might in ordinary weather 
have Htopiicd short of tho coal train, but there might 
be eome difficulty in certain abites of the weather. He 
could not have pulled up sliurt of the coal train If ho had 
snen the German lane homo-signal only at " danger." 
What I have said above as to exhibiting a caution -signal 
from cabin A when the section B to C is occupied 
by a train is tho wish and feeling not only of myiielf, 
but of the engine -drivers generally as for as I am 
acquainted with it. I do not remember any other 
incline in respect to the block cabins similar to tho 
ono in question. The limited mail always runs at high 
speed past lliat spot. If the engine-driver, Wolaton- 
CTOft, had been unable in tho fog to nee the distaiit- 
Hgnid from German Lane, there is no doubt he would 
havo slackeiuMl his speed. It would have been hia 
duty to 6ia\y his train Lieforo reaching the home-signal 
if poeeible, and then to he guidc^d by tho indication of 
the home-signal. That regulation is strictly observeil 
by engine-drivers. 

Joseph Sleigh said : — I am an engine-driver in llio 
service of the London and North-western Uailway 
Company. I have been so for 22 years. I have driven 
the limited mail for Iwtwoen four and Ave years. 
I have tried the "cabs," and you can seethe aignuls 
better with them tliaii without them, in foga or 
rough nights. I always slacken speed when run- 
ning in a fog, but not so much where obstructions are 
not expected as where they may be found. Them 
are some ports of the line where I run faster than at 
others. The bank near the point of collision is a 
place where I would expect an obstruction. I would 
look for a block-BigmtL If theic were a floating fog it 



woLdd make very little dilference in the speed, hnt it 
would put us on the alert I should be afmid Xa pnas 
a platelayer without noticing hini. I would not ex- 
pect fogmcn in a floating fog. I would go down tho 
incline near the place of eollisnu wltli due cnulion in 
a floating iog, at ]ierha|iN 10 or 15 milc-i an bonr Iciss 
than in clear weather. I would ran down that bank 
at 35 or 40 miles un honr with such a train aa tlie 
limited mail in a fog and when the rails are greasy. 
If it were a dense fog I would go down at the suno 
speed. It is a rule to iliminish tlie speed some slight 
thing in a fog. I would always do so in practice. 
My speed down that bank is usually, as nearly ns I 
can say, from aliout 45 to 48 miles nn hour. I do 
not care to say wliat 1 would think of a man going 
down that hank at 50 miles an hour in n fog. I 
would not do so. I would not be afraid of being 
foun<l fault with for losing time. I have b"m ([not*- 
tionod OS to losing time, — I mean that infjuiry has been 
made, but my reasons have always prove<l satisfactory. 
Engine-drivei-H are directed to use greater cantion in 
running through fogs. We have a rule in our honk 
Bpecifyiug that we are to use greater caution particn- 
larly near citMwingB or junctions or where shunting 
may lie expected. Wo find it unpleasant trovelling 
in fog, wisliing to keep our time and also to mn with 
safety. It is also very uuploasant to the eyes in a fog. 
We must run risk in order to keep time in a fV^. 
I have lost as much as five minutes or more in n 
length. I have never found a fog so thick that I 
could not si-e tiie Gorman Lane distant-signal Tbut 
signal is placud at tlte top of the slo[>e of a cutting, 
some distance from tho rnibt, in order that it may 
be seen over abridge which intervenes in ^proaching 
it from the south. It might be better pla(»d if it 
woi'c nearer tho line, but I have never passed it 
without seeing it. It has only been tliero for a few 
weelts, and during that time I have not seen thick 
fogs there. I consider it casontini to safi'ty to skckcn 
speed in going down that Imnk in a fog. I should 
certainly do so in foggy weather. When I get Ibo 
sigmd ijiken olf at one cabin I do not expect to iind 
a train between it and tho next cabin : but 1 look out 
nevertheless, as there nre gates which nmy be in the 
way, or a break-down may have ocouri-ed on tho 
other line, or there maybe platelayers on the road. 
£ do not l)eliuve the block syatem makes any difference 
at all with roapoct to caution. I do not f<«l more 
satislled under this system than under the other. I 
have not increased confidence. 1 should say that iJie 
deceased driver would run much us I would under 
similar circ urns tan cea. He wiut a very particular, 
careful man, and ha>l hod a gnut deal of converstttion 
with me. We have talked together of tho signala 
being placed where they could not Ijc woU seen. 
With regard to losing time, (ho deceased driver hn« 
told me that ho lost so numy mlnutwi owing to tho 
fog. Wo have both lost time in conscquoDCo of fog, 
ami have ^jKiken together about it. I did not nni 
over that |iart of tho line that night. There is never 
any further enquiry when loss of time ia act down 
in the guartts journals to log. Iniguiry has been made 
when I have lost time in consequence of bad wind or 
alippory rails. Wolstencrolt (the deceased driver) ban 
told me that one of our directors asked him to point out 
any signals which were impioperly placed, and he had 
done so. i do not know the signala he spoko of, or 
whullier they were altered. We ahoiLld prepun> to 
pidl up if we could not see a aigiial. I myself Hhonid 
treat a signal which I could not sm as being against 
me, I shoidd think that a train like tlie limited 
mail, running on slippery rails, down a gradient of 1 
in a hundred, at 4H m\\v9 an hour, coming suddenly 
upon n signal, euuld be brought to a stand in about 
I,.jOO yards. It miglit require more if thr- rails were 
very slippery, and pcriuipa UsS if the gmird's breaka 
wora immediately applied. The latter operation wonld 
make a difference of 300 yards, but we cannot rely 
upon its lw>ing done. To bring my train to a stand aa 
soon as posaible, I should fli-st shut the n^gulator ,iud 
tbcB wbisllo for the guai-d's brvoks. 
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Mr. Thomas Ediestofle, who had been locomotive* 
foreman at Crowe for the lost 15 years, otid in ihe 
service of the Company for 30 ycoi'Si stated that ho 
regulated tho running of Uie engine-drivers. Wol- 
Btencroft had passed the German Lane signals on tho 
down line four times with tho limited mail, (ind six 
other limes (thrice by day and thrice by night) with 
express trains since the introduction of the block-system 
between Euxlou and Wignn, on the 2()th of January 
1874, ao that he was on his seventh night jonrney 
past them when the accident happened. He had been 
under hia orders 15 years, and ho bad always found 
him careful, willing, and steady, and had the greatest 
confidence in him. 

He agreed with Merry, that considering tho speed 
at which they are required to run, and the proportion 
of break power in the trains, he thought it would be 
a great improvement if caution signals were eshibited 
at A cabin as long ns there was a train between B 
and C. Ho thought more bi-eiik-i>ower should l>e 
given to engine-drivers, and that the absolute block- 
system was safer, and consequently better, than tho 
permissive Bystem if properly carried out. 

Mr. George Whale, for eight yeara assistant out- 
door aui)erintcndent of tho locomotive department, also 
agreed that caution signals should be shewn at A 
cabin, to through fast trains, when there was a tnuu 
between B and €. It would afford safety in the case 
of slow tiains, but it was not so necessary for them as 
for fast trams. 

He said also that he bad to detail the duties of 
engine-drivers. He lielieved it to be thdr practice to 
slacken speed in a fog. In approaching junctions 
they would reduce to 15 or 20 miles an hour, hut in 
the straight line away from these, not so much. In 
this case, if nothing had happened, yet if Wolslencroft 
had been reported for running at excessive speed in a 
fog, they would have reprimanded liim. They should 
not run 50 miles an hour in a fog when you could not 
sec a rod light more than 10 yards off. There were 
no special instructions as to fogs beyond those con- 
tained in the rule-book. It was left to the discretion 
of the engine-drivers how they obeyed rule 210. 
There had been no reports sent to liim from his 
divimon (the northern division of the London and 
North-western railway) of drivers running at too high 
a speed in a fog. There might have been to Mr, Rigg ; 
bnt if so, no investigation had been necessary. 
Engine-men had been pnmahcd for loaing time, through 
bad management of their fires, &c., and had been fined. 
As soon as there was a report, it was sent to them for 
explanation and fully inquired into. No man would 
bo punished for running cautiously in a fog, which 
was a good reason for a Qiitn being late. 

The engine attached to the limited mail on the 
night of the accident was from Crowe, It was & 
4-wheel-coupIcd engine, with 6 feet 6 inch driving, 
and trailing wheels, and S feet 6 inch leading wheels. 
The cylinders were 17 inches in diameter, by a 
stroke of 24 inches. The engine weighed about 30 
tons, and the tender, when loaded, 20 tons. There 
were breaks on all the tender wheels, but none on the 
engine. There was a cab over the engine footplate. 
Cabs of this description had been supplied for the 
last two years, and had been employed for some 
time by the Great Northern and other companies. 
He thought them good things. They did not pre- 
vent the men from looking out. You could see a 
little better with them than with tho old weather- 
board, in his opinion. There was a larger glass 
window, which could be opened. 

On a falling gradient of 1 in 100, with greasy rails, 
he thought Huch a train could be pulled up in three- 
quarters of a mile. Assuming that Wolslencroft hud 
not seen the German Lone signal till he waa close 
upon it, ho did not think ho coidd have pulled 
before the point of collision. If he had commenced at 
the German Lane distant- signal, and made every 
exertion, he thought he might have done so. He 
confirmetl the high characters of Wolstencroft, and 
John Timm«> the ilroman. No complaints hod ever 
baeii made against Wolstencroft for running too fast 



in a fog, or for any other cause, nor had he ever been 
cautionetl. 

Mr, John Bigg, tho a^uitant locomotive-snperinten • 
dent of the Company. ail<>r speaking in high tonus of 
Wolalcucrofl, said he agreed with Mr, Whale, and 
those who thought that a caution -signal being given 
at A until the lino was clear between U and C would bo 
a very desirable addition to tho present block syslem, 
and lie thought it necessary for fasi and slow passenger 
trains and also for goods tnuus, Tho tralUc would 
be worked more safely and expeditiously with it. 
In this citbQ, if Wolstencroft had receiv'eil a caution 
at Coppull, L[)dicating an obstruction between Gernnui 
Lane and Balsbaw Lane, he would havo prepared in 
running down the hank to puU up short of such 
obstruction ; whereas after receiving a oh-ar signal 
at Coppull, he would de»cend the bank in doubt, and 
depend on the Gomum Lane signals only to tell him 
whetlier there was such an obstruction. It might he 
thought an atlditionnl impediment, but he believed on 
the contrary, that the use of cnu don-signals as pro- 
posed wonld enable men to run with groat«r coii- 
lidence, greater regularity, and greater safety. With 
this addition he would prefer tho block system to thn 
permissive system. He did not believe the addition 
of tho caution -si goal as pro|>oBed WM in use on 
any railway. They could loave nothing better tlian 
tho block system when it hud attained proper work- 
ing order, with sufficient wamiTig to the men in 
proportion to the break-power with which they were 
snpi'lied, and the speed at which they were limed 
to run. He also thought it of great importance that 
more break-power should be placed in tho hands of 
the engine-drivers. He did not agree with Merry 
abont pliHsing block-cabins at uniform distances, as it 
would bo impossible in practice. 

ConcitMion, 
This collision, on the 20th l-'obniary, is the mori! 
important as having occurred — bctwi'en tho Scotch 
limitetl-niatl train, and a coal train, standing in its 
way,— on a portion of the line on which tho block- 
system liad BO recently l>ccn brought into operation 
as the 26th January, The engine-dri\-er and lire- 
man of the limited-mail train con no longer, unfor- 
tunately, siieak for themselves, but it would appear 
from the evidence, and from the circumstances of 
the case, — that they received clear signals at Coppull, 
— that they approached the German Lane crosKing at 
high speed in a thick fog, — and thol they probably did 
not receive any warning from the distant-signal from 
that crossing. The engine-driver had passed thai 
signal six times previously by night, and three times 
hy day since it was brought into use ; and it was, 
we believe, at danger ; but it was not well situated for 
lieing seen in a fog, and the lamp of it was burning 
dimly. They thus received warning, first from the 
home-Eignol at tlmt crossing, and secondly from tho 
Balsbaw Lime distant-signal, 314 yards beyond it. 
They whistled several times for the breaks ; bnt the 
head-guard, riding at tho tail of the train, and busily 
engaged with his parcels, did not hear tho whistle; 
and they came, still at high speed, into collision with tho 
coal train, 750 yards beyond the German Lane cabin. 
The gradient was a falling one of I in 100, to 
within 257 yards of the point of collision, after which 
the train travelled up a rising gradient of 1 in 660. 
Tho rails were probably not in good condition. 
There were two six-wheeled breafc-vana out of nine 
vehlclea, besides tho tender-break. The engine-driver ■ 
is represented to havo been a steady, oantious, ex- 
perienced man. If he had seen tho German Lane 
distant- signal nl danger, he would, no doubt, havo 
been able to avoid the collision ; but the German Lane 
home-signal did not, without any astdstanco from tho 
break uf the head-guard, afford him suliicieDt warn' 
to enable him to avert the very serious disaster wh 
followed. The most important cvidenco as to 
condition of the <^!ermau Lane distant-sign a] < 
that of tho engine-driver and fireman of the ( 
train. These men, in passing thtil signal in front^ 
but at much less epeed than the Umited-maU trail 
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could only seo n *' glimmer of white light " from it 
when they wore vpry near W it, thougli tlioy believe 
it to hiive beon at d&uger ; aud il would seem, therefore, 
utily loo probable that tbo deceased eiigine-drivor and 
liruiuan of the limited-mail train may, while looking 
up betweeti the lamp nnJ ibu red glaau in front of it, 
have secu only tho same ''gUuunerof while li);bt" 
in passing the elgiial at high speed, and may h&v<! 
Hupposol it tu l>e at all right iiuttead of at danger. Il 
would not be iliiBcult in such a case, when it is fouiul 
neceseary to place a distant or other aigoul to tur from 
and BO high above the Una, to add a duplicate arm 
and lamp in a better position to eatch the eye oi' a 
paiiaing engine-driver under all urcuiuatanees. 

The German Lane orossing apiteai's to have been 
adopted ea a block-station, because it was ueoessary, 
under any circumstances, to keep u man there for the 
protection of the crossing; but, being on a falling 
gnulient of 1 iu lUO, it is not otJierwiBu in a good 
poaition, in connection with the Euxton Junction, and 
having reference tu the throufrh ftuit traffic; and it 
would appear that the auggeatious of the eugino- 
driven* and their superiors might be advantageously 
adopted, al all evento with I'eganI to that block- 
station, by exhibiting a c&utjon -signal at Goppull 
whtrn trains are stopped betwoflii German Lane and 
BolBhaw Lone. The ovideQce above givuu of the 
other eiigiue-d]-ivers, and of their olficera in the 
locomotive clo]iartmeut, uami'ly, thu uHiaHtiLUt locomo- 
tive -super iutendeu I, the out-door locomotive-super- 
intendent, and Die loeomoiivis-foremim at Crewe, 
IB very valuable, and is worthy of attentive perusal. 
These officers of the Company, who, from practical 
experience in such mat(«i-K. are tn ao many reapocta 
wcjl able to judge, speak strongly of the necessity 
for affording additional warning in eortaiu caaes to 
the engine-drivers, imd for xupplying them with more 
break-power under their own immediate control. The 
present colliraon is c^artoiuly an illustration in support 
of their views, under the circumstances, especially of 
a fog, of a distAot-signol badly lighted and badly seen 
in that fog, and of the guard at the tail of the train 
not having heard al so vital a moment the engine- 
driver's whistle for tho breaks. 

It is to be remembered, abo, that the engino- 
drivor and Qremtiu of thu goods train which was 
Btaiiding in tront of the coal train, koowing the 
ouudition of lh(3 atmosphere and of the Gorman Lane 
distant-signal, and all the circumstances of tho cajw, 
actually expected the collision. They thought it 
might happen. They were " ready lo make a dart." 
They moved forward about 17 waggons lengths to 
avoid it. 

The signalman. Burrows, iu charge of the German 
lione cabin, had, as will have been observed, mado 
mistakeii so constantly in working th<r block-instru- 
mentis thai the signalman at Coppull was afraid to 
work with him, and had reported him two nights 
before the collision. He made mistakes eveti in 
regard to tho light-engine which was shunted at 
Coppull jusl before the ooltision, to allow the limited- 
mail train to pass it at that place. He mode wrong 
entries in the record-book with which it was thought 
right on tho previous day to entrust him and oliier 
tugnalmen, in regard to the tnuns immediately pre- 



ceding tho limited-mail train. It is true that ho 
denies the greater number of the allegationx againat 
him in these and other matters, but it is not 
possible to disbelieve the important dtatements of 
the Coppull signalman, E^lgerley, confirmed as they 
are by the report, quoted in the above summary of 
cvideiiee, which ho made in writing, and by tho 
expression contained in it of " blundering times," It 
was utifortuntUe thai this report, date<l on the 16th, niid 
forwarded by the Coppull station •muster on the !8tb, 
did not reach the officers who might have dealt with 
it till after the collision on the 20lh of February. A 
more active and intelligent signatmao, on finding thai 
tho coal train hail " broken the block," might have 
caused the limited-mail train to be warned nt Coppull 
instead of t^viiig line clear to that place, and would 
also have applied fog-signals on such a night, aud aDer 
being told that his distant-signal lamp was homing 
ba^. 

The statements of Burrows were at variance in 
almost every respect with those of nearly all the other 
servants of the Company who came in contact or were 
working with him ; and tliere was, as will have been 
seen, much conflict of evidence amongst some of the 
other witnesses. Burrows exhibited at once an 
anxious desire to do hie duty properly, and a mistrust 
of his own ejEciency, by going off in the direction 
opposite to his home, after his night'n duty, to cJiquiro 
of the signahaou at CoppuU whullier ho hod given 
snlisfaetion. It would be difBcull to imagiue a pmp 
le«s fit for the duties of a signalman ut a block-cabin. 
But II is, liaving reference lo his long service and 
previous good character, fair to him lo observe, that 
he had only recently been employed in working the 
block -telegraph system, and was oonmiencing tg do 
so al a comparatively late period of life. 

In order lo secure the greatest, or even a reasoDablo 
degree of safety, especially on a portion of line onrrj- 
ing so much trainc, traversed by trains running 
at the highest speed, and constructed with heavy 
gradients, it is not sufficient merely to eetabliaa 
the block -system, but it is necessary to do so imder 
good conditioDB and with duo precautions. The bloclc- 
cabins should either he in good positious, and Al 
sufficient distances from one another to afford ample 
warning to Ihe engine-drivers in proportion to uie 
break-power at their command, or the engine-driven 
should receive warning over an extra block-length. 
The signals should bo so arranged as to be efficient 
under all circumstances. Responsible and efficient 
signalmen should, above all, bo employed. Ample 
break-power should be placed iu the bauds of the 
engine-drivers. Trains ought not to be run at high 
speed in tliick fogs, and still leas so iu the case of 
fogs suddenly occurring, before the fogmen have boon 
called out. It is to tho absence of such precautions 
that the present serious collision must be attributed ; 
and it is by further endeavours lo adopt them (Jiat 
such coll i^ons may best be avoided In the future. 

I have, &G., 
The Srcrctary, H. W, Tvlke. 

(liaiUeity Departmcttt), 
Board of Trade. 

1 concur in the above rojiort. 

Wh. W. Ravkkbill. 



London akd Nobth- Western Railway. 

DiatTiet SuperiiUendenfs Office, Linte Street Station, 
Liverpool, January 20th, 1874. 

Notice to Station-masters, Signalmen, Engine-drivers, 
Guards, Breoksmen, and others. 

AusoLUTE Block Woukmo behveen Wigan (No. 3 
Box) and Euxton Junction. 
Commencing at (i.O a.m. on Monday, January 26Ui, 
tho lino beCwoen Wignn (No. 3 bo.<i:) aud Euxton 
junction will l)0 worked on iho absolulo block system, 
in accordancu with tiio General Monogur's circular. 



No. 978, dated January 24th, 1873, and the revised 
general regulations for train signalling by block 
telegraph, dated Juno 1873. 

The signal stations, with tho signals and their 
respective positions, are enumerated on the tly leaf. 

On the 23rd, 24th, and 25th instant, the necessary 
alterations and removal of signals will be carried out ; 
engine-drivers, guards, and fareakainan must be on 
the alert to attend to any signal that may be exhibited. 

Inspector Parker to appoint special signalmen, and 
moke what other amutgemunls may bo necOssAry for 
iho boftt working. 

Jahks Shaw, 
■I >• _ 1 •>'. ">^<u< ' SttperitUeiident. 
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InHtructiotis will be foand nt RuIcr 134 and 2%i> to ' 
atallon-muelcrs and plateUyors raspectivoly wjtli re- 
fcreouo [u platelayers being mul out on fog- uijriiul ling 
Anij, wliao the fog m so thick as to require It ; iiud 
thu sttmo regulations will upply in case of lieavy snow 
storms. 

Stulion<maEt«r8 must urningo with the trollic m- 
spectora to have the nuracs and addresses of tho phito- 
Uyers reeordeil at their sUtiona, and muHt come U> an 
understandtng witli the ganger of the district as to 
the positiuDs on the line which ftn) U> bo qccujiied by 
the wspective platelayers in case of fogs or wnow 
storms coming on by day or at night, and also uh to 
their relief at proper intervals slibuld tim fog or snow 
xtorm continue. 

If the fiiginea are out more than six hourH, arrange- 
ments must be made for furuishiug Uiem with the 
nesdiiil refreshments. 

The traflic iiispu-cUira in their I'eBpeotive districts, 
and the Mtation-mastera and foremen at statdoiis, goods 
yards, and marsh ailing Hidings, will be held re- 
spoiuible for making provision with the inspectors or 
gangers of the permanent way for summoning and 
placing fogmen at all the signal^ and points necessary 
lo be proteei«d by them. 

Should fDg»< or hdow storms come on in the day 
while the platelayers axe at work, or at any other time, 
it is ^leir duty at once to repair to die poaitiona 
allotted to them for fog-flignalling, without waiting for 
any communication from the station-mafiter, junction- 
man, or signalman. This will not relieve the station- 
master, junction-man, or slgmdman from the responsi- 
bility of sending for the platelayers, unless they have 
satisfied themselvee that they are out tog signalling. 

Each fogman must take witli him a hand lamp, a 
set of flags, and an adequate supply of detonators. 

The fog signalman iriien sent out must be placed 
outside the distant-signal, and sufficiently near to the 
post to see what signals are exhibited thereon. When 
the signal ia at danger, the fogman must first place 
two detonators on the rails opposite to where bo is 
standing, sufficiently tai apart to giro two distinct 
reports, nnd then, without loss of time, go further 
along the line (showing a red light with his hand 
lamp) to such a distance na to eneure any approaching 
train being stopped in time. On arriTiug at this 
dtshtnce be must put down two, or, if thought 
necessary, three additional detonators, sufGcicntty 
apart ia explode seperutely (*ec sketch below). He 
may then i-etoru to the distant-signal post lo ascertain 
when the signal is changed to show " all right ; " and so 
soon OS this is the case, be must remove the detonators 
furthest from the post, and then those close to the 
post itself. 

If the distance between the distant-signal post and 
the point at which tite fuithesC detonators are put 
down exceed.4 300 yards, the fogman must, on his 
way, put down an intermediate detonator loO or 
200 yards outside the distant-signal. 

When the distant-signal is again turned on to 
" danger," he must go back again and act in accor- 
dance with the foregoing instructions. 

Should any train arriving at a station come to a 
stAud between the distant and main signals, the fog 
man, in addition to placing two detonators on the lino 
opposite the signal post, must proceed still further 
Iwck, and place additional detonators on the line, as 
instructeil in Rule 42, in order that protection may 
be afforded so long as the train remains within cover 
of the distant-signal. Tbeao detonators must under no 
tiircumstunces be rcmovinl until the fogman has 
stttistiod himself^ by roiuruing to the distant-signal, 



thut ibd lino U af^n clear. ThU op^'rntiim muet be 
tepoated a§ onaii as necessary duritig the Urae he is 
on duty, 

{Sielch referred to aliorr). 



At inKrnicdiftle telegraph posts, the mwi in charge 
of the sigDul-box mu>>t, when tiie dimger signtil is ex- 
hibited ftt his hoK, pluce two detonators on the rails 
sufficiently apart to give two distinct separate rcporbs 
except in cases where platebtyera arc appointed to 
repent the distant nignnis worked from the signal-bm. 
When these men ore on duty, the placing of detonators 
on the lino will devolve upon them. 

On a fog or snow storm coming on suddenly, and the 
fogmen not having taken up their positions, engine- 
men are instructed to atop at the main signal-cabin 
and ascertoin wliether the aection in advance is clear. 

In foggy weather, when the arms of the semaphore 
signals cannot bo seen plainly, lite signal lamps must 
be kept burning by day as well ns by night. 

During foggy weather or snow ittorms, when n train 
or engine has stopped ot a slution.oris ahnnting into 
a aiding under the protection of the main and distant 
ffignal, the signal " line clear " must not be sent to the 
block station in the rear nutil the train or engine lias 
firoceeded on its journey, or has shunted into a aiding 
clear of the main line. 

DltTONATINQ Si UNA LP. 

It will bo understood that detonating aignols are to 
be used on all occfmlons when it is necessorf to stop 
approaching trains, whether by day or night, alike in 
clear ns in foggy weather. 

' These signals are to be pbkced on the rail (label 
Upwards), by bending the lead clip round the upper 
(wige of the roil, to prevent their falling oH*. When 
thu engine possos over them, the signals explode with 
ft loud report. Sn aoon ns tho engine passes over 
one of these aignnJs t.liu driver is to treat it oh a 
"caution" sigiml, shut off stoom, und proceed cau- 
tiously until be ascertains the cimsc of obsti-uction, or 
leceivea on "all right" signal to proceed. Two or 
Uioresignala indicate " danger; " and Hhould the engine 
pass over two signals in sueci^nsioTi the driver is 
immediately to stop the train, and af^erwai-ds proceed 
slowly to tho cause of obstruction, or act in accordiuioe 
with the instructions that may be giveu by lUo person 
who has placed the detonators on the line. 

I'nckcts of these signals must bo kept at the stations 
or junction boxes in conDoction with which fog signal- 
men are cmptuyed, so as to enable them to obtain a 
further supply, should their stock become exhnuatod. 



Care must bo taken to keep tliem in a dry place, and 
not to allow the stock to get old. 



Full instructions for the guidance of cngriio-driveni 
guards, breaksmen, station-mrwterrt, plntebtycrs, and 
others, will be found in the Rule Itook, commondn^g 
at page 13 ; alao page 80, Rule 210. 

During froata or sudden changes of lemperatare, 
men in charge of points and aigtuds will bo held ro- 
Bponsiblo for having them exaniiiiL>d by the plotckynrs 
or ganger to see that they work correctly, and that th« 
expansion or contraction of tho rods and wires baa 
been properly wljustcd by means of the regulator ( 
and in addition to this, it will be the duly of lliu 
signalmen, when going off and coming on duty, to 
ascertain that the pointi', signal-lamps, and nnna ura 
working eorrectly in accordance with the moveroonts 
of the lovers- 
Care must be taken after henvy falls of anow to 
examine the working of the i^xposod poittona of the 
apparatus in connection with tho signal-posts, in order 
to see that no obstruution has lK«n caused hj tho 
accumulation of snow, so as to prevent llio proper 
action of tho arms and tamps. 

During snow stonns the phttelnycr who is employed 
to repent tho disl ant-signal must look to this, bnt if 
no fogmnn is eniployeil, the ganger on duty muat do 
so while the snow, or its elFoct, continues. 

Jly order. 
General Manager'i Office, W. Cawkwell, 

u»ton Station, General Manager, 

February 1874. 



CiitOiTLAR to Station-masters, Signaltnon, Passenger 
Guards, Breaksmen, Eugine-dr Ivors, Firomao, 
and others concerned. 

Upon those portions of tho line where the absolute 
block system is in operation, the ton minutes Inl«q'val, 
fixed in Ride 127 of the book of iitli'S and regulations, 
is to ho roditccd to five minutos. 

When a tmin is stopped at a blork telegraph signal 
box waiting "line clear," there wiU bene neccBsity 
for guards 1^ go back witli signals to protect it, but 
under any other circumstances in case of a stuppaga 
on the line, when a train or engine is travelling 
between two telegraph aeeliona, it will be nocewary 
for the guard, broaksman, or lliemnu (as the cose may 
he) to go bock and protect tho train or engine, in tlio 
same way as required by tho rules fei* protocllon iti 
case of failure on portions of tho Uiio not worked 
under tho absolute block system. 

W. Cawkwell, 
Jituttm Siruion, General Manager. 

A]'Tit 2S(A, 1873. 
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THE REPORT OF THE CODRT OF INQUIRY, 

UELB IN PURSUANCE OF AN ORDER OF TUE BOARD OF TRADE, DATED THE 
12th SEPTEMBER 1874, INTO TfIB CIRCUMSTANCES ATTENDING THE 



Collision on the Great Eastern Railway which occurred near 
Norwich on the 10th September 1874. 



Board of Trade, 
(Ilaibeai/ Department), 
Sib, I, IVhitehall, SQth Septemlier 1874. 

Ik complkuce with your nppointinetit of the 
12l.h of ibis month, I hnrc the honour to re)>ort to 
tho Board of Trude the letjiilt of the public inquiry 
into tlio collision Trhich occurred on the night of th<? 
lOth of September, nbout \\ miles from the Norwich 
(Thorpe) statioD ou tho Great Eastern Railway. 

Un this occasion lUe express train, due to leave 
LoQiloD ot G p.m., and Norwich at 9.10 p.m., camo into 
cullisiuu with the np mail train, 8.20 p.m. from 
Lowestoft, and 8.40 p.m. from Yarmouth, which was 
runuLDg in an opposite direction on the same line of 
mils ac about lialf-past 9 p.m. I regret to say 
1!)* passengers, of whom one wa^ a servant of the 
Company, and 4 other sen-ants of the Company, were 
killed on the spot or have since died from their in- 
jaricH, besides 73 passengers and 2 servants of tho 
ComfMiuy who were more or less seriously injured. 

The Court Hat in the Guildhall at Norwich, which 
irns^kindly placml at our disposal by the Mayor of that 
city, who further afforded us every assistance during 
our investigation. 

Afttr au inspection of the scene of tho accident, 
proceedings ■ were commenced ou Monday the 2l8l of 
S«ptt;raber, and were continued on the following day. 
A^r aa at^journmeut, they were resumed on Mon- 
day the 28tli, and were concluded on Tuesday the 
29th instant Altogether, 33 witnesses were examined, 
aiid their sworn depositiAis accompany this report, 

The Coroners for the county 'of Norfolk and for the 
county of the city of Norwich, who were holding 
independent inquests on the bodies of persons killed 
in the colli8ion, attended our inquiry and rendered 
US valuable assistance which we desire thus to 
acknowledge. 

Description. 

The Great Eastern Railway Las a double line of rails 
from the Thorpe station at Norwich, for rather more 
than a quarter of a mile, to the Norwich (Thorpe) 
junction, whence it diverges to Brundall and Iteedham 
fijr Yarmouth and Lowestoft on the east, and to Ely 
on the west. From that junction to Brundall, about 
sj miles, the line is single ; bnt a portion of it, about 
I| miles long, to the East Norfolk junction, is in 
course of being doubled, and will shortly be 0|>eiied 
VA a double line for traffic; and powers have been 
ubijuned for doubling tlic remainder of the line to 
Brundall. From the latter place to Recdham, six 
miles and a half, the line is double; and thence to 
Yarmouth and Lowestoft there are single lines. 
According to the evidence of Mr. Laugley, the engi- 
neer of the Company, the site of the collision (shown in 
diagram No. 1 ), was about 1 26 chains from the Norwich 
(Thorpe) station, and IJ chains on tho east of the 
river Y'are ; and the Norwich train would have run 
for 13 chwns np a gradient of 1 in 2,443, then for 10 
cliains op 1 in 357, and then for about 2^ chains 
down a grailient of 1 iu 228 ; whilst the train fi-om 
Brundall would have been ascending a long gradient 
of 1 iu 228 up to the point of coUisiou. 

Al the Norwich (Thorpe) station there is an 
lircade, under which are two platforms (shown in 
■ AJicrwardsuiclcHwilbjrtwaallieraeiUM. 
3349S. di. ^ 



diagram No, 2), with three lines of rails between them. 
The l}Ooking and telegraph -olficen (diagram No. 3) 
are on tho departure- platform. The t«legi'aph-office 
has a small window, with an aperture below it, 
9 J inches wide by 1 2^ inches deep, closed by a wooden 
shutter, and refen-ed to in the evidence as xhe itAif 
graph-wicket ; and a desk under it on which messages 
may lie written, A special book is kept in this office 
in which single-line messnges should all he entered. 
The distance from the telegraph -window to the edge 
ot the plati'orm is about 23 fecti This window is alsa 
about eight yards from the open end of the arcade, 
and 70 yards from the closed end of it. it is, there- 
fore, conveniently situated to enable anyone in charge 
of the station m communicate with the telegraph-clerk. 
There is no entrance from the platform to the lele- 
graph-offlce, and the only means of communication 
between the platform and the telegraph-offict> is 
through the aperture or wicket l»elow the window 
above referred to. At the back of the telegi'^)h-ofIicc. 
and on the road of approach to the station, thero is a 
door, and near this door is a desk for the use of persons 
sending ordinary messages. There is a glass screen 
between this desk and the interior of tlie office, but 
the public are in the habit of also writing messages on 
the desk below the aperture on the }ilatform. inside 
the telegraph offlee there are eight speaking instru- 
ments, of which the third from the approach road and 
the sixth from the platform is used for mcss^cs 
between Norwich imd Brundall, though this instru- 
ment appears to be used also for other purposes 
when required. This description of the tdegraplf 
office and ita liltings will be better understood by a 
reference to diagram No. 3. The departure-platform 
is continued beyotid the arcade, and the tickot- 
platlbrm about half-way between tho middle of the 
station and ihu Norwich (Thorpe) junction, as will 
be seen in diagram No. 2 ; but there is acurve in ihs 
linu to the left iu looking from the departurp-platl'orm, 
and llie ticket- plat lonii cannot he seen from tho 
departure-platform by a person standing opposite the 
telegraph wiudow. The end of it becomes visible, 
however, ou stepping olT the platform across tho de- 
parture-line, to the further etilc of that line of rails. 
The Evidence. 

In giving ft summary of the evidence it will ho 
desirable to commence with that which treats of ihii 
system ' of working the traHic over this portion of tho 
line, and theu to proceetl with that relating to the 
fuels of the case. 

Mr. James Robertson, superintendent of the whole 
of the Great Eastern liailway for the last 18 yearn, 
in describing the arrangements for working the traffic 
over this portion of their system, said, ail ordinary 
trains were passed over the single Ibo in accordance 
with the working time-tables for goods and pat^wnger 
trains. If any irregularity occurred the trains were 
directjJ by telegraph. The regulations on pp. 46, 47 
of the Comimny'fi working time-tables (now put in), 
comprised all that was required, and was enforced, 
in the working of the single line between Norwich 
and BruudalL These reguladona had bee-n in force 
for 2U years, so far as they were contained iu the 
Company 3 rule-look. Engine-drivers of all trains 
had to l^furuislied by writleit authority before passing 



awr (hi" "IiihI" IIih', nml willioiit wrilttm ordcw i>o 
0FiBln<"i!ri*iir I'oiitil iln m>. II" nr.Mliiwil tlw uriii-r, 
ilttliit ynili Auaiiit 1*)T1I ( Appimlx A.), niuler whioU 
lliln wtw Uon", nnit ftl«t n M^y of tin* f^nn of lickrt 
111 bo uivi'ii III nHuh <'ni(liiii.ili'lvi<i' [HiwIiiK uvi-r tin- ninjtli- 
IIiii'(AiHi"Hi11kIi.), Tlixir.< w.'iiUiniiiilniiilioiuilwT'"''' 
whnt 1in<l l>.>»ii tliii. |.i.«lii<'''rl l'<ii' tli.i wnrkinK of the 

Nihfl.. liu.t liotw Noiwl'-li '•N.l llrmxIiJI. 'Hi" only 

nlU'raiiim UiirliiK U(l_v.>i.r« \ml l«vii ll.r mlililioii (.film 
murMiig iiriliT. 'I'll!' Imiik |)r.Mliin-i| I'ljiiUiuinjt itutriai of 
Uili>gi-n|ili iiu'wuiK"" wiw iiKi'it ^|ii<['liilly lirr lIiIk iinrtlcuW 
ji,irti«ii <il'oii>|rl<' li<iu .iiul lor llinl |>i.i|m,h.- mily. llie 
iimrlici' wnn l-> "lnii llir .■iiNii''* Im.Iimv rli.- rawwc.w 
w<r« w'lir, Hiiil Uww vi,w mi urdir l>y tli<r ulii<-f of 
till' liili'Krniili-iliimrtmi'Ht on chut biiIjJccI. Bi'itlirn 
ihuulU uUo 1h' Nl^iiitil UWoro ni'tiori wn« lakfn oii luiy 
iniiHiMflii. Thlfl httil lii«tu Uiii |)mcli(.-i', bul lh«ro wttrr 
DO [irliiU'il iir writluii iunli-uolioiiH Wit tu The objiti 
(if lliufci mijukiiiJiiN wiifl to iinalil" tho^c in cUvgo of 
thu ntnllnnit to ultur tbu crixwiiiK-iiluciw ho sh to 
futiilliHi'i Iho niiinlni; of th^ iiaitiH. 

l[i> itul in n cony of a liil^T, ilnUKl 2Ut Novi-mlwr 
ltl?2 (A)>p<'nilix It.)) >o tht> ilixtrirt i!iiiMTinti>ii<k9]l, 
Nurwii^h, withn<tiireDci^ totJif'HtArtingof'tLo SAO p.m. 
mull tiiLiii Cr'oni Yurmoulli to Ijonilon. 

Ill alluring Ihf c rowing of trains a mcmwKC oboolil 
Imi unt from Noi-wicli lo Jiriiniltdl, »i|niwl by ili« 
itiHi>u/rtor OH iliity Ircfoi'i- it wiw cont. Tlit- InKpixitor 
vttiM the ntHjiniiKiblo nuui. IIo luigfat employ th<- <:\erii 
lu writu it, but it wiu tlio iiiH[Kictor'n vusmrngv, nml liu- 
ti'l('graph-i-]"i'l( WW) reHponeible if ho Bont it witliniit 
silfiMtuiv. If (ho iiiHpoctor could not p.t.-l on imtn<>- 
iiiOv rqily. it would Htill be hi»^ duty, o too if be It-ft the 
telegraph- window, to return, ami n-ct-ivo that reply, nml 
BlKn it. Thu mesfwgo would ho coinji|i:l<.> at Ilrundnll on 
b«uig rocciivud there with the signature of the Nor- 
wich inMpoutor, and tlio train might bo ilnipiLtclinl 
from UrundtJI accordingly. They truBtf<i to the 
inNpoctui' tlut liu hud Bont the nuw«agi> to Brundoll, 
aud would not send any other Irain to Urun<lall. In 
the irvout of a change of duty, they trusted to rom- 
luuuicntion belwoeu the miin to pmvont one innti from 
ordering a Imin n-om one direction and uiothcrmnn 
from Minrting a train in tlie oppo(iitr> direction. lie 
had never conniderod it nacowtary to mnku any rxtm 
sbJ't.'guiird tu meot thin coutingcriicy. Tho Kmoniil of 
traiSc and liie numlior of apeciat trains rimning 
liod prevented the ailoption of the train -ot elf tyxU-ni. 
TUen> were n great numbei' of Hpwinl fltilftniiiiH. 
With the experience of thin ocddcnt lie alioulil not be 
iliapoBOil to adopt tlie train-slalf eyetem bet wool 
Uruiidall and Norwich bocauto the troflic could not 
be oarried on without great irregularity. If the train- 
etAlT HyHtem won ponHiblo it would giro odilitionai 
aafety, and he would adopt it to-morrow if ho tbnnght 
ibe traflio could be carried on. IW would riM^otnmend 
tliat tho tralu-i)tafl'Hy>!iem should hv ailoptid lietnTcn 
the Iia«t Norfolk junction and Uruiiiliill wheti the 
double lino had liccu completed from Norwich to the 
EaHt Norfolk jun'tiou. He had \uul that iu vi<^w for 
Mome time, and nhoiiJd further rocommend bin directorn 
to adopt the «amu iiyiilcm between Itordhnin and 
Yarmouth and Ituedham and Lowestoft. Where the 
traiu-itafl' Mynlcin could not be adopted he know of no 
otiier Haleguard that ho could rocoinmenii. Jt would 
bt- ewiit^r to work l>ctwt"cn the Kast Norfolk jnnotion 
and Bruudiill ou the train-staff cyxtcm than l>otwo>'n 
Norwich and Itrunilall, imone lungth wiwfour and tlie 
bthur Hii luiloa, and it wauld be cosier to wend from 
either end in the event of a break-down and more oany 
to pnH« the tiuiuK ou account oi' the shorU<r dis- 
tance. 

jt/r. T/iomnd Slevciuou, dtstriot aupi-rin ton dent for 
tba Great Eautcm Uailwny Company, naid that his 
tUatrlot extended for 220 milox, from Norwich to ICIy, 
from Ely to Wclla, from Vfi.dhi to llBncham, from 
Oereliain to Ilonstanion junction near Lynn, from 
Norwich to Yaiuionth, from Ueedhnnt to Lowi^stoft) 

u Iniiu Yarmouth to Itecclos on tho Hast .Suffolk 
I, from Norwich to TivelMholl, and from Tiveta- 



liall to I)«ccle3. TfiJi included the pctHion of 1 
upon which the latf acrideal occorred. Iln had b| 
in the •orifice of the Company for 27 year* from I 
May. Till 1852 ho waa principally in the goods i^ 
[lanment nt Thorfm station. Norwich. In Noventbi 
of that year he wa« appointed station>nujaer thM«.^ 
At that time the xingle line between Nurwieli and 
llrundall wsR worknlondcr hiRimmediat/'Huperviitioa, 
and mitil be wne jppoiuied district fcuperi-ntendeot in 
March 1 854, It was worked then a« uow. U« fouDd 
It to and continued it. When truns were working In 
their ordinary course, that was to say, iu accordanco 
with the working tinic-l«ble», no telegraphic meaaage 
was sent, no other than verbal orders were given to 
tlie onginc-di'ivers, and, in fact, they iniHted lo the 
t.imp-tabia for soicty. In the event of uny Irregn- 
tority ho beliored a measage wna sent, fur instance, 
from Norwich to Itrundall, asking for a certain train to 
be teat <m in the came form as ytaa now employed. He 
gave the inesaagiis himself and not through au inspec- 
tor, and they were forwarded by a lek*graph-clu * 
lie KlHTtrd the ti'ains, or, in his ab<teitce at meal 
the iBJ(|>cctor on duty. No irregularity, with c 
ccption, ever occurred np to Uie preseuttirae in n 
ing ilie 'ingle line. It occurred on u Sntui-day, .wl 
thny were blocked witli traffic from Y 
nboiit 17 years ago. He had ordered i 
to Iw got ready to Yonnuuth, and a shuntur who 1 
no authority to start the train, gave an order fdM 
to ^larl without |>ermiwiuii of Uie innpec-tor on 
and, being a cpccuil train, it should not have m 
without a t«legrs]>lHc order. No cuUiaion ooci 
for it was in the middle of the day, and die w _ 
drivers of the two trains saw each other and pa] 
up, not for from tite rite of the recent ooltidon. 
was not aware of any other Invgiiloiity in tlie attj 
ing of a train from either end, nor of any mea 
being sent irregularly by ulegTaph-vlerkx, or dcli 
in without siguatuies of iuapectJirx. He had thed 
]>cirfeot conhdence in the working of the ; 
■yHtcin, and his confidence waa only shaken noi 
Ibi" nrcident. He believed the in«pc<-t«rdid notci 
out bis doty. He ought in the lirxl placo t 
signed the mesMige c^ing the mail on ft-om Bfll 
dall, if ho intended it to go. He did 
iiifpector would (b'ciate a uesMige ttitcnding it tiai 
lie tent until it received bin )>i>,'nainre, ucmf 
jKissibly, being in a hurry, m-der the mtvtagu I 
Mont, (iromising to return and sign it. He might «q 
the clerk lo send the unsigned messa^ce if bo i 
calh^d away in a hurry. ThtH was his opinion. He M 
not aware of ineaaagcs lioing eo hooI, nor hat! he airf 
rconon to believe it hod bceu done. From the very 
hirge and uncertain traffic jiawiiig over that ]>urtion m 
lini>, and coming from Varmoutli and Lowestoft, he 
felt it would be impossible lo work that portion of 
line satisfactorily bytho train-stolf njHtem. lie kww 
of no other nd<Iitional safognard lo the- pruwnt syatcm 
that could Uo used lo advautoge. Tlio mon; heavy 
and vnrialilo ibe traffic, the iiiorc neoossiirj- it waa to 
provide od far u possible perfict nafegnank, and if 
such could not be applied, then the only other altema- 
live was to double the line. 

In thin ciise, it l>eing a frequent mcsangc to Brun- 
dall, ho bad no doubt an inspoetor would intend it to 
lie Bi'Ot though be did not elgn it, but be would r 
not exprcM an opinion ue to whether, in the even 
tnesBOgc being dictated or handed in without b 
signed, nil inspector or telegraph-clerk should be 1 
rcRjwnsible in regard to it. Tho traffic bet(S 
Lowestoft, Yarmouth, and Norwich waa i 
and wa« proltably oui^-third mora than it 1 
yearn ngo. The pauueugerii pasuing over that I 
must bo counted by tliouBauils. TIio traffic 
VGiy heavy. Uc wai aware tlut Btilo 142 (Ap| 
dix C.) hod not been obsorvoil ns regardi. 
second pai't of it, owing lo thu inconvanionofl 
giving the order to tho guard of a long I 
l*bu order, which wa« a printwi form (Appi 
D.J, waa now given lo thu engine-driver; and i_ 
was only a verbal coDunuoication lo the gm 



Tbe doubling to the East Norfolk junction was on 
MDOount of the traffic of the East Norfolk line being 
added to that of the existing Noi*wich and Bnin- 
dall line. A portion of the line between Rcedham 
ftnd Lowestoft was worked on the train-staff system, 
because direct trains ran so frequently between Keedham 
ud Lowestoft and Yarmouth and Lowestoft. It was 
not worked on that system until the direct line between 
Tarmouth and Lowestoft was opened, and increased 
traffic thrown upon the section. It had been the 
custom for the last six or eight years to call on the 
mail from Brundall when the express was about 25 
minutes late. It was only telegraphed from Brandon 
to Norwich when 16 minutes late. It might, of 
course, be always telegraphed in order that informa- 
tion might be aftbrded as to what time it was keeping. 
There is no such book in existence as that referred 
to in Rule 98 (Appendix E.) Since the taking off 
of the express train between Ely and Norwich the 
slow train had come in more irregularly. 

The arrangements for working the telegraphs were 
described by Mr. Henry Vinci/ Draper, superinten- 
dent of telegraphs for the district including Norwich, 
Peterboro', Cambridge, Lynn, Ii)swich, and other 
places. He said he had been at Norwich in that 
capacity since oth Noveml>er 1870, and had been 
altogether 28 years in the telegraph service ; he was 
principally engaged on the line, but spent much of his 
time in the telegraph- office at the Thorpe station. 

In altering the crossing of trains on this single line, 
the inspector came to the telegraph-window on the plat- 
form, which was conveniently situated for the j)ur- 
pose, and got the single-line book. He sometimes wrote 
in it the message to be sent himself, and sometimes 
he asked the derk to do it for him. They sanctioned 
the clerk doing it for him, because the inspector was 
not always able to do it for himself. The message 
must then be signed by the inspector, but there were 
no written or printed instructions on the subject. 
His superior told him (the witness) to satisfy himself 
that any clerk employed for single-line messages 
must imderstand his duties before being allowed 
to tituismit single-line messages. Those were his 
instructions when ho first joined the department in 
1870, and he had been told so many times since. 
When a clerk was appointed he considcjred whether 
he was capable of doing single-line duty. The clerks 
came as " good telegraphists," and worked for two weeks 
OP more under the eye of the clerk in charge of the 
telegraph -office before they were entrusted with the sole 
responsibility of single line messages. It would be the 
duty of the telegraph-clerk to see the message duly signed 
by the inspector before accepting it for transmission. 
He had never in his life seen a single-line message 
sent before it was signed. If he saw such a message 
had been sent before having the sender's signature, he 
should very sevcTcly reprimand the clerk. When the 
message was signed it might be forwarded at once. 
The reply was i-eceived generally in from one to two 
minutes. As it was received it was >vritten in the 
book, and put through the aperture below the window, 
and left tliere for the signature of the insijctitor to 
the reply-message. The inspector genendly left the 
window for one, two, or three minutes, and <!ame 
back to sign this. He had never kuo^vn au inspector 
letany considerable period of time claps*' before doing so. 
He must come to receive his reply-mt'ssage before he 
could act upon it. There was a bell which could be rung 
from the telegraph-office. It was fixed outside under 
the arcade and above the platform, near the window of 
the office. It was specially used to call the inspectors ; 
when the station-master at Brundall wanted to cross 
a ti*ain out of the ordinary way, then the inspector 
came to see what was wanted. If the inspector did 
not come immediately the bell should be rung. In 
the event of a message from Norwich to Bnmdall 
haying been sent, and the book with the reply liaving 
been placed in the wicket door, or left inside for the 
inspector's signature, the bell would not be rung for 
him, but the book would remain until he came back, 
eveh if he stayed away an hour. He considered that 



the telegraph-clerk had done his duty when he had 
placed the book, with the reply in it, within reach of 
the inspector at or inside the telegraph -window, and 
that it was not his duty to ring the bell to call the 
attention of the inspector to it. The clerk took his 
orders from the inspector on duty. It was the former's 
duty to send the message and receive the reply, but 
not to call the inspector afterwards. He believed 
this accident would have occurred even if the bell had 
been rung immediately for the inspector. If he had 
been in the office at the time he should have probably 
rung the bell for the inspector, though it would not be 
his duty. He was in the telegraph office about two 
hours after the accident occurred. Hubbard, the clerk 
in charge, was there, and Robson, but the latter was 
the only person who ought to have been there at 9.35, 
and no one else had any right there unless he came on 
business. He looked at the single-line book and found 
the following message in the book, now produced un- 
signed, *' Send up mail train on to Norwich before the 
" 9.10 p.m. down passenger train leaves Norwich. 
** Time rect;ived 9.24 }).m. Time sent 9.25 p.m." 

He found also the following reply entered m the 
opposite page : ^* I will send the up mail train on to 
" Norwich before the 9.10 p.m. down passenger train 
" leaves Norwich. Signed, W. Platford. l"^me re- 
" ceived 9.25 p.m." 

He said to Robson, " Robson, why have you not 
" carried out your instructions in getting the mes- 
" sage signed before sending it? You know the 
" importance of the matter as well as I do ? " — He 
replied, " I am aware of it. Cooper, the night inspec- 
" tor, came to the wicket, dictated this message to me. 
" I wrote it down. Cooper left the wicket, saying he 
" would come and sign instantly." The witness re- 
joined, '* Why did you not get it signed then ? You 
" see the serious consequences of the affair, and the 
'' trouble it is likely to bring you in." He replied 
again, " I see my error, 1 did it to oblige Cooper ; I 
** never did such a thing before in my life." 

Robson having sent an unsigned message might 
have rung for Cooper, but he could not say that he 
ought to have done so, even though he hoil sent an 
unsigned nn'ssiige, as he considonnl it to bo the in- 
spector's duty to return to the wicket to sign the 



message. 



If an inspector told a telegraph -clerk to write a 
message he should consider he intended it to go 
though he did not sign it. He did not know of such 
a case having occurred before. H(» had never known 
an unsigned single-line message being given in before. 

There were eight instruments in the Norwich 
(Thori)e) t(4egraph offic(% and the Yarmouth instru- 
ment (the third from the approach end), used for 
single-line messages, and also for other purposes, 
was an ordinary, double-newUe speaking-instru- 
ment. A glass partition separated the lobby 
used by the public for sending messages from the 
oflice contiiinijig the instruments. There were no 
telegraphic means of stopping the trains when once 
the mistake had been made. 

He had often called Robson's attention to the im- 
porlance of getting messages signed, though he never 
kncjw him to omit this duty. Robson was once fined, 
about twelve months ago, for having a stranger in the 
office. Otherwise he had been most commendable in 
the discharge of his duties. He had been 14 or 15 
months in the department at the Norwich (Thorpe) 
station. He (the witness) had watched him and could 
give him the best of characters. Robson was still 
doing duty in the office, but was not allowed to touch 
the single-line instruments. 

Herbert Samuel Taylor^ a telegraph- clerk in the 
employ of the Great Eastern Railway Company at 
Thorpe station for 16 months, said he took alter- 
nate duty with Robson. He was on duty alone in the 
night but not by day. He had sent single-line mes- 
sages for the last 16 months. In sending single-line 
messages in the day the inspector himself most fre- 
quently wrote the message in the book, and at night 
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irrtld for lilm. WIimi Uki 
e h(i xigTiiHl lit kwk. WliMi rill- clnrk 
wrote tor iilm lie vrnn Nniiiol liiidN I'lillwl nwuy, UtiJ ibtin 
iki meaa^e wniUot itnlil tl»< lii«|»<(<l>rr VKtiiriiwI. H>> 
bikl Wkikx] u Biunytw ilvKiiiliiiilcii I'nr iiti lnfi)M-i!tor to 
rMnrn ftud ftigii n ni<'MiL|ji} iiOrr lie )i»d dictated It. 
If tbp iRspeotor dill nut. rctitrti llin ini<>i>in£(i HlionUI 
be whf^rc ii was. Hit wmild not cnll tho uiB|K«t4ir or 
ring the bell. IIo i!uurirn)(>il ttin Inat witiiOMS tut to itM 
base t^Bir duty nut tj> m-nd n NinKl^-liiic inefua^i 
■wnjr witbotit iui btiinji; hikik"! I'/ thn iiiMjiL'otor on 
ilatjr, aod said ho would not do m>. IIo hod been 
ftvquently caatioiiod by hi* nuiKirinWndonl not to nenil 
awBV such a moBMage. II« liul workdd llic Now* 
market iingio lin« ttt tlio Cnmbridtto nUition on thu 
iBine syAtem before i.'OUiin;i to Tinir|to, 

.Vr. Sproule, ritation-miwli'r iit Norwich (Thorpe) 
Blaticin for 16 yimrM, iwid tlin tiumber of Iralna 
nmniag dnily ii|i iioil down hotwcun Norwich and 
Itrnndnli Hvoragod 15, tn- holiirvcd. There were ten 
np irain* on MondnyH uiid KnimAayn nnd nine up 
trains on ordinary duyM. Thoro wcro 1 1 down ou 
MoniUys and 12 down on Suturdayn, and 10 on ordi- 
nary days. Thorii werw Hjii^cinls ncJirly everyday, and 
flsli trains in iho fl>ih M-UMtn. At prcHcnt ibono 
avcmgail atioiit. one up uiul one down daily, hut in tho 
fishing iCBson they averaged more than thnw trains 
each way daily. The ttnhio); iH!iii«>n cmbrtuKid Octo- 
l«!r, Niivcmlicr, and December. The expruiw imin, 
whiin more than 15 minuteH late, wan alwayn telo- 
(Craplidl from I)ran<lon. \ml no telcgmin w(w rec.eiviil 
lor the oxpiefls train, 5.0 p.m. from London, on the 
evening of the 10th Sopteiubor. Ho (wiLnens) never 
iut^irfiTod with tlie working of the Hiuglt) line tut n- 
finnlod the nltorntion of the croaidng-places for I 



Tlmt woa at Norwich tho specinl duly of the tn- 
Mpt'clors^l'arkpr by day and Cooler by night. IJ 



^t!ro thiTo timy aometimes consulted hint 
subjuut, but not on u matter of duty. He simply rbvo 
tho general instructions, Imving the inspectors to 
enrry them out. When im inspector wished to 
change thu crow in g-p lace ho should go to tho tele- 
graph-wicket and nHK for the singk>-line book, and 
onti-r in it the nimal moauigo Bent on such occasions. 
Thi-y did not nlwnyH write the mcmtngc thi'msctvoB, 
owiii^ HOJuetimcH to the wi'ather, but ^u(pleHl(^d thii 
ti-legrupb-cliirk to do so. He hjul not M«n tiiis liappcn 
HO furas he could ii>meniber, but [u- kni'w itwa« dono, 
having w-en the inewogeii writteji in a handwriting not 
the inNpector'a. Tlwiy were invariably signed by tlie 
inKpecturn and hnmluO to the tolograph-olerkH, and hi' 
could not conceive an mHpi'Clor omitting to do thi^. 
A mcBuage l«fing bigned wan wnl by tho di-rk, the 
iiiBpL-cior att n rule waiting to itign tho reply. Occu- 
Hluually, u he had seen happen many a lUnu, the 
iiispectjiir went away upon some duty and returned to 
sign the reply. He (the witness) only dealt with the 
telegraph -clerks through their superintendent. They 
were not under his charge. If he had known an 
nnsigned mewago had been sent ho Hhould have left 
the matter for inquiry. He had no hesitation in 
Haying that he should blame the inspector for giving 
in an unsigned message more than n telegraph -clerk 
for receiving it, especially coonidoring Iho dilfcrence 
of age and exporienco n« bntwpt^n Uolwon anil Cooper, 
It Heemnd to him utterly impoHHible that an jnipoctor 
should ask a l«legrnph-clcrk In write such n message 
not meaning it to go until it was Higniti, becauw the 
risk was so great, ojid hocnuse lie hml never known 
such a thing to have occurrtil previously. No tnurs 
of any description wore allowed to leave the station 
without written authority being given to the engine- 
driver. The inspector wrote it Kimaolf and handed it 
himself to the engines! river. Tlwy wnt the booked 
tminH forward without any telegraphic communication, 
and they might follow one another without notice of 
" line-cluar " from Urundall, or of their having been 
dvspntchod from Norwich. No special train could l<o 
elarted without a distinct order by telegraph. Thii 
bell outsido tho window of tho tolegmpn-office hud 
■Iwnya, as fur oti ho knew, been used ibr summouiuj; 



thy in»nrctor to receive a singlo-lino meswvgo from 
Jtmndall, and, he believed, oceawionally for the receipt 
of an urgent mesMige. On Ihe ret^ipl of nn nn- 
i*!gued moHHagotlie elcrV i-hould take no notice of it at 
all, or might ring the liell nt hi.i dihwrellon ati<l 
Enquire wluit was raonut. Wa Itfit coutue woalil 
be U> decline senillng a niesiuige nntll It was eifgned. 
If he received such a inessiign he should say, " Thcro 
" is tlie miwHage, I will send it when you have signed 
" it, but not till then." If the imipector wrote tfao 
message pmmisdng to come haek and sign it, tho clerk 
would not lie JuHtifled in sending it without his ttk' 
nature. During the )(> yeara he hod been at tnc 
Norwich station no ailerationa had been made tn thn 
syatem, except as i-t^rds the starting orders sinco 
1872. They previously workwl under the same syntMn 
without the starting orders, except when train* were 
out of their course, for which they were alwavs used, 
lie. always had confidence in the system. He (mow of 
no dilliculty in the relief of inspectors, and had ni-rn 
them consult each other night and moining, (Kulit 
OR (Appendix E.) of the CrcniTal Regulations {irn- 
vide« for inlcrehangu of duty.) Iii»pet;li>r Piirke-r 
had bi^:n on duty all day .^•pttrmher lOth, and. 
Inspector Cooper came on duty at (I o'oloi^k p.m. 
to rulicve him. It was uudemtuod that Parker 
should rcmiuu to luisitt until the (t.lO |(.m. Uain had 
left, tliough his duty had ceased. It hail oltraTS 
been the eualom for Parker to remain and sljirt tne 
down express, unless It was very lal«, hut with ibo 
consent of the night inspector. Parker made no com- 
munication to him before starting the train. Cooper 
had been an inspector on the lino at Thorpe etatioo 
alKiut 14 years, and had borne an excellent character. 
Ho never had a more careful man under his diroctiona. 
Cooper was away ill attout five weeks in May, June* 
and July IH63, and be received an iryury to IiM 
hand last year which caused his absence frutii the GUi 
U. the 20th of December. 

I'riN-ecliug to tho facts of the case, Mr. .Sproule said 
tliat on the night iniiuestion he was in his nflice, which 
wn!< next the telegTitj)h-olFice, when Cooper come in to 
get his nHual orders for tho night nt nlmiit t).16 p.in., 
and aalil Iti him, " What about having the malt up, sir '( " 
WltncHS looked at his Hutch whiih win right, — it wn* 
9.17 p.m., — and asked Cooper " What time ihi- nwil was 
■■ due at Bruniiall?" He r<-plicd, "9.2.'S p.tn." 
Witness said, " We will not have the nuiil up, ccrtaJnlj 
" not." Cooper then remarked, " You know, air, 
" there is no order allowing us to detain tlie U.lUpjn. 
down train as late as 8.35." He said, " All right, vm 
" will soon get her off." Cooper then left hinollicv. Ho 
could not have boon there more than two minute;!, A. 
few minutes afterwards, at 0.23,wituestihciu'd the down 
express run In under tho arcade. In I'Ight tninatca, 
at Ml, ho saw tho trnin etart agtun while atiuulfng at 
the door of his olliec. He weut in there again and < 
heard some fewminutosafkr asharp click of the wickut- 
opi-jiing nt tho telegraph- window. He wondered and 
hsti'noil, nnd bi^nrd Hometliing about mail. He rusbud 
out and said, " What about mail ?" C^wpcr was Uien 
standing ogaliiHt llie telegraph- window. He turned 
round, and Iiad tho appmrance of a man paralyst-d, 
and said "I havo onlerudit up," or "the mail up," ho 
WHH not mm- which. He (tlie witness) was so unstrung 
that he hardly know what look place. He felt fur 
Coopi-r HO much that he could hardly speak to blm, - 
but put till* ticket collector, Hayden, in charge, 
hu did not know at what lime. He susiiendcd Cooper 
Houa lime early in the morning, feeling he was wrong. 
Ho know that no other person eonid give the message 
for the train to come on. He liad made no inquiry. 

Mr. .Sproule, having hefn recalled towards the dose 
of ihe inquiry, was further exoiuine^l, and stiid that 
Cooper eumo into his office at 9.17 p.m. tJiat night. 
It would toko him two or three ininut4's to look through 
his orders. It was impossible that lie was ten miuatea 
In doing HO. He (wltmiis) was cngagi^d signing pay- 
sheets and letters during that time. Ho could not 
tell the exact time Cooper comu into his ofBco, for he 
did not look nt hta watch until he a»kud about the 



maiL Bnt it was quite true he came into his office 
and looked through the orders before he asked about 
the mail. He wan very busy and hurriedly engaged 
signing pay-sheets and letters in order to get them 
away by the mail. He did not think it possible that 
more than three or four minutes could have elapsed 
before Cooper asked him about the mail. He saw 
Ck)oper come into his office. There would be about 
haira dozen onlers, of about two or three lines 
each. Some of the orders would be mldressed 
to Cooper himself, which lie would read. He 
repeated that he told Cooper distinctly not to order 
the mail up. Cooper left the door of his office open, 
but he did not hear him say anything at the wicket. 
He could have heard anything spoken in an ordinaiy 
tone at the telegraph- wicket from his office, but that 
night was windy, and the wind might have prevented 
him from hearing. There was no one in his office 
between 9.6 and 9.20 except Cooper. He went on 
uninterruptedly signing when the latter came in. 

William Parker (day inspector at the Thoi-pe 
station for 20 years) said that he came on duty 
on the 10th September at 9 a.m. he ordinarily 
left duty at 9.10 p.m. He first saw Inspector Cooper 
that evening at 9.24, one minute after the down ox- 
press had run into the arcade. Witness liad been 
assisting in collecting the tickets of that train and 
came on with it to the arrival platform, and there 
found Cooper. Knowing the train was late, he asked 
Cooper whether he had ordered the up mail on to 
Norwich; this was at 9.24. He replied, **Certainly not. 
" Let us get the train away as soon as possible." 
Perhaps a quarter before nine, but he could not say for 
certain, he wrote the order for starting the train. He 
wrote it then so as to have it in readiness in case the 
train should be in time. This was his usual practice. 
He did what he could in assisting to get the train away, 
and then handed the starting order to the cngme- 
driver. He always did this himself ; he said to the 
engine-driver on that occasion you have got to go to 
Brundail before the up mail arrives. Nothing els • 
happened before he started the train. Cooper told 
him afterwards in conversation that he htul gone to 
the wicket, and ordered the up mail train on to Nor- 
wich, about the time when the down train reached the 
ticket-platform ; that he had remained near the wicket 
till he saw the down train run into th(j station ; and 
that he had then gone Ijack to the wicket and cancelled 
his previous message. 

John Haj/de/i^ ticket-coWcctOY at.Thorpe station, and 
20 years in the service of the Great Eastern Railway 
Company, said that he, on the 10th September, also 
went to the ticket-platform at 8.50 p.m. and collected 
the tickets of the express which arrived at the ticket- 
platform at 9.18, and he rode in with the train to the 
arrival-platform and assisted the passengers out of the 
train. He saw CoojJtT and Parker on the airival- 
platform assisting with the passengers and luggjige. 
He heard nothing pass between the inspectors. After- 
wards, when he was on the aiTival-platform, he heard 
Cooper, who was standing near the telegraph-office, 
call out " 1 did not." He went across to the depar- 
ture-platform, and saw him, mid said, '' What is tlio 
" matter ? " He replied, '* The mail is coming uj)." 
Witness said, " Good God I this will be a frightful 
*^ thing." After seeing Mr. Sproule, he cidled the 
men together and got them to light the lumps of tho 
express-train carriage^-*, and to go with Mr. Sproule to 
the scene of the accident, of which we had not 
heai'd, but which he expected to occur. Mr. Sproule 
when he left for thi; scene of accident told him to take 
chiu-ge of th(j station. WMien inspectors Parker or 
Cooper had been away he had very often taken their 
duty, and sent messages altering th(^ crossing-places 
of trains. The process he adopted was to write the 
message himself in a single-line book, lie did not 
remember to have ever asked a telegi-aph-cl<;rk to 
write it for him, or know tlv^t the inspectors ever did 
BO. Both this and the hwt witness said they jdways 
signed a message before sending it. It was against the 



rules to send one unsigned. He never sent a crossing 
• orden to an engine-driver, he always handed it to him 
himself. 

Edioard Trew^ inspector of police for three years in 
the employ of the Great Eastern Railway Company, 
said his duties were solely police duties, and lie 
knew nothing of the 'working of single lines. He 
was on duty at Thorpe station on the 10th Sep- 
tember, about 9.30, and was at the telegraph-oflice 
window, and saw Kobson inside the telegraph- 
office, standing against the wicket, so that the wit- 
ness could not see anyone else in the office. Rob- 
son asked him if he knew where the down express 
was. He replied, " She has just left." Rob- 
son then said, " What, l^ft the yard ?" and 6eemc<l 
about to make an exclamation. Cooper came up 
hurriedly and said, " You have'nt ordered the mail 
" up, have you ?" or " Don't order the mail up ;" he 
was not sure which, but was inclined to think it was 
the former. Robson said, " Why you told me to 
" order her up." Cooper replied, '* I distinctly told 
" you not to do so." Cooper then turned from the 
wicket to Inspector Parker, who was standing near, 
but whom witness had not seen before, and said, 
though he could not give his exact words, ** They 
have ordered the mail up." Witness stopped to 
hear no more. He knew what must occur, and hurried 
away to make arrangements for the relief of the 
sufferers of whom he expected to heai*. 

John ByCy a shunter at Thorpe station, in the ser- 
vice of the Great Eastern Railway Company, said 
that he was at the station on the night of the accident, 
and about three minutes after the express had started 
Inspector Parker called to him and told him that 
Cooper had ordered up the mail fi*om Brundail. 
Tliis was the first he heard of it. He had occa- 
sionally taken crossing-orders from Inspector Parker 
to the engine-drivers, but never from Inspector 
Cooper. 

William Turner^ a passenger porter, said he heard 
Cooper tell Parker the mail had left. Cooper spoko 
first. 

T/iomas Bratcne^ John Barker^ George DayncSy 
James Harty George Bails, SamuelPlatten, and Edward 
Chapmun, the other porters on duty at Norwich 
(Thorpe) station that night, added nothing important 
to the above evidence. 



We come now to the evidence as to what transpired 
in the telegraph-office at the Norwich (Thorpe) station, 
which is amongst the most important evidence in the 
case. 

John Keeble, for six years a clerk in the goods 

office, Thorpe station, in the service of the Great 

Eastern Railway Company, said that on the night of 

the accident he was in that telegraph-office. He 

went there about a (juarter ]uist nine, to spetik to 

Robson, but he had no business of the Company to 

transact. He stayed there until about 9.33 p.m. 

About 9.22 there were several knocks at tho 

wicket, which was fastened, and Robson went and 

oi)ened it. Witness looked out, and saw Cooper, who 

had some conversation Avitli Robson ; and he remem- 

bi'i-ed healing the words, '* Tell Brundail to send the 

" mail on to Norwich," mid he said something more to 

Robson which he thought he heard at the time but did 

not remember even the substance* of. Cooper then 

went away and Robson shut the wicket but did not 

fasten it. When he heard this conversation he was 

sitting on a chair on \\m right-hand side (looking 

towards the platform) of the wicket. Immediately 

Cooi)er left, Robson asked him to get up whilst he siit 

down and wrote out the message. He complied, and 

Robson sat do^vn and Avrote down the message directly. 

He asked witness the time as he could not see the clock, 

and he told him it was 9.23, but corrected at to 9.24. 
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Robson pul tliat down, and Bent his nicseag:e to Bmn- 
dall directly. He (Keeblc) saw him send it. He did not 
urKJcrstand the working of the instrument. The reply 
cAtmr; back immcMiiately, and Bolison wrote it in the 
l>ook at once. Nothing more occurred till a few 
minute? afterwards, when Tnsj)ector Trew came to the 
wicket anrl asked something about a message. Hr.' did 
not n-mfmber what. Robson went to the wicket to 
H'ply to Trew, and ai<ked him where the express was. 
His words were, he believed, " Trew, where is the 
" express?" Trew answered, ** It is gone." Robson 
then asked some other question which he did not re- 
inemlier. At that moment Cooper came up to the 
wicket apiin, and said something about the mail. He 
did not rememljer hi« words or the effect of them. He 
wa« on the jioint of k^aving when Cooper came up the 
second time. He loft the office and heard no more. 
He believed Robson was at the instrument when he 
hift the office. He did not hear him say anything. 
Tliree jKirsons only came into the office while he was 
th(Te. These were William Bauliam, and John Hol- 
royd, and some one he did not know ( Charles Donkin). 
H'i tliouglit Holroyd was a clerk somewhere, but 
had nt'ver seen hiiu Ix-fore that evening. Banham 
was fonnrrly engaged in the telegrapli-offic<-. Holroyd 
and Banham were speaking to Robson part of the 
time. Holroyd and the one he did not know came 
in logethor. Bjmham went away after Cooper came to 
thr wieki't. When he (Keeble) got round totlie platform 
Cooper and Rol^son were talking togctlirr. He did 
not i-r.'meml>er what was said ; or recollect whetlier 
Robi?on was alone or not when he went in to see him; 
nor was he sure whether Holroyd and the man he did 
not know were in Robson's office'when he went in, but 
he thought they wore and was sure no one else was 
there. Banham came into the office l)efore Cooper 
came the first time to the wicket. He thought Hol- 
royd and the one ho did not know were iu the office 
when Cooper first came to the wicket. 

He was aft^-rwards recalled, and said further : — 
He went into the telegi*aph office as he had be- 
fore said. He spoke to Robson, he did not re- 
member what he said. He was standing nearly all 
the time h<* was there, but not in one particular 
place. The first thing he notice<l out of the common 
was Cooler knocking at the wicket, which was 
fastened by a lK>ok being placed to prevent it from being 
slid back. He was about two or three feet from the 
wickot and on the side of it on which the instruments 
were phicf;d. When Cooihji' knocked at the wicket Rob- 
son moved the book away and opened the wicket. 
He jmssed Rf^bson as h(» stocxl at the wicket and 
sat down on the cliair b(?tween the platform-wall 
and the table. He distinctly heard Coc»per say, 
"Tell Brundall to send the mail on to Nor- 
" wicli." He was in a perfecrtly gof)d position 
for hearing, but ho did not remember now what else 
was said. Cw)pcr afterwards went away, and Robson 
shut the WLcket, and asked him to get up for him to 
wriU; the message. He Ixjlicved Robson had sent 
several messages while he was in the office. He 
might have gone to the Brundall instrument but ho 
was not certain. Imme<liately after h(j spoke with 
Cooper, Robson took the book up from the shelf by 
the wicket, brought it and laid it down on the table, 
and aske<l him to get up and let him Avrite in it, and 
he did this before he went to the Brundall instru- 
ment. He did not know why he asked him to move. 
He could not remember whether anyone was sitting 
on the other side of the table. He could not account 
for liobson's coming to sit on the chair he occupied, 
and turning him out for the purpose, unless it was 
1m?chuso he always wrote on that chair. If Donkin 
saitl h<! was sitting in that chair it wsis not true. He 
did not s(>e him sitting in it during the evening. 
Neither did ho ask him to get up for him to pass by. 
When Robson wrote thr» m(»ssagc ho stood close by 
the wicket. He only wrote one m(»ss:ige, and that 
was ou the left-hand side of the book. He asked him 
the time. He looked and thought it was 9.23., but 
now remembered that either Holroyd or Donkin 



said J. D. H., which meant in post-offiee telegnph- 
language 9.24. He believed they stood agaiut the 
glass partition near the entrance to the oflBoe. He 
was certain the person who spoke did. He saw Robson 
wi'ite 9.24 in the l>ook. He then sent the message to 
Brundall, and the reply came back immediatdy. Hehe- 
lieved Rob>on then wrote the i^lv, going to the 
same chaii* and writing in the book. He could not teD 
whether Robson wrote on both pages, or on one page of 
the book. He did not on that occasion ask anyone to 
move from the chair. It was nnoccnpied. Wituos 
did not remember having ever seen either Donkin or 
Holroyd liefore that night. Af^er Cooper told Bobson 
to send on the mail from Bmndall, Robsoo shut tbe 
wicket beforr* leaving it, but he did not fasten it He 
did not think it could have been opened again without 
his noticing it. He did not see it opened again till 
Inspector Trr^w came. Inspector Trew opened the 
wicket himself. He (Keeble) was standing aboDt die 
middle of the office. Trew asked Bobson abont a mes- 
sage. He did not remember what Bobson was doing. 
He remembered Robson asking Trew where theexpxoB 
was. Trew answered, " It's gone." Bobson tiien 
said something else to Trew. He believed it was, 
" Wliat, lefl the yard ?" Then Cooper came np and 
asked Robson something alK)ut the niail. He (KeeUe) 
then left the office alone, and went on to the platform, 
because he knew something was wrong, and to see 
what it was. He knew Robson had ordered' the mail 
up, and that the express had left. He saw Cooper at 
the wicket, but heard nothing. As soon as he got to 
the wicket Cooi)er went away. He asked Robson in 
at the wicket from the pkt£Drm whether the mail had 
left, and ho said ''Yes." He had known Bobson 
about three months. They did not live near each 
other. He saw him often during the week, and had 
se(.-n him many times since the accident. 

Jniliam James Banham^ a law-clerk, occasionally 
employed by the Great Eastern Biulway Companyas 
telegi-aphic-messenger, confirmed the above statements 
as to the message and to its being sent. He said he 
did not remember that Cooper added anything more 
to it, or that there was any reply. Witness was stand- 
ing about two yards from the wicket, close to the 
counter ou which the telegraph- instnmaents were 
phiced. He was there when Bobson shut the wi^eL 
The latter wrote the message in the usual book and 
called on the instruments. He worked the instni- 
nients for about a minute and seemed to be sendmg 
the message, and then seemed to receive a reply, for 
he went to the same book and wrote in it, but he did 
not see what he wrote. No interval ehipsed between 
the shutting of the wicket and sending of the mes- 
sage. Robson then shut the book and placed it near 
the wicket. He had to get up, to reach round a small 
partition-board, and he placed the book on the shelf 
near the wicket-door inside the ofiice. The wicket was 
then quite shut. No one else came to it. He stajed 
at the office four or five minutes after that, and (hen 
went away. No one but Keeble, Holroyd, and Donkin 
were there. There was no noise or tdking whilst 
Robson worked the instrument. 

Aftoi-wards he was further examined, and said that 
on the night of the accident, about 9.20., he saw 
Cooper come to the wicket and say to Robson, ** Tell 
" IJrundall to send up the mail before the down train 
" halves Norwich." He believed Keeble was sitting 
with his ])ack to the platform-^vall. Witness was 
standing between the wicket and the cupboard on 
which the instruments stood. Holroyd was standing 
near the entrance-door by the glass-partition, and he 
did not know where Donkin was. After Cooper gave 
in the message Robson shut the wicket, took the 
book, anil wroto in it. Tlien he worked on ih» in- 
strument, and returned and wrote in the book again. 
He could not say wh(;ther he wrote on two sides i]i 
the book) or on one side, before he went to the instrn- 
ment. When he came back irom the instrument he 
wrote only on his right side of the book. He oookL 
not say whether he wiotc on the top of the book, the 



Bllddio of tLo hook, fir the bottom of the book, before he 
■rent to the iui^triiment, or whether he wrote on the top 
fef thci book or the bottom of the book when he camp 
IBck fVoin the instrument. He did not henr him ask 
Uiybodjr thii time, or nee. him write the time iu the 
' lok. The wiuket could not have been opened after 
_ >oper first visited it witliout hie seeing it. It was not 
>peDed again until he left the ofGcti at 9.28. When he 
''ret wont into the office lie uakeil Botison for liis ehort- 
md book, and, exceptingtliat and pcrhajis aoother word 
' two more, he was talking to Kceble all the time. 
.Their conversation was iThiefly about I elegrupb -work- 
ing, and Ue was trying to read off by the ear-taps which 
K«eble miwle on the table. Keoble was all this time on 
the chair inside the wieket agdnst the platform- wall. 
feeble resumed hi^ seat after Robson had written in 
the book, and he was there when he left the office. 
K'hen Kobsoii wrote in the book Keeble stood near him. 
e (Banham) believed, he saw Donkin Bitting in the 
iBhair between tlip table and the wall for abont a minute. 
Bo belioTed he got up to speak with Holroyd at the 
[door. He fiat on the other choir which was by the 
e-place just after he entered the office. He got up 
Bfrom that choir to work one of the telegraph-iostru- 
(Sients. That waa before Cooper came to ibe wicket. A 
was laid on the instrument in the usual place, 
Bimd he was calling " Y. M." for Wyroomlham, lie did 
toot rememlier whether he received any reply from 

■ Wymondhani, and it was then Keeble wna tapping on 
Kthe table. He believed Keeble was iuterrupl»i in his 
Htaps when Cooper knocked at the wicket, and that 
^Xeeble was tapping on the table both belbre nud nl'ter 

Cooper came to the wicket. During part of the time 
BDonkin was talking to Robson, and part of the time to 
■Holroyd. Dunkin was sitting in the chair between 
■Hie table and the wall before Cooper came to the 
l'Wickc>t. After Robson had written in the book he 
IrosH from the chair, and put the book round the little 
fr-wooden partition on to the shelf. He (Banham) was 
■Oow engaged in learning the duties in the telegrupli- 
Bfiffioe at Thorpe station, but not at the time of the 
Bsccident. Ue went away home ntWr Cooper hiid given 
n the message. He heard him say no more. 
John Holroyd, a clerk in- the post-office since 

January lf("0, said he went to the office at 9 or 9.10, 
(tnd Keeble came in about 9.15. The next thing he 
IE Cooper coming to the wicket, which was open, 
ll*nd speaking to Robson ; but he did not hear what 
■be said; he (witness) was standing against the door 

■ of the office. He saw Robson write in a book and 
a message on the instruments, but he thought he 

mt the message first, and wrote in the book after* 
Evards. He wrote in the book at the table on the 
fright of the wicket, looking towards ihe platform, 
|nttiiess was talking to Charles Donkin, standing 
r the door at the time. He did not see Robson 

■ write in the book more than once. He thought 
■le wrote two messages down at once. He believed 

■ he wrote on the left-hand side of the book first, 
1 and then on the right-hand side, at the same sitting. 

■ He did not hear anyone ask the time at t hat 
1 moment. He was facing Robson as he wrot«, and 
Iftbout ayardaad half from the book. Witness left the 

■ office, and went out on the platform, when he saw 
lit was 9.3<) by tlie station clock. At about 9.30 

■ he saw Cooper come to the wicket on the platform. 

■ Bobsou left the wicket and went to the instrument. 
I He heard Cooper say, " Oh, my God !" and then he 
i tnmed away, saying something else which he did not 
I catch. He sow no one else at the wicket at that time, 
I nor heard anything that Robson said. Robson ran to 
I the instrument directly, but did not appear to send b 
I fresh message, and was not there half a second. He 
Iconld not see any other person outside on the plutiiirm 
I if anyone stood iu front of the wicket. He did not 
Isee Cooper after he first came to the wicket until 
■he came again ut 9,30, but he might have come 
I without his sei^ng him. There was no lurking 
Ifit all ill the office, and no one intefered with Robson 
I in the performance of his duties. Donkin was there 
I to see Robson about some lodgings. They were not 
Lou telegraph -duty ; he accompanied Donkin, a friend 



of hig ; no one was there bcsidee Robson, Banham, 
Keeble, Donkin, and himself. 

He also was recalled and (ulded that his only 
reason for going to the telegraph office on the lOli 
September waa to oecorojioiiy Donkui. ITicy reached 
the office between 9.0 and 9.10 p.m., and ho sal 
down on th" cupboard near tho glass parlillon. 
Ho did not remember what Donkin did. The first thing 
that attracted his attention wrbIIic entrance of Koeble ; 
he did not notice where he went to ; he (Holroyd) 
was sitting on the cupboard doing nothing and saying 
nothing; he had not exchanged « word with Donkin 
about his eridence. He was in court yesterday when 
Donkin gave his evidence, but did not know, ns he was 
unable to liear, all that he said. He saw Cooper coma 
to the wicket, and saw Robson go to the wickcu 
He heard nothing and only saw Robson and i'^oper ; 
Robson left the wicket and weut straight to tha 
instrument. He thought he went to the third one 
from the cupboard on which he (witness) wa^ sitting. 
He appcare<l to be sending a message, and then he 
left, and went to the tabic, and wrote something in 
a book. Robson sat down ; he saw no one move for 
him. He sat on the chair between the table ond tlie plat- 
form-wall. Some one might have moved witlioul his 
seeing it. When Robson was atthe in»trumeut the 
second time he said, " Leave the offici>, leave the 
oIHce." He supposed he intended that to apply to 
Doukin luid him. They left directly, about 9.32. 
Keeble hud gone ,out just before, and Batdiam five or 
leu minutes before. Ho did not see Inspector Trew 
coiue to the wicket, be could have come without his 
seeing him. He did not notice Donkin sitting at 
all. He spoke to him aguinslr the fire-place, they 
were then standing. He did not see what Robson 
wrote in the book. He sow him write at that sitting 
on both sides of the book. 

Charles Donkin said he was a telegraph relief- 
clerk employed at the-post office in Norwich. He was 
at the telegraph office al Thorpe station on the 
evening of the accident. He went there between 9.0 
and 9.10 p.m. He went with Holroyd to speak to 
Robson in regard to lodging with him, and did so. 
He had known him about four months, and had 
occasionally called to see him. When he reached tho 
office Robson was disengaged. Keeble and Itauham 
were there. He had not seen Keeble before. Ho 
did not notice anything uutil 9.30 or 9.35, five minutes 
before he leit. During the 20 minutes previously be 
saw Robson go to two or three instnunenl^. He kept 
talking with Robson and Holroyd nearly all the time. 
The principal conversation was between Robson, 
Holroyd, and himself. It was chiefly about lodgings. 
About 9.30 he saw Robson go to the Brundalt tele- 
graph-instrument, and he supposed he was sending n 
message. He did not notice his writing in a hook, 
nor did he see anyone come to the wicket to speak to 
him before he went to the instrument. He (witness) 
was sitting iu the right-hand corner (looking towards 
the platform) of the office, and his back was turned to 
the platform. He was 1 J or 2 yai-ds from tlie wicket, 
but there was a thin screen about 3 feet deep, and 12 
or ISincheswide, between him and the wicket. He was 
in a good position for hearing anything which Robson 
might have jaid, or for hearing anything that might 
have passed at the wicket. Ho did not hear anyone 
come to the wicket before Robson went to the instru- 
ment. After be went to the instrument witness rose 
from the place where he had been sitting. Holroyd 
WHS near the fire-place and he was spiakiiig to him. 
Robson had pointed out tho Brundull instrument 
to him before. Ue noticed the nini^h'-lin 

book im the table whM-o 1 - -n .. 

Could not hni'c gone i^i tin 
writing iu the book iinlc^- i 
not wriua iu tlif l">'.fc < > 
bear anybody at - 
tu the iustrmni f 
Instrutueni and itj' 
seemed tM -•■■■ • 
the boi.l, 
Ue wa.1 
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t«U Itruiiilull to Uftucel his liiagle-Une 

and stop the iDuil. Wheo ho looked at tlie 
wiks 9.32. He knew Lbem wus no time to 

o tneatiiigo in propni' form in the buuk. Hu 
I to tlie Brutidall injlrummit, anil told ItruDdrill, 
Mip mail." Uruudttll imm'.'diutcly replied, " Mail 
it" Uo told Cooper wliut DruiiduU aai<l, nnd asked 
a to sign tlie measngH and tlio reply. Cuopui' said, 
ker gave yoii t.lio mi-ssage." He said, 
did, or wh)', if }-ou did uol give me the 
leesngc, do jau now come back to umctil iti'" Ho 
Uoved thnt wan nil that tronspin^I between Coopor 
i hini. Xiiti above wiis aa neurlj accurate as he 
old remember. He received the mcesnge at 9.24, 
B tJie mui] was due to leitve Bruiidall at y.2a be 
i that he sboald delay it if he did not send uff 
e mtMisage immediately. 

" vaa wtutiog between 9.25 and 9.32 for Cooper 

i back and sign the roeesagi'. If be luul rung 

e tudl Cooper would tiavQ returned (uid "mode a row" 

r being ctdk-d uway frum his duty. The mestiage 

r lay waiting for the inspectors' Mignatui'efl. Tbi!^ 

It go away, but not for a niinnte, and they always 

I back and sigiuHl it before it was sent. When 

Vtfaey did not couu bai;k lo sign thti reply, be htometiine.') 

I tKDg the Uell lo call tlu'ir attention to it, and that waM 

■irlienilieyromplainefl. Hn did not use the bell on tbiit 

Koccaidon, for he was cx})ecting Cooper's iciturn every 

llutlf miiiut«. Wlii^n he wus sitting at (be table, 

■ writing the ineHsage in the book, Holroyd was facing 

' 'm, and was between llie fire-place and the door, 

1 getting up the second time he wrote the 
je whidi he thought would be required, but 

1 nut seut. This would explain that be did write 
> messages on opposite nideH of the book at the 
le sitting. 

He also wait I'ecalled, aud naid further, after being 
in cautioned, that he was ponitivc that Keeble 
1 in the chair between the table and the plat- 
w form-wall at d.S4, when Cooper came to the wicket, 
I for he usked him to get up for bim to write. He 
I wrote the message on tlie top of the left-hand page 
Lbelbro be went to the instrument; he then went 
I' to the iuslrument and sent the mei^sagc, and received 
tlhu reply, and then wrote the reply on the right-hand 
I |ia((t!, and then eccond the theasogc on the left- 
ft baud puge below the lirat meanage. He saw Donkin 
Iiie^ llie fire-place with Holroyd, but not near the 
■hur bcltveeii the platl'orm-wall and tlic table. 
lie vraa tlien examined as to cerlttln unaigned mea- 
I sages (Appt-udix F.) found in the single-line books. 
I lie at^omited fur the lii'st unsigned message of Febni- 
I bty 12lii. IS74, by auppoaiug Ibat Cooper might 
j iHiMHibly liuve sigued on the rigbt-liand when aead- 
I jug the meaeuge, and returneil to put the ilate to 
I the reply. In the next ca«e, May lat, 1874, ho 
wrote down the ueaaage aa be read it off the instru- 
meot from lii'uudull, but had omitted ap|>aroully to 
I put dowu the aiguuture telegraphed. The two 
I next cases witueHs had uotlitng lo do with, as Mr. 
1 Hubbard had entered the messages. In the third 
case, which did not relate to him, Inspector Hum- 
I -pbrey had dictated the message, but bad not signed 
1 until be returned fur the reply at 1.24 pjn., six 
1 lainutee after the time the menaoge was given in fur 
I troDsmiaaion, when be bad aigned the reply only, la the 
I fourth cane, 24lh Auguat 1874, the message was sent 
, and the reply received at the same time, 1.22, and 
I the reply only was sigued. It was perhaps oxplAincd 
' by the inapeetor not thinking it uectstHiry to sign 
I twice in the same minute. 

Al/retl Cooper (who was also cautioned), said he 

iras an Inspector at the Norwich (Thorpe) atallon, 

111 iho Bervico of the Great Eastein Uailway Cow 

I pauy, and bad been so for 15 ycnis. lie bud 

been In the habit nil that time of ai'jiding what 

I ore called eingio-line messages. The respunaibility 

, of altoriDg the croasing-placea ol' trains un the 

I aingle line had reated on him during Itint period 

wbvu be bad been on duty. His proulioe in regar'l 



to that duty had been to go to the wricket at tbe 
telegraph office, and sometimes, but very seldom, 
inio the office. If he wanted n train sent forward 
fl'ora Bi-undall out of the ordinary eourse, he eitlier 
wi-oto the message himself or askod the clerk to write 
it for him. It was very awkward sometimes writing 
messages himself, and he frequently oaked the elwk 
to write ibem for him. In the case of the clerk's 
writing it, he (the witness) stood outside and waited 
d]l ho hod written it, and then signed it. He had 
sometimes asked the clerk lo write the message, and 
then gone to make out the starting order, and returned 
to sign the book. He hud never given an order for 
that train, and gone away without signing i(. Some- 
times he had been cidled awny in the morning, and 
gone without completing a message, and hud returned 
afterwards to sign it. He was not awartt, and should 
have DO means of knowing, whether in the meantime 
the message was deapntehenl or not. He was not so 
liable to be called aivay from the wicket wliile sending 
" message in the evrtilng r" ■" •■'" "-^■^i-- »■■ 



ing. His 



first duty when ho came on of an evening was U> 
atl«nd to the express train from London and the mail 
from Yarmouth. When he boil lelt a metauge un- 
signed, the clerks freijiieutly had rung the bell for him 
to come and sign it. He believed he might bave 
complained when they had rung the bell for him fVom 
llie telegraph. office. They rang the bell commonly 
when tliey bad a message for the Inspector. On the 
10th September, the express being late, aud looking 
from the platform at the telegiapb* wicket, and seeing 
tliat it had not come in, he opened the wiokel, but 
did not knock at it, and auid, *' Mi*. Robson, the 
" express ia not in ; we will have the mail np before 
" the down train leaves," or words to that effect. 
He said, " All right," and he (witness) stepped a pac« 
or two backwards and forwarde waiting to sign. Ho 
did not go away anywhere. He expected Kobson lo 
write out a message for him to sign. About half a 
minute aAer, or in less than a minute, ho saw the 
express running in from the ticket-plalform to Ihe 
arcade. He went atraight to the wicket, not having 
gone more than three yards from it since he bad 
given in the message, and said, " Mr. Uobaou, don't 
" order the mail up. The express ia running in; wo 
" wiU get her away first." The wicket was open, 
and Robson was standing at the table facing him. He 
was not sure whether the wicket luul been shut 
between the time of bis giving in the message and 
the time of his cancelling it. He understood Rob- 
sou to say, " All right, captain," which waa what 
he used to call him. He then left the telegraph- 
wicket, and went to the arrival -plattbrm at the 
opposite side of the station to assist with the express. 
Inspector I'arker came to him, and asked if he had 
ordered the mail up. When the express was late Le 
always asked the question. Ho replied, " No, sir j 
" certainly nol^" or " I liave not. Lei us get the train 
" away as soon as possible." 'litis was done, and the 
express started at 9.31. He walked round -to the 
telegraph-wicket again, to advise Reedham of the time 
the down train left Norwich, which is the practice 
when the train is 15 minutes late, and said to Robson 
that he wanted to send an " M'T," '•'^•i ^ train -message 
to Reedham. Before he could get the words out of 
his mouth, Robson said, '" I have ordered the mail up." 
Witness uaid, *' Good Grod, Robson, bow dare you 
" order iliu iiiuil up wliiii I distinctly told you not to 
" do ff".' M did nothing of the kind." 

Witiii. vgu assert such a be ?" aud 

added, iiuthing." Robaon liad not 

Ituus I' J" in the book before he 

t;an(t'lli <i'g to nigu hi.; did nut see 

what V ihe offi™. He could not 

i Kobeuu did. Hu. thought 




nd HMiiit<-'l willi llie iiiuiwii|{i>rii' Iii)Q^>K^ M thn 
MrivHl-pluttix'iii. Ill' liud nil iiiruim of knuwiiif; wh«^^ 
Ui« iiithi wiM Hi f lin tli't(iti*|ilnrfiirm. Mr. Sproulo mid 
lilt Iwil ■jHikvii iiImiih ihi- I'spiVH* lii'luK Into, anil it wun 
III inuiMiiiuoni'<> i>f lliHi liii wotil Ui iho wickot iind 
Itnvr llio niMwn^-. n« iU<l not know that lio had 
•viT Itwl nMMtNtuti to caiii-cl H ini<«en);i> huFoiv. He 
hwl iM'lun' ullowKil llio wlokct (» bo oliut wliilft be 
wnii WKillnii to liittt i> miMMAgti. 

Anirwnnl" hi> t»l>"> wiw iwilWtindnMautioncd, iind 
Ihi iniulo 111'- r<>lliiwiu|i fiirthi-r Mtnliniii'tit. Bufure the 
WTtvtUol th...-x|.i.'=.!..wul ul«.m 9.li. howCDt into Mr. 

^A:ll, l»<>kiii|t Uiriuiifh ihu oI'iUtk Tor the iicst duy. Hi< 
|(C««>|>»i') wru> niruidiii).' ill iliu iilTlri' all ihut tiiit<i look- 
ilnx>u);b fill' nrdiTc The ordeni rfhttwl w ths 
W«-Ki-nuiiti'inoiilB I'or tlie uext muniing. Mi'. 
SprtMilo wim thoro ull thu limp. They woi-e speaking 
ktiuul liiiRiiion*. uiul wllh regard (o tno niait train ho 
Uttitmlil ho iiiukii tlmt alKMit 0.20, and aud the expresi 
WM nut iu. The^r had had no advice abonl it, and 
^ *)Wit*'*l"d the brliijtiiiK up of the mail, llii 
(Mr. S|iroiil«'ii ) wnrda were, " You had bettor do bo," 
W ntuu'thiii){ to that uttecl, (It will be remomberod 
llint Mr. S]>roulu directly contradicted this, and e&id 
flnt thui l'tK>p<>r came to hix otGce nt !).!(> and aftcr- 
Warilf Ihal Looper wn« not in bin offluo more than 
lkr«« or four luinutw.) He undemlood Mr. Sproulo 
W Mwut to briii^iiiiK np the mail. It wna then 
he front to the wicket, and he believed be knocked 
Kt it. It wna d(»<ed, and Robeon opened it. lie 
nid tn him " Tbi< expruea ix not in. Wo had Ix^tter 
bavn tlie iumI up," or words to that oflcct. He 
theu paced backwardis and forwards waiting to 
sign lilt' me>>HBg« for about half a minute or three* 
qtutrtvra of a minut« and saw the expnvw running 
Ui fkwn the ticket-platform into the station ; and 
bo told Robtmn not to order the mail up as tliu 
ttxpresB wati running in. lie undemtood him to 
Tvply, "AH right, captain." He observed some one 
iu tbo iiRlce on ibe Ant, but not on the second uC' 
outuu. He cloned the wicket, as he always did, 
because the wind waa diMtgreeablo to tlioso insiilo. 
Ho did not iniiuire whether Itobson hnd written the 
9 he did not ibink he had hnd time to do 8u. 



Wiltiam Plat/ord, the ittAtion>matilcr at llrutidftll, 
■aid he bail tieim mi for <iight years luid nine months. 
He but nftuu to niter llio cro88ing-pla<«!iof truins dur- 
iag that timo. In ciuh* of irreguhirity in a meetiug train 
hn tpll■g^i|>ht^d t» Norwich to armuge accordingly. 
He tnniciinies ai^ued a uieiwagc befure It was wut, 
foaclinxv aflcn-uriirds. It all depended on the buslneas. 
Smptimrs hf wrulA a inestinge, and Homeilmes in- 
»tn»ctc*l his cirrk, Thoiuaa Spicei', to do ho. Mote 
fr«<iu«titiy the latter did so, and oomoliinea his son, a 
laii of twelve yim-a did su, wbilat be was ulanding by, 
»iid tbiii tbi-r would Bcuil the mostage, He never 
had allnwed the calling on of tlio mail to be taken on 
t by oiiyoue but himself. He oont the 
If on tnu evening ot the accident. He 
produced the book with the entry — 

"Send the up luaJI train on to Norwich before tho 
*" 9.10 p.m. down passenger train leaves Norwich. 
» Signed A- Coojier. Time received 9JJ6." 

U« rrociviNl thl« himself with the signature " A. 
Cot^r" in it. If that signature hail not been 
Utacht^l the train wuuld never have been started. 
He nptied, m uoiwt in the book — 

" I will wend the npmail train on to Norwich before 

" the y.lO pJn. down luuuienger train leaver Norwich. 

•■ .Signed W. Pktford. Time received 9.26." 

Tbe up moil drew inbi the station just after he had 
t«eciT«d thai laessoge and «eut back the reply. He 
.irsed nHind from Uin instrument and saw the mail 
■t the platfonu. He wrote the order for 
^■il w atmrt Kod eare It hiiuaelf to the engine- 
iw. Tb0 awil then IcA at 9.2U. AJW seeing tho 
■ ksM, fee Mood mtdiiiig Uie uuirumeut, and at 



9.;(3 received the raeswnge, " Stop up mail." He re- 
plied instantly, " Up nutil bus left." The nitxt oiesiuige 
he riweived wae U> block tlie line after tbe coIUnion. 
He tuH-'cunttfl fur the nlwence of iiignaturiis to tbe 
mngle-line tolugrapb-mesaages in the bnuk produced, 
partly by the clerk having omitted to copy tbiim, 
and partly by people who had taken bis place 
omitting to sign them, and partly by his not baving 
thuught it necessary to sign at the iKitiom of tlte tnca- 
sage as well aa on the opposite page. A.4 he bod charge 
of the telegraph-instroments, and tdHu of riie alieratioa 
of the crossing- places of ibe trains, it did not aeem 
to him to be of the some importance iliai he ahould 
sign the messages in ibe book us at Norwich. He 
always telegraphed his signatures Ibougb he had not 
always entered them in tbe book. He biul never re- 
ceived an unsigned message from Norwich. The train 
might wait for ever ; and lie would not Mend It off 
without the receipt of a signed message. His hours 
of duty wore from 6.30 a.m. to 9.2a p.m. He was iiol 
hard at work all the lime. Ho bad a clerk and a 
porter, and was sometimes assisted by bis son. Ho 
watched the latter. He gave no specif notice as pre- 
scribed by the Rule 142, and <|uuted in the work- 
ing time-bill, page 46, for .September 1874, to the guard 
tor tho trnin to proceed. He only handed the uMial 
starting-order on a printed form to the engine-driver, 
and this was his practice. Besides doing this, be iu- 
formcd both guards and the engine-driver verbally 
" Vou are going on before tho 9.10 down train." Ha 
also said to the last guard, ** Make haste and get thv 
" tminaway." Uisbookswere inspected sometimesb/ 
Mr. Draper. The last ins^iection was lew than 
twelve months ago. He resided in the station witli 
his family. 

Thomas Sjncer and fFilliaja Ptatford tlie younger 
contlrmed the above cviilence, and Kpiccr added l^ot 
he oououuIihI for the ubitence of Higuatures to nome 
of the messages in the Brundall single-line book, by 
supposing he had been cidled away before he could 
sign, or bad forgotten to do so. Ho was not on duty 
at the lime of the accident, 

Mr. Syiimnd*, station -master nt Itran<liin for 10 
years, said tbu London express nrriviHl at Urandon 
on ttiu lOlh of September at 7.48 p.m. and left nt 
7.51. It was due to h'ave at 7.40, and was thwo- 
foru II minutes 'late. If tlie train was 15 niinutM 
late be hod orders to telegmph it forward. So tbit 
bo did not teh^raph it on the night of tho occidoaU 



Next follows tlie evidence of two giuu^a, one fVon 
each train. The otliers were too much injured to be 
able f) upjiesr. 

James Chapman, (piissengei* guard in tlie Great 
Eastern Kiulwny Company's service for 13 yaare,) 
said he was guard from Lowestoft to Keeilham wldi 
the 8.20 p.m. train for Nurwidi un tho night of tlie 
accident. He joined ibo Yarmouth train nt Reedluun, 
and then become under-guard. His portion of tlie 
train consisted of one llrst-dasR, two xccond-claM, two 
ibird-olass carriages, aud one break-van. His too 
was placed next behind tbe Yarmoatb train, aud bis 
carriages were behind his van. 1'bo Yarmouth trail) 
was in front of his trun. Ho did not take tho time 
at Brundall as he was not ui charge. 'ITie station- 
master there told him they were going up boforo the 
down train. That was after they hiut been half 
a minute or a minute at the station. Ho told them to 
tfot away as soon as thoy euuld. It was -raining ftt 
Itrundall and all the lime they were nmning till tbe 
accident occurred. It was very dark indeed. About 
two or threo minutes after leavtug Ilnindall ba weot 
to sit on the scat looking out of the window, and be 
noticed nothing till ho felt tlie Bbock of the collisioD. 
He did not hear a break -whistle, neither did he feel 
a slackening of speed. His van was llic tirsi vehicle 
tlukt escaped without Isjing broken, except tho vriadow, 
which his arm went through. After ibc accideat 
hu went bock to BruudoU to protect bin train. 



Head, paes«>nger gu&rd in the QituX Eaotcrn 
Iway Compauy's service, sajil he left London m 
'-gnoi'd witti the Svi? o'clock exprcas. The train 
«d at Cambridgi? at 6.33 p.m., three minutes lat^. 
r roavhed the ticket-plalform at Norwich (Thorpe) 
. and the arrival -platform at 9.23. His train irom 
vic.h waa compowdof two first-cltisa, two composite, 
ro Mcond-clas?, five third-class caiTiages, two break- 
ins, and 11 horse-box. They left Cambridge, he be- 
^ed, eight minutes 1at£, from delay in attaclung a 
^oree-box. They lost a minute or two at Ely, On 
eaching Korwicli, he rode down with Inspector Pur- 
from the ticket-platform to the station. Ue i^ked 
, " If they were " going down before the up mull 
ced ?" He said " Yes, but he must see Cooper 
f first." Nothing more passed between them. He wus 
riding, when he left Norwich, in the tenth vehicle fi-om 
the engine, and there were four vehicles behind his vea. 
Parker wae calling out at the last moment for eomo 
luggage belonging to Mr. Palmer, which wus left in the 
oIoak-Toom ; and that Inggage was put in at the ofl' side 
of the train by Barker the porter, it was just bc- 
ginning to rain when they left Norwich, and it wus 
very dark. He had turned a portmanteau on ita end 
and was sitting on it, and had got out his book to see 
whether bis value-book corrus [tended with the number 
of pareeb in his van. As he was doing this he felt the 
abode of the collision. He had heani no whistle nor 
felt any slackening of speed. He was thrown down. 
They oould not make up time between Wymondham 
and Norwich, there being only 14 minutes allowed for 
nine milee, and they did not do so. 

John Pkilliji*, an engine-driver in the service of the 
Company, proved that the engine of the Company, 
No, 285, which had drawn the express train on that 
evening from Cambridge to Norwich, and agiunst 
vbich some compluiuts bad been made, was in good 
working order. 

Mr. mtliam Adamt said be was locomotive super- 
''intendent of the Great Eastern Railway, and bad 
been so for about 15 months. He was previously 
locomoljve superintendent of the North London 
Railway for nearly 20 years. He bad visited the scene 
^pf the accident, and bad ascertained from personal 
upectiou that the engine-drivei-s of the two trains 
VcoiUd, if the atmosphere had been clear, have seen each 
J others bead-lights for a distance of 320 yards as the 
trains approached one another. Even considering the 
weather, as dcBCiibed on ihe night of the accident, 
he believed they might have seen each other for 
tlutt distance. They would both have been tra- 
velling at a speed of about 20 to 25 miles an hour. 
The train approaching Norwich would have bad tbc 
steam of its engine shut off a little before that point, 
and the train from Norwich would hardly have got 
into speed. The engine of tbe train from Norwich 
had cylinders 15 inches in diameter with 24 inches 
Btroke, outside the framing. Tbe wheels were, fow 
I of them coupled, and were 5 feet 6 inches in diameter ; 
■ ftnd tbe leading wheels were 3 feet 6 inches in diameter. 
VTbe weight of tbe engine in running oiiler would be 
"S tona. It was No. 218, and was used for goods or 
K passenger trains. The engine of tbe train from Yar- 
r mouth was No. 54, an express outside -cylinder engine, 
I diameter of cylinders 16 by 24 inches stroke, single 
I driving wheels 7 feet diameter, leading and trailing 
Iwheels 3 feet 6 inches in diameter; and the total weight 
) tons. Botd were tender-engines. When he 
■■aw t)ie engines, the ctiimneys and smoke-boxes were 
Bdestroyed, and the smoke-box tube-plates were laid 
■-bare. The cylinders were driveu back and the framing 
■was bent out. Tbe flaming was further bent so that 
Ptbe leading wheels of the express engine especially 
"were thrown out of square. Tbe hand-rails were 
broken away from ibe foot-plate. The tanks were 
knocked away from the undei^lramings of the tenders. 
There were 13 vehicles destroyed, and four damaged. 
^W Tbe destroyed vehicles were a third-class, a composite, 
^H UtOlber composite, third, second, third, second, and a 
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borse-boz ; all these were in the train for Tarmouth. 
In tbe other train were two composites, a tbird-clasH, 
a mail vim, and a composite. There were two break- 
vans to each train, with two guards, besides tendef- 
breaks. He believed the engine-drivers saw each other 
as ho found the steam shut off on both engines. He 
looked at the reversing-lever of No. 218 engine, and 
it was in mid gear. He believed also that the fire- 
men of both engines bad endeavoured to ajiply tbe 
tender- breaks. There were 14 vehicles in the train 
from Norwich, and 13 vehicles in tlie tiuiu from 
Yarmouth. 

He went on to say that No. 291 engine took tbe 
London express from London to Cambridge, and No. 285 
engine took tbe train from Cambridge to Noi'wicb on 
the lOth September. These are both express engines, 
and in first class condition, having 7-feet drivings 
wheels. There was no truth in tbe allegation contained 
in the letter that one engine was infoi'ior lo the other. 

Mr. miliam Cockrell Bardweli, a clerk in the 
office of the superintendent of the Great Eaatem Boil- 
way Company in London, handed iu a list (Appendix 
G.) of tbe sufferers by the collison. Up to that 
time 23* people had died, of whom 19 were passengers 
and four were servonts of the Company working with 
the trains. Of tho passengers killed only one was a 
servant of tbe Company. Altogether 73 passengers 
and two guards had been injured, besides the 23 who 
bad died, so far as he had aeceituned. 

In Appendix H. will be found a return of tbe 
times of arrival of the down express and up mail 
trains in question, for the year ending 31st August 
1874. 

Cnnclusian. 

This is the most serious cuUision between ttiuus 
meeting one another on a single line of rails, if not the 
most serious railway catastrophe ae regards tbe 
nimibers of lives lost and serious injuries, that baa yet 
been experienced in this country. Iu discussing the 
circumstances under which it occurred, it wUI be 
necessory first to consider the system adopted iu the 
working of tbe line, and how far it was liable to break 
down in consequence of mistakes or misunderstand- 
ings on tbe part of the servants of the Company cm- 
ployed to cany it out ; secondly, to examiuo the im- 
mediate causes by which the accident was produced, 
and the bhime to be attached to the scrvant« 
of the Company implicated ; and thirdly, to con- 
sider the principles generally adopted in the work- 
ing of single lines, and the means by which tbe risk 
of accidents of this nature may best be provided 
against. Tbe system employed may, as will be 
observed from the evidence, be easily described. 
Referring to tbe particular portion of line in question, 
no engine-driver, whether running punctually or 
not, with a regular train or with a special tmio, 
was allowed to leave either Norwich or Brundall 
without instructions being banded to him on a printed 
form (Appendix D.) authorising him to proceed on 
bis journey. The duty of formally starting the engine- 
driver in this manner devolved on the inspector on 
day or nigbt duty at Norwich, and on tbe station- 
master at Brundatl. So long as the trains wore 
running punctually, according to properly-arranged 
working time-tables, there could of course, in no case, 
be any risk of such a collision. It was only when 
special trains were employed, or when there were altera- 
tions from the crossing-places laid down in tbe time- 
tables, that elements of risk were introduced. Sefore 
trains were allowed, in consequence of unpunctuatity 
or otherwise, to cross each other at places not appointed 
in the working time-tables, telegraphic messages ix 
simple terms always adhered to (Appendix F.), had to 
be exchanged between tbe two aiations. At Brundall 
the responsibility rested on the station -master alone. 
It was bis duty to work tbe telegrupb-insiruments, as 
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well 08 lo arrunge for any ollerntiotis in the vrouiiig- 
plHccs of tliQ trains. At Norwich Uiih duty wun 
tliviil«<l hclween the inspector and Uiu telegraph-clerk. 
It wn thii duty of the iBajioctor to write, or to fm|iloy 
tho toli-greph-clerk to write, aud whuu written lo 
sign, nny tmiiiULgo on single-line banneiw ; it waM tbu 
duty of tlip clerk to ttuntiinit Auoh ineosaj^ii when 
signed ; aod it won, further, the duty of the inniieetiir 
to BigQ the rc|ily, without which the mesHage was not 
considered complete, und which, when properly re- 
ceived, indicated that it had been well understood. 
So loog BK tliifl system wu.i ntrictty adhered to, nu 
collision between meeting trains could tie expected to 
occur ; but there wa§ cliwly, in the event of any 
l&xity of practice, loiw liability to mistoke at Uniudall, 
wliere one man was resjionHible for the whole ar- 
rangement, thjui at Norwich, where the duty of 
makiugand completing the arrangement, and of triuu- 
mitting the message, wasdividcd between an inspector 
and H telegraph-clerk. liut oven at Norwich, there 
wan litlks it' any, risk of mistake, if tlie inipeetor took 
care that no changu of erossing-placrea wait permitted 
without n proper message, signed by himaulf, btung 
entcrtNl in the ttdegrapb-book for traiiHminnion, ttiid 
K proper rejily, ali>o signe<l by himself, being received 
to show that It was uudcrHlood ; and if he, ut ibe 
Hme time, acted in aceurdauce with ariy arraugemeut 
he liad thus mode through the telegraph-clerk with 
BmnilalL 

Ah regards this particular case, there ap{ieura to liave 
been a mlsunderstimding in the lirst place between 
the station- master, Mr. Sproute, and Cooper, the lo- 
Bpeotor, at) tu whether, tlie express train beitig late, 
the mail train should tw ordered up fVura Itruudall. 
Ur. Sproule believes that, whilsi engaged in signing 
letters aud pay-sheets, be said "C«r[aiuly not" iu 
reply to Cooper's suggestion. Cooper says be uuder> 
Btood him to unseur lo the BUgge«tiou,' and went 
Straight from Mr. Sproule's otGee to Uic lelegraph- 
window and acted upon it.. Wbulever lie the truth of 
this uiatttu', iM danger ouglil, however, to have arisen 
in coniHM{uenee of biueb a luisunderHtaiiding. The 
rules and practice in regni-d to tlic working of the 
single line ought in either event to have been sufficient 
to prevent [he risk of any uucideut. 

The blame ad regaida the immediate causes of 
the collision Uea clearly between Inspector Cooper and 
Telegraph-clerk Robsou. Tbc evidence as (o what 
passed between them reatd maiuty on their own 
statemeiitji, and tbey contradict each other in im- 
portant particulars. It is difficult to believe that In- 
si)ector Cooper would, almoKl iuimediately atter 
leaving the tolegrupb- window, have informed inspec- 
tor Tarker that lie had not onlerod the mail train up 
from Urundall, and that the exiMeen train might be 
slai'ted from Norwich, unless be hud at that moment 
felt satislled that the message which (accoi'diug to his 
own statement) he directed Eobsoii to prepare si 9.21, 
bad dther been delayed for want of his signature, or had 
been cancelled. Aud it is e<iually dlliicult to believe 
that if liobsou bad heard and understood Cooper 
to tell buni (as Cooper statea he did), lo cancel 
the message, aud had implied "All riglit, captain," 

the would, if he had previously transmitted the 
mesBHge, have failed to uuiicel it, or would after- 
wards bave trannniittcd it in spite of ite having 
been cancelled, ll is evident then! wan a mis- 
take or mis understanding between Couiior and 
BobaoD, aud that both were to blame. Cooper ad 
mittudly diri-eted Rol»ou 1« ortler the maU train 
forward fiom Krundoll; aud, having oucu done so, 
be ought to have made very certain, either thai 
the message was not sent, or tlist it was cancelled, 
and that no doubt could exist on the subject, 
before he permitted Inspector Parker to flart the 
express iruiu from Norwich. It is ti-uu thai he bad 
not signed the mesMige, tlial it ought not lo have been 
transmitted without hbi signature, and lliat be might 
BUppoao that even if it had been Irau^mitled without 
his signature, it ought not to have been acted upon 
it Bmndall ; but he should have taken care tliat 



on u subject of such vital importancu there 
conld be no possibility of a mistake. Harm;; unci: 
given an instruction for bringing the mail triiin 
forward from Itnindnll, he ought to have clearly 
ascertained whether the mcsHngi' bad liecii wi'ittt-ti in 
the liook, whether it had been for want od, und 
whL'thcr, if so, the usual reply lo it had been 
received ( and he uughl to have made quilt ceriain 
that no chance of error could exist, thni it wa» struck 
out if written in the bixik and not transmitted, or 
that it was cancelled liy a iicrond ineMnge if it bad 
been tnmsmitled liefoi'c the express tmiii left Norwidi. 
])ut, as qualifying those rtimarks, the txcunw which 
Cooper has made, to the effect that bo did not more for- 
mally can<»d Uie message which was so unfortunately 
transmitti'd to Urundall because he did not think tlioro 
bad been time for either writing it in tho book or 
transmitting it, must not be overlookcjl ; and Kobson'M 
statement, that Cooper did not cancel llio order for 
the message at all, must also be remembered. 

The Telcgrapb-clerk, KobB<]n, admits, iw in fact bia 
book shows, that he Ibrwunied, on Cooper's Torbal in- 
struetions, an unsigned mesMige to Brundall, that tfao 
reply wan at once returned from Itruudall, and that tbna 
the arrangement was completjifor bringing up tlie mail 
train from Brundall at 9.2<) p.m. Aud yet he waited for 
six minutes, until 9Jt2 p.m., without taking any otepa 
to call Cooper, and lo make him sign the mcNSHgo and 
reply, both of which ou^bt lo have received bis signa' 
lure. He hud a bell at hand which he might uave 
rung ut any momeut, aud whicli would no doubt ium 
brought ail inspector, if not also the slation-maater, 
from llie next oilice, quickly to his window. But be 
made uo use of it, aud it was o:dy, according to hla 
own aecouut, wlnm Dm Inspector of Police (Tr«w) 
came on other buaiuesN to the tulegruph-wimluw id 
D.32 p.m., that be mndL> au inciuiry <-vuecruia|{ the 
express train, and usceriaiued that during tlioao 
iiu|>ortuut six mluul^'H it had run into ttw sttttloo^, 
bad started again for Bruiididl, and wax probablj 
about to come in collision with the mail, which waf 
due to leave Brundall at 9.'2S, and whicli appam 
to ba>'e left tliat station, by Norwich llmu, at 
U.27. In order to uudentand tlie gravity of hit 
liiult iii sending an unsigned mensage, it muM 
furtlier be remembered that bo forwarded tu Brundall 
as if it ba<l been received, a siguuturo whitJi luul aerte 
been attached by Coojier tu the message. And there 
U ou important discrupuuey in the Plati'munis of the 
witnesses preM-'ut in the lelcgrupb-oUice. One of 
tbem atllrmed that liobson sent nut only an 
signed, but also an uuivriUeu mi-ssuge to Bi'undnll 
on a verbal oi-der from Coojter, and allcrwards wrote 
the single-line book tlie meHsagc, ibe reply to il| 
' ■• thud message in anticipation of iln being W^ 






quired. The time occupied in sending the 
to Bruudttll aud receiving the rei>ly would 
also for the difTerenee between 9.21, when Coopifr 
he first wont to the wickel, aud il.2a or yj4, ^ 
as the book shows, Uobsou commenced to write Ul 
entries in it. If Uobsou liad never, as he sUi!*ia, pEv 
viously sent an unwrillcn or unsigned mexsagt!, it Is alffl^ 
cultto understand bow he could poMsibly real in liiuoSi 
forlboBi' six minutes without taking measureB forcelt 
ing Coopei' to sign the uieavuge aud the re] ' 
wliich he had received lo it. And the more no ue 
bad at bis hand a Iwll-cord, wlilch he could vat 
have employed foi tlie purpose. His excuee 
not uhiug il, — because he feared that C«0| 
might complain, or as be expressed it, might "ui 
a row," aud say he bad rung the bell unueo 
sardy, — cannot be considuitxl valid, when th« O 
was so vital and the risk ho imminent. Ho bu 
apparently, have beim trans milting tin 
Brundall two minutes ul'ter the express 
the Norwich aiati'iu, aud, say two minutes befiti 
the mail train left Brundall. By ringing tbts \» 
to ask for Cooper's siugature, even ufUT iio im 
sent the message and nxeived the reply fiuiu Unm* 
dall, he might probably, by calling attcnUon to 
message, have shown Coojier the daoger of startiag the 
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express train at 9^1, and thus have prevented the col- 
lision, even supposing he had not heard him cancel tlie 
order for the message. But at this time there were 
no less than four other young men with him, against 
orders, in the telegraph- office, whose presence might 
naturally tend to divert his attention from his duties. 

To sum up the case, as between Cooper and Robson, 
the blame must apparently attach to them respec- 
tively as follows : — Cooper, after directing the fatal 
message to be sent, though it is tnie he did not sign it, 
and it ought not to have been sent, or to have been 
acted upon if sent, without his signature, failed to take 
such subsequent measures as should prevent the possi- 
bility of a mistake, and make certain that there was 
no misunderstanding in the matter before he allowed 
Parker to start the express train from Norwich. 
As an experienced and responsible officer such 
precautious might reasonably be expected from him. 
Sobson forwarded to Brunilall as signed an unsigned, 
and apparently an unwritten message, which was, he 
admits, against his instructions, and which he at first 
stated he Jiad never done before ; and ho received a 
reply to it by which the mcssjige was, so far as Brundall 
was concerned, perfected and completed. lie then 
allowed six minutes to elapse without calling Cooper's 
attention to the fact that he had done so, whilst the 
express train was entering and leaving the station 
for Brundall, taking no trouble to prevent mis- 
understanding on a matter of such vital importance. 
Robson was further to blame in allowing four young 
men to be in the office where he ought to have been 
alone. Though In; was not 18 years old, he had for 
upwards of 14 months been employed on the same 
duty, and he is a young man of great intelligence and 
apparently of good education. 

Out of 16,082 miles of railway open for traffic 
in the Uniteil Kingdom, there were 7,395 miles 
of single line at the end of 1873, as returned by 
the Companies to the Board of Trade; and the 
various f>ortious of single line making up the above 
total are worked under diiferent systems, and under a 
variety of instiuctions, according to circumstances, 
and the ideas of the ollicers of the companies. But 
the principles involved are few in number. Many 
y(»ar8 ago the collisions which occurred from trains 
meeting one another in consequence of mistakes in the 
working of single lines by telegraph, led to the 
invention and adoption on many lines of the traiin- 
staft* system ; and it may be said, after considerable 
experience in the working of that system, that it 
has been attended with great, though not with 
entire success, as a means of^ preventing accidents 
from trains meeting each other. When train-tickets 
are used w^ith the train -staff, there is still a liability 
to collision from trains following one another; but when 
the train-staff only is employed, and when no engine 
or train is allowed to pass along a section of line 
unless it is accompanied by the train-stafl' appertain- 
ing to that section, then the risk of misund(;rstand- 
ings or mistakes is apparently reduced to a minimum. 
The safest mode of working a single line that has 
yet been devised is believed to be a combination 
of train-staff and block-telegraph. With the 
double check of the staff and the telegraph, there 
must 1)0 an extraordinary combination of mis- 
takes by several persons to produce a collision 
from trains meeting one another from any two 
stations. But, unfortunately, increased safety is 
purchased under such a system at some expense of 
frocilom ana convenience in working. And this is 
especially the case where the traffic is iiTCgular and 
considerable, and where long continuous portions of 
single line have to be worked. In such cases other means 
have been adopted to effect that object. For 
instance, the station-masters, or persons in charge 
of the stations, are not of themselves allowed on some 
lines to alter the crossing-places of trains with each 
other, and can only do so under instructions from 
an officer of the Company specially appointed to 
that duty. This officer, called a train-despatcher, 



knowing from day to day by telegraph how 
all the trains on his line are running, is able, with 
or without the aid of diagrams, according to cir- 
cumstances, to direct their movements ; and the 
station-masters, or persons in charge of the different 
stations, are simply required to obey his instructions 
— c»ither to send the trains on, or to stop them, or to 
see that any two trains cross each other, or pass each 
other at his station, as the tniin-despatcher may direct. 
This system is in operation on the continent of 
America over continuous lengths of single line for 
hundreds and hundreds of miles, the lines being divided 
into sections, with train-despatchers constantly em- 
ploywl on this duty, and having no other duty 
to perfomi, in central positions on each section, 
and it is also employed on considerable lengths 
of line in this country. But none of these systems, 
except perhaps the combination of block -telegraph 
and train-staff, have been worked with entire free- 
dom from accident. Collisions have occurred fre- 
quently in working single lines under different systems 
by telegraph, not only when station-masters and others 
have been allowed to aiTange with each other for the 
alteration of ci-ossing-places or passing-places, but 
also when such alterations have been made under 
sjx?cial instructions from specially-appointed or superior 
officers. Collisions have also occurred on lines worked 
under the train-staff system — in one case, when the 
superintendent of a railway, with his directoi>5 in a 
train, himself violated the train-staff regulations; 
and collisions may occur under any system that can 
be devised. Whatever checks may be established 
with a view to the avoidance, as far as possible, of 
mistakes and misunderstandings, it is necessaiy to work 
with human agents, and there is unfortunately, a ten- 
dency, after working for a length of time securely 
under any system to laxity of practice on the jmrt 
of employes. They gradually acquire too much con- 
fidence in themselves and in their system. They cease 
to remember the importance of the checks or safe- 
guards by which it is guarded. They fail while 
engaged in their daily routine of duties to realize 
the risks that may be incurred by a dej)artun< from 
strict rules, fixed practices, and prescrilx^d forms ; and 
they only awake to the necessity for yielding them- 
selves and requiring from others absolute adherence 
to rules and practice after some serious warning or 
disastrous experience. The only mode of avoiding 
laxity of this description is by the maintenance 
of rigid discipline, by constant, efficient, and irregular 
supervision. The occurrence of an accid(»nt) and 
even of a very serious accident, under any parti- 
cular system should not be taken without full consi- 
deration of all the circumstances to be positive proof 
against that system. And it must always be remem- 
bered, as the result of all experience in railway work- 
ing, that an inferior system, under good discipline, 
leads to better results than a superior system with- 
out good discipline. On the occasion of so frightful an 
acciilent as the present, it is useful, with a view to the 
general knowledge and establishment of proj>er prin- 
ciples, and in order to obtain increased safety in the 
future, to recall and sum up such considerations ; and 
it must not be overlooked with regard to this ])arti- 
cular case that if only the inspectors at Norwich had, 
for instance, been in the habit of themselves writing 
the message's for altering the crossing- pi aces of the 
trains, instead of employing, as tlu^y frecpiently did, tlio 
telegraph-clerks to write those messagi^s for them, the 
safety of the traffic would not have Ih'cu dependent 
upon a vfTbal arrangement, or at all events then) would 
have been less liabitity to any mistake; or niisundei'stand- 
ing, and this collision would probably nevcT have oc- 
curred. The important lesson, th(>n, to be learnt from 
the circumstanct^s of this most deplorable collision is, 
not so much that on(> system of single-line; working is 
superior to any other Hystem as that, whatever tho 
system by whicli safety is sought to be secured, it 
should be f«;nced al>out with safeguards precisely ex- 
pressed and carefully obftcrved. That system may. 
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however, be considered the best which can only fidl Brundall, as long as it remains single, by the com« 

under the most glaring disregard of detailed instmo* bined train-staff and block-telegraph system, 

tious, and under which advantage is taken of the I have, &c. 

improbability of several persons simultaneously con- H. W. TxXEB. 

cnrring in the same neglect or mistake. _ • t. u 

It is satisfactory to be able to add, in conclusion, ^ ^^^^^ ^^ ^® *^^^'® ^^^ p 

that the Company propose to open a second line of _. „ ^' ^' »-^v»»hill, 

raUs to the Eaai Norfolk junction, If miles from ^^m^^^T^^^ ,. 

Norwich, during the month of October ; and then to {Umlwaj D^^iU), 

work the line between the East Norfolk junction and ^^"^^ ^^ Trade. 



^m 



To accompajny Captainjl^Uys Report 
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APPENDIX A. 



APPENDIX C. 



Great Eastern Railway. 

Superintendent's Office, 
Bishopsgate Station, 
August 28th, 1872. 

Special Order, No. 1501. 

Wtmondham and Wells, Norwich and Yarmouth 
and Reedham and Lowestoft. — Single-line working. 

Commencing Ist September, 1872, engine-drivers of all 
Ofdinaiy trains (whether running to time or not), as well as 
of all special trains, passing over the single lines between 
Wymondham and S\ ells, between Norwich and Yarmouth, 
mnd between Reedham and T^westoft, are to be furnished 
bj the station-master or other in charge, with a written 
order, authorising him to proceed to the next passing or 
terminal station, as the case may be ; and the driver will 
be responsible in each case for having such authority before 
passing over the single line, and for delivering up the 
order on arrival at the station to which he is authorised by 
it to proceed. 

James Robertson, 

Superintendent. 



APPENDIX B. 



Bishopsgate, 
A. 9486. November 21st, 1872. 

Dear Sir, 

8.40 p.m. mail train ex. Yarmouth to London. 
If from information you receive from Wymondham, 
or other station higher u]), you arrive at the conclusion 
that you cannot start the down Yarmouth train from 
Norwich before 9.35 p.m., arrange to let the mail train 
come on from Brundall without delay, to pass the down 
train at Norwich. 

In the event of detention to the up mail by reason of 
starting the down train from Norwich late, every means 
must be used at Norwich to expedite the departure of the 
mail and to keep the load of the train as low as possible, 
so that the time to Ely being ample, the time lost up to 
Norwich may be recovered. The point of most importance 
as regards the mail is that it should arrive at Ely to time. 

I shall be glad by your having the working of the night 
mail train both up and down at the stations on your 
district looked into ; latterly we have had delays. 

Yours truly, 
(Signed) Jameh Robertson. 
Mr. Stephenson, 
District Superintendent, 
Norwich. 



Rule 142 op the Company's General Regulations. 
Single-line railwaya provided unth.telegrapk communication. 

When from accident or any other cause a train is pre- 
vented from reaching the station appointed for it to pass a 
train from the opposite direction, the guard, after arranginir 
for the necessu^ signals, must go himself, or forward 
vnitten instructions by some competent person to the 
nearest station, stating the particulars of the detention; 
and the station-master, on receipt of such communication, 
must arrange hj telegraph for the passage of the trains, 
and summons assistance from the nearest dep6t. 

All special trains and engines must be worked under 
telegraph orders, and in case of irregularity with a regular 
train the meeting station, as fixed in staff time bill, can 
only be changed by a tele^phic order being obtained from 
the station at which it is intended for the train so sent on 
to pass the one coming from the opposite direction. This 
order must be given to the guard, who will hand co])y to 
the engineman, and both guard and enffineman must 
satisfy themselves by reading the order that proper ar- 
rangement has been made for the trains to proceed. 

No special train or engine must be permitted to leave a 
station at such a time as will prevent its arrival at the next 
shunting station at least 15 minutes before the time of a 
regular train being due from the opposite direction at that 
shunting station. ^ 

Extract from Company's Working Time Tables, p. 46. 

Note. — ^The trains on this single line are worked in 
accordance with Rule No. 142 of the General Regulation 

Book. — The figures under which a bar thus is placed 

show where trains from opposite directions are to pass each 
other on the single liiie. In case of irregularity with a regular 
train, the meeting station, as fixed by this bill, can only be 
changed by a telegraphic order being first obtained from the 
station at which the train to be sent on is to pass the train 
coming from the opposite direction, and the guard and engine- 
driver must both satisfy themselves, by reading the order so 
obtained, that proper arrangement has been made for the 
train to proceed. All special trains and engines are to be 
worked under telegraphic orders. All telegraphic notices 
respecting special trains must state the number of the engine. 

In the event of the failure of the telegraph from any 
cause, no special train is to be run, and the ordinary trains 
are to be worked strictly in accordance with the working 
time tables ; that is, no train is to be allowed to leave a 
single-line station until all trains due from the opposite 
direction have arrived. Ordinary trains as regards oraer of 
running are to, stand as numbered in the time tables of this 
single line until cancelled, either bv their passing over the 
single line or l^y written message betM'een the stations at 
each end of the singrle-line section. Trains entered in the 
special weekly working time bills are on this single line to 
be treated as special trains. 
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Form of Starting Order. 



m 

35428 



Great Eastern Railway. 



Branch. 



This is to authorise the driver of engine No. 
with the train from 

station, to proceed to station, where 

a train is appointed to pass from the o])posite direction. 

187 . 

Signed . 



Station Clerk. 




Great Eastern Railway. 



Branch. 



This is to authorise the driver of engine No. 
with the train from 

station, to ])roceed to station, where 

a train is appointed to ])afis from the opposite direction. 

187 . 

Signed 



Station Clerk. 



APPENDIX E. 



Rule 98 of the Company's General Regulations. 

On the exchange of duties between the day and night 
staff, all circumstances which may have occurred out of the 



ordinary course of duty, such as the signal for a special 
train following, or any accident on the line, or telegraph 
message requiring attention, must be carefully reported in 
a book to be kept for that purpose, ar.d also communicated 
to the relieving staff prior to each nmn taking charge of 
the duties allotted to him. 
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APPENDIX F. 



The followinff are the apparent irregularities and specimens of cancelled mes8ag:e8 in the sinffle-line messages taken 
from the foUoinnK books :— Ist book, August l/th, 1S73. to January 31st, 1K74, inclusive; 2na book, Jan. Slst, 1874, 
to August 8th, 1874, inclusive; 3rd book, August 8th, 1874, to September 11th, 1874, inclusive. 

SiNOLK-LiNK Train Mbbsaobb. 
Dat«, Thursday, September 10th, 1874. 



Time 
received. 



9.34 p m. 



Station 



Stations 



7.41 u.iii. 



1.18 p.m. 



1.30 p.m. 



CailOlI ci t.* M. r-^K . rfiBiiuun 

from. Subject of M0HS.B1.. „.,^phe<l. 



Time Tclcjjniph 
Signutuiv. 



Subject of Adhwot. 



Send op mail train BninduU - | 9.25 
on to Norvich be- i 
fore the 9.10 p.m. 
down passenfTcr 
train leaven Nor- 
wich. 



; When the tip mail Bnmdall 
I train has arrived 
I at Norwich will 



line be cle:ir for ' 
9.10 p.m. down | 
paSRon^or train to , 
Brundall ? , 



I 




I will send the up '< 9.25 ! 
mail train on to I 
Norwich before I 
the 9.10 p.m. \ 

down poiA. train > 
leaves Norwich. 
W. Plat FORD. 




Railwav 
Officer's Signa- 

tnri' and 
Time delivered. 



R. 



N.IJ. — ^Tho ubovt' are the messu^CH ontere<l in the book on the evening of thecolliHion. 

• Altered from 9.2:j. 

Norwich, Thorpe Station, Sept. imh, 1874. 
\h:^2 p.m. Norwich to Brundall. " Stop Mail." 
f).32 p.m. Bnmdall to Norwich. '* Mail left." 



Date, Thursday, February 12th, 1874. 



May Hpl. ballast 
train follow 7.50 
a.m. down mixed 
train to Thorpe 
Bridges and bk.? 



U.L. 



■.42 



n 



Vcs, spoclal balliiKt 
train nftiy follow 
7.50 a.m. down 
niixe<l train to 
Tliorpt* Bridge* 
ajid bk. 

W. IYatkokik 



7.4.T '. U. 



A. Cooper, 
7.45 a.m. 



Date. Friday, May 1st, 18/4. 



S. .19 p.m. U.L. 



Is line clear for 
special finh train, 
engine 214 ? 



Brundall - 



3.45 



H. I Yes, line is clear 
lor special fish 
train, engine 214. 

j W. i'AKKKR. 



3.45 



U. 



W. Parker, 
3.45 p.m. 



Ballast train is 
back, and line is 
! clear. 



Date, Tuesday, August 11th, 1874 
Brun<laU - 



1.20 



G. II. : Noted. 



1.20 



W. l*LATFORI>. 



G. II. W. Humphrey, 
1.24 p.ni. 



Date, Monday, August 24th, 1874. 



Ballast train is 
back, and line is 
clear. 



Bnmdall - 



1.22 



G. II. 



Noted. 

J. Lawrence. 




W. Parker. 



Date, December .'ird, 187.*i. 



Dec. 3 — 

1873. 
(UmveUvd. 



Onurrivnlof6.im.nl. 
up p.u senger 

train x Yurnioiith 
will line be clear 
f(»r special goods 
train, engine 320? 



A%)/r.— This is in Uobson*s handwriting. 




Date, Saturday, April 2iith, 1874. 



C.20 a.m. 



May special ballast 
train, engine 355, 
follow BiKHsial 

goods train, eii- 
irine 325, to 
Brundall ? 



Brundall - 



died, 








.23 a.m. 








A. COOI'RR. 






1 
1 











Simole-Ijnb Train Mbsbaobs — oimtitmed. 



ncdmL 


StstUm 
from. 


BnbiectofHeataKe. 


Stttione 
telegraphcL 


Time 


TcK-Kraph 

aerk-K 
Signature. 


Time 
SBbject of Answer. re- 
ceived. 


Tele- 

luitiulp. 


Biulway 
Time dehvercd. 




Wedneaday, June 24th, IS74. 






















IS.17 




BaUut train in 

back, line ia clear. 

J. Hatubs. 


CoHedkd, 

3.SB 

R. 


" 


_ 


Cancelltd, 
2.S8 


- 


_ 


W. Parker, 
2.80 


18.17 


~ 


N lino cleiir for spo. 
cial bolluti train, 
engine ■42», to 
Bi^mdall? 


K. 


- 


- 




- 


- 


W. l-arker, 
t.3\) 


9.U 

(Oct. 4) 

1 873. 


U. L. 


Si'nd 9.10 |>.ni. 
down paawuper 
iniiii on 1.1 Rrun- 
dall before 7A0 
p.m. up Ltuft. 

Bnindall.'" "'^ 
C. E*iiT*i:<!n. 


BruiKh.ll . 






Inepvetiir Coojier 
n-fu«>d (0 t"ign for 
3.14 wnjtle line. 

J. ROUVON. 








9.4 

(OcL 85) 

1873. 


Bnl- Si'iul a.lO i..m. ' — 
<lo«n tM«»..nper j 
1 Irani on to Bniii 
; >lall Wore 7.40 1 
[i.rii. up I j>wusloft 1 
KcKvds lc'«ve?i ■ 
Itnindnll. 

W. I'l.ATFOni). j 














D.I9 


.1. U, (.■onf.l y.>i.T ^inl^l.■- Bnimlnl! - 

line nrdiT audi 

Kend lip miiil imin . 

nti to Koririrhi 
1 hefor.- ih.- 9.11)1 
, p.m.iUxriipauvn-. 

iriT tRiin leuvei 

Norwicl.. _ 1 


9.20 


J. It. 


1 wilt sen.! ii[. inHil 
train on to Nor- 
wich before 9.10 
p.m.downpa!Uion- 
fivT train have* 
Norwich. 

W. l'i.*r.oRi.. 


9.20 


J.R. 


A. Cooper. 
9.ai pjn. 




(This iDCSNogi' U 
ill Coop.-r's own 


1 

! ! 










(Oct. 31) 
1873. 


1 tnT»l train (to to 

■Ihorpe Bridge. 

1 ami bnck? I will 

1 8<iTi».- von when 

liii..> it clear. 

W. I'ARKKR. 


*BrandHll - 

•(Alrfr.-This 
«ord up- 
pHrx to 
have been 

™rke°) ^ 


i 


C'awefledbylnapr. 
Parker, 3.3 p.m. 








(Sor. 8) 

1873. 
9.8 p.ln. 


— Sind thi' 9.10p.(ii. 

■ train on to BrSn- 
dali before the 
T.40 up I«weiilnfl 

'' Hniniu"'" ™""' 

W. Pl-ATI-OU... 


Brundall - 


II.S.T. 

; 


•Cancel your lingle- 
line order and 

-(JVo«._Appu. 
rently Cooper's 








9.as y.xn. 


— Cancel your eingle- 
, line order and 
fend np mail train 
«u to Norwifh 
tiefori' iKl- 9.11) 
p.in. down paHHn- 
get train Ihiv™ 
Norwich. 

A. CoorBB. 


Brundiill - 


9.^4 


IJ. S. T. 


I will send up inuil 
train on to Nor- 
wich before the 
9.10 p.m. tlown 

loivea Norwich. 
W. VLi.^vaKl^. 


9.95 


U. S. T. 


A. Cooi«r, 
0.31 p.nL 






tiend up mall train 
on to Norwich 
liefiire the 9.10 
pjii.downpMMn- 

CoonL 

















30 



SiNGLB-LiXB Train BIkssacbs — comHmmuL 



K\V*«L tnin. 






^ . I -^ Telegraph Time ZiZi 

Station* ; Time ^^.^ Sabject of Answer. re- ,^. 
teleirrsphed. : lenL • signature. "^ ceived. ^^ 



Baflwaj 
oarer's Signa- 



Time defiTcred. 



WliitfQ up ^^^ tnia Brundall 
ha^ jirrived at 
Norwich, will line 
Nf cLeir tor 9.10 
\}^m. -tows pas- 
*eQier -raia to 
Bnt'^dal*. ? 

A. rLV^PtK. 



9.25 



J.R. 



I will *end np mail | 
train on to Nor- i 
wich before the 
9.10 p.m. down 
poii'HNiger train 
leares N^^rwiefa ; 
anil when np mail 
train has arnreii 
at Norwh^ line 
will be elear for 
9.10 down train to 
BnmdalL 

W. PLAlTOtD. 



9M 



A. Cooper, 
9.99 pjn. 



Alt * 



An:.?". 



Dave. 5**turdaT. August Sth, 1^74. 



:ii -• N.'rw:>:ji 

? z*. ifw^ 7afi'^' -- 
i«r "Tt:- '.IT -IT*;"* 
S r^ ••:"*. i3«l 



}^\ H. :?. T. 



wi_ 4<*ai Tip Ba:. 
•n-i •::! '..: Nor- 
» oh Vr^'n? rhe 

p*««Lprr suia 
'.eu--* N >rr^ch : 
joi whec :ir xjlL 
:nin ha* jutttwI 
It N«Tw:ch. liae 
wi: be c-lear S?r 
^.10 pjn. icwTi 
pitfrienxer Tain tL« 
BrTE!i*iaL. 



9.ii5 H. S. T. 



A. Cooper, 

9.28 p.m. 



}^r El. S. T. S 









W. Pt-irT*3*r. 



)-±.: H. S. T. Some as a^Toi-e. 



}J^^• 



i as i^rTi*. 



iJi* E.>. T. 



l-2Jf H. S. T. 



*i: 



Cooper, 
9.30 pjD. 

Cooper, 

9.5$ pjn. 



A?P£>OIX G 



. * x 1- V'l-rre. -r. Ti LrsLaj. ' th S!cw-.= -e- ! 
•i; -i ii - ■:: i:aJ. tt.: "triz \Lr='-i:-:. 



xzr. 



T: miij 'Art*. f!T:r -e-ir."^ir .-rjar La*nir^ ii-l-viT 

J SsT^J^ *-* "^;iT ."r;ar ijtfr<»rT S-L-JTra^ 
■^•r;»* "'ivT". ^ 'rvj'ii. .ear^tfr-wOfr 
1 •_ '"'■ 'luii.'JL y ;r¥*L'i. ■'L.t.'riMT 

Sfr"i"a.i" ~* iT'L N :rT"*L':i- '^fsr Nrrrjui W^mi. 

Si SIT l--:erci. > rr-L'S. i'txde'm.ii 

>i2«M >fLr-v^ S.rvTO. 

Vt SiiLi-Ttfr N.-rvfi. x^itjtnai:! 

V<^. -I'LiAf M-li? Ta 1 ?«'aiL L«:nii'ni 
T'-ra -jiinir yClfi 5iX'i 3j*i- li-ntorii. ai;ijn 
:ic i.Tf ■■?. 

":ia.:- •■:.l: :r \Lt laii >t*. >fC3. 

V? r. L^.fi. *2ff2tt Tiffii»''ra- 

V- "^iijut*. Sifirra* >gy r L Iwnmriu laL-svaes 






I?"S. V. 






\r^. Hsnmr. <fcr. 



T.Tj.. iilifi. i.^ 



' Tvi xa->f uinL 
1'%' 'B«u:':ic S 




^Viijsic EVikir. H:rrf:rL .■vacosujiu. 

Mr?. Ci:re. L**C'i-»r. .- c-i-iiZi £ f?*Li .*?• of JCK- 

Mj» CoTtf. Li.-'-i'-c. izL'-iz-*! leaii. 

'*".-a>e*;^ cvLirr. N :rwi.'a. .•x;Tr-'i ^rjut kn.*i ' 
^•inli ^~ ••c*r.;c. Nrnrci. iyyzrzr^i ji-z 
L' .::r*er: '^t::.--^ Luf.-r. 'S^'^^ir-'i Tii::ra 

jwoer* Si'T.T!. H:p«r;r; f-aL-rir^-: >x 
HfCT7 xiiiii N.rvvir. rmr^irr*: ttil 
"^ 'Haz: >: :«v^rj. > .TVj.'ii. ^T^mr^i rljiK fc:. 
* riiz. r"**?^. -Ofri.T:"- azi.-:iras.-i aca:." 

\Ls» r':a TCii::. N .•^▼•j:ii, ie^'fr^lT' sou fs. 

Mr r*nzii:ci- N.rvidL Jir»iz-»i w?«*. 

m 

Mr H-TiL.T^vze. >.^r:'r«;:ii Muc^aei aw. ii: 
M? J:ili-'iai:n. SrP:«»'!Pja. i ' ^To^ ryi rl:. 

M'j» r<:i2H:a. Xirw-vix^ fdiicsfa. 

Mr H-ici^mfL N.Tv^ra^ n^in^i. aa:^ ks. 

Mr*. Tje^siW- N:rwn."a. mtK«£ hum kxii lan. 

Mr E'f^fTTT^ ^ i^zzufrfu ixj 

Mr J':aT ywrmnr^L. iii.'C3P«£ rniK 



Mr c-iiiniu^ X ipvut^ sjim'X imc» ^iv. .kc. 
)fe fCKzJfw. Xjv^iva^ }now(£ uxic 

IV. Saoc Nnwtt^ 2Qiise*i n iw «&f aac^. 
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LONDON: 

i'rintefl by (xkoruk K. Kyrb and William SrorntwooDR, 
Prioterfl to the Queen's mo«t Excellent Majesty. 

For Her Mujesty*i Stationery Officp. 



THE REPOET OF THE COURT OF INQUIRY, 



HELD IN PUBSHANCE OF AN ORDER OF THE BOARD OF TRADE, 
DATED THE 26Tn DECEMBER 1874, 



INTO TEE CIBCUHSTANCES ATTENDUia THE ACCIDENT ON THE 



GREAT WESTERN RAILWAY 



WHICH OCCUBBED NEAR 



SHIPTON-ON-CHERWELL 



On the 24th December 1874. 



9.vttttttiB to botd Kouiti of Varliamrnt ftp utommano of Kn MtiintB- 

April 1876. 




lONDON: 

VHINTED BY GEORGE EDWARD EYRE AND WILLIAM SPOTTISWOODE, 

PRINTERS TO THE QUEEn's MOST EXCELLENT MAJESTY. 

FOB HER MAJESTY'S STATIONEBT OFFICE. 
1876. 
[C— 1197.] Prm3s.6d. 
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i. r- .-'■ ' r-v- -.:-.i, l-:t thr wheel ; 

•-V'/'! ■ ■- ::-%-- :r. th- want of 

. ■ '■ ■ ■- • . . -. .- »:.l out. ami 

- • :.. • tvrc has 

■ • - ■ I ". - -i.- •.. •'••i^riniioiis 

'' •..-.- V ■.. ;. .»r ■ ■';.?• ••bjcolioiis 

"• ■ * -f.. -. ; .iVi,::«>- h:f* lK.»en 

♦..--■--■-i -.1 - >,;, :,-, ^n at^culent : 

- --■ '■•-.'.. '■..-.•.. : :l.v breaking off 

':"-.:-, :. .1 li*:i;;itudinal 

- ^ ■ — ■: >r-- i;ir:-:-v..-.j ■: ihc bremlth 
- r-*i>»-*. ii ' --r.. ■ - V drop off the 

•■•■-- ' --'-rr. rli.iway ComjMiny 

-'- ' 'Ti: -»-:.- •^- ■•:«irx^ wheels, in 

"■•"-. •....-- '':i'-\?.z tak»Mi place 

.: - ii 7- r -T.-.-eL* with tyres 

; -. ■ . '■ »'^^i. li.r- nuinlifi' of 

- r^ '" :• ". i~ i N- rth-W»*stoni 

• '- '' -m; - '*-T.z no lof.-* than 

' ■ : • >• -'i.-r.^ r.-a in the Ap- 

'''^* • - .-i.- •' -':.••' i.treat Western 

-■ ■■ • »• - • ''.-•7';'T r. ■ :' the ivniral 

---•-. .r- i.'->:- jav.:.^ .>vurriMl on 

• ■ - -'-^ N v.ii-rvrr 1S71, 

- -■ . — - J> ur ;• Ar.i a number 

■ " .iv - ,.*■ •".?:.'• :r>ir knowledge 

- .' .— - :.»r- -li.ei r riT-r. way at the 



I ■,- 



' <,»^- 



.' 



. V .- ,1 



. • w- 






li 



• ■ 






V •*.' - 



• • ^, 



.1 •' 



T ■'. 



I- -| P 



' '. ,."1.:; -- V -'• 



• -I'T.- r. 

• ■ i I * - 
• ■.■. • ■"■•-•" 



.jr-i : t\Y.i; 'in-j |i;i,i j^'; mi* IV il-- 

•jft^rLrF •It-pendt-ii ••n. :ir.«i "r.:ir .ir. -..^r 

wi-P- not sjiTi'iiiiMl '.v::h '\\*- ••'«■:;:•::.■ i.'-.-i.r'l "y 

^[anseli'.«» tvn: fa.'tr-nir.Lr- !'.r w .1 ••»-:; -.v;..!-.- ; a::: 

thev now alU-^jt* thar rh^-r*- w^r" r.nil:- 't «'i!.- 

rtput'iion ill Man-'f-ir.-* r»mwt*ii ii-ir. ..• •■:' l^n-. 

In thi." larti-r ronrfnriun tl.-y i.- -::■. i-.iL y 

Mr. ^runsi-ll liim^elf. who sTateil tliar rh.r.- :. -.-i r..-: 

then il^^'So) Itt-en -iitririrnt triid oi' hi- w-i-i.-n whe»^l? 

under the patvnt uf 1%2 to justify the company in 

ordering llu-m. 

It <U>«>s* not however apjHair. wiu-rhor nr n.:>t 
Mr. Man.-ell was of the ?«me opinion, whi-n tin* 
L*>nilon and North- We-tern Kailway Company de- 
cided in ISOl, (fonr yfar-* pri'viou.- to this tyre beinj: 
onltred) to begin fai-jrely to make a-e of thy>»» 
wo»)dtii wheels, and had taken no less than 3,60() 
wheels up to the end of I8G0. 

It may further be remarked, that it is not known, 
|i 'nstanoe whatever has been recorded, of 



- T' 



hAv.. hail nothing 
■: VI- 177-7 -Mi at in lS(>o, 
-■ " -- -.'--.— -. -.:-. -i^ .-.f rivets for 

- " : '. -.r^ .J- V -^-f- -. r :.; :hr. placing of 

" ■- ' ."•: . .'■»•''. izi !hfn fa>tening 

- v:-- ■ / 17 7:vrt*. It might 

- '-■ ■ " C.-... — ^'^ ■:rf>r'.i \^'}6) in the 

I - " ~. -' r * _' -i" * 1 ... 

7 •-.-'■-. - . .:- : -a: '5V-i:orn i* in opi>o- 

.- - .' .'-. t: : ; i N '".~-U\si,Tn Rail- 

" . "- : .i..M- ■ ::.. -r : M an m-H's wooden 

- — - >*-. .- •. - . iz" '-ri ■•i Mt' time, whew 

7— --r.i •-- ..*■ - ■ :: - •■ '.ir^ 'inow!ed:reof the 

-..r-.-.- ■ ."•..-::".-:::-.•.!•'..■ "■•••. izier eiihrr patent, 

... •.--:-., z''..z ^"•■" *'":i»' •:-'•..':'::«• lio-ss and no 

- .—k" . -J.- r— 'L ::.i.:r-. r >-• :: :• t:r.>^i r:i'oe?s:iry to 

.. ■ r. "-:.•—: I'Hi-.-. ".i: -i:- '"jivtiim to the 
f . • :: •.-..-■• — : :. .:• -v - ■ -r. :iii»Iv to iron 
^ .-• - v . . :» :.iT* — •> 't-- •i*;^: n hv ManselFs 
T -^•. I --'••• ^ ::: '.:i;* ■.:!• .1 «i. Vn'-.r-z apparently 

- ... •• .:^; '.V -s'l-n llai'/VM ■ 

y.- ■..■•■•;•••;'-. I .'i 7-:-!T-<: ■ 
i.ir- ■•: ''.I / -• '"".i:"' .: :lu.i: 
v. . ■■.: :;: -'.i •: v i- i:"-. r'vii- : 

• \ I ■ * " 

■^ >■ ■■* w Ilk** * ■*■!' S*^ ** 



^ .. 



I .:::::«.' I rxtent, on 
7v r I,, Ivil, called 
- • .I'or. r\ '.it's rejwrt, 
■■ tir '. • :'i ■->• alhidud to, 
:'• ■; ■•* :■■ 'van infringe- 
T-. 7 owo.l in 1S62. 
it i". ' ;l.ar the frntrnt of 
I "••-»■. •rf.-T'i I .iiM'-.ic-.: .iiiiT. '■ :!:• :.:. a? retnirds the 
:■ 7": i;. : r.'.*>*i\' :' iviv.::^ 'I:.- ••.■:'.::iri«Mi'i rin«:s for 
-t 1' I.-..:. ''.. • "/:2- :.'. v.. • '.- . \ 7 MaiiM-UV jMitent 
•:: 1^'-. 

B.;: r.:**!?!- -i' I'.-i"*, -.vii. rlit^r liirir- «r LTrai, do not 
-.-i*m 11 ■ »■ : -T'. ::".«.- :r *.\ rlu- iiiir^tiv^i'. whriher ih(» 
C' ?v.i'.*i.':v ^iiTf-i ;:•'.■ r.-r'.v ill n'\«'i-ti!:;x a-jain lu the use 
•;:' 7'.v r.' ::: 1^x3. :'■ r 7'.iLr'.v or ut'MiltIx, and ri;jhtlv 
a.' :..»• l'«'iiH':i:.v i\: 11 Ji:"-.:^:.:, and a* inav now lit* as- 
?::::>-i. rh«-y ii.i.i -oirHri.i; antl h:i«i iV'jun tu nsi* (vibson*s 
pr iVr- t''7 fa." ten.:.;! ry/es on iri»n wh»'»ds so I'urly as 
l*»o.>. ami had (a? :ilre:i.lv -hiiwn hv an extract from 
a npor? to thi* Ix'iird •»£' Tin dr, which was not eon- 
trad io tod.) made iO'^'nt proin^ess in placing their rolling 
sti'ck on wliat th«'y ciMiMdiTi'il an iin])roved ft)otin*^ 
a? rofffirds ilie sati-ry oi' ilif puMic in ls()l, and had 
determined to givo up the nso orrivt't>. 



* SoTUfthinj; wu< kiiown to be M*rniig with tho train as it waft 
l»-aviiiir tho sitation. and thi' station master i-ndeavourud, when 
too late, to try und -(top it. If a more careful examination of 
the train had taken pbcu, the defect would probiibly have been 
then discovered. 



'* every three or four carriages in a passenger train, a 
** proportion which may be economically provided by 
^* the use of continuous breaks. On steep inclines, and 
** with trains that travel at higli speed, a larger pro- 
** portion of break powcjr is requircil." 

Not one of these recommondations was uttonded to 
in the making up and despatching of the 10 a.m. 
express train from Paddington, or in sending it for- 
ward from heading or Oxford on tlio 24th Deccml)er, 
and the representations from the Board of Trade, here 
referretl to were entirely <lisregarded. 

The state of the law on the subject, does not seem to 
require, that any of the usual precautious Avhich are 
generally adopted by Kailway Companies in conducting 
passenger tratiic, need be followed, except such as 
are prescribed by the Regulation of Railways Act, 
1868. 

Any railway company may apparently do, just Avhat 
it thinks proper, in conducting its own traffic. Thus at 
the present time, the Great Western Railway Company, 
have no regulations or instructions, which prescribe the 
manner in which their passenger trains are to be made 
up, or what amount of break power, in proportion 
to the number of the candages and the nature of the 
gradients, is to be attached to them ; nor in Avhat 
manner the break power is to he <listrihuted through- 
out the train, or if it is all to be placed at the front 
of the train, in accordance with the evidence given 
by one of the witnesses (Mr. Wilson) called by the 
company. 

Again the company does not issue any instructions 
for the guidance of their superintendents and station 
masters, as to the loa<l which should be taken on by 
the engines that run over the different sections of 
their line, or prescribe when, if at all, a second engine 
should be added. 

All appears to he left to the superintendents and 
station masters, and to be dependent entirely on 
practice or the pressure of the traffic, so that a pas- 
senger train may he sent out from Paddington, as 
was stated by engine-driver Ricliardtjon to have been 
done from Oxford, with 12 or 14 vehicles behind the 
last break van with a guard riding in it, if the station 
master or platform superintendent acting for him 
thought it expedient, without incurring any responsi- 
bility whatever as far as the public who are to 
travel in it are concerned. Neither is there any 
rule or instniction to tell an engine; driver what he 
should do when a vehicle in his train gets off the mils. 
See Appendix 15. 

This absence of rules and regulations, on such 
essential points, is a most unsatisfactoiy state of things 
for the travelling public, Avho are told by the officers 
and servants of the company, and by sundry other 
skilled witnesses, when an accident of this frightful 
character has taken place, that it was altogether un- 
avoidable, and that no alteration in the making up of 
the train, or the ])roviding a larger amount of break 
power, and its proper distribution throughout the 
train, with a greater number of guards, could have 
prevented it or mitigated its results. 

On Tyre Fastc7iings. 

The Inspecting Officers have from time to time 
been called upon to rejiort uj>on accidents caused 
by the fracture or flying-off* of tyres from the wheels 
of railway rolling stock ; from the commencement of 
the year 1847 to the end of 1 b74 in 80 cases, of which 
an abstract is given in Appendix 4. 

From 1847 to 1857 they inquired into 2G accidents 
of this class, and simply repoi*ted upon the circum- 
stances attending the accidents and the nature 
of the fractures, defective welds, or the quality of the 
material &c., &c. in the tyres. Of these 26 accidents, 
caused by the fracture of tyres, in 15 instances the 
tyres were fastened on to the rims of the wheels by 
bolts or rivets ; one was fastened by a patent process 
that dispensed with bolts, and in 10 cases the mode of 

(tening is not stated. 

oe 1857 there have been no less than 54 acci- 
* this kind, and the reports have been of a 



different character. In 41 cases the tyres were 
fastened on by rivets or bolts; in 3 the mode of 
fastening is not stated ; and in 10 instances by patent 
processes, — one according to Cabry's, three according 
to Gibson's, and six according to Beattie's method. 

In the year 1858 when reporting upon an accident 
of this kind which had occurred on the 29th Juno, 
near Carlton station, oh the Great Northern Railway, 
by the fr:icture and flying oft' of a portion of the tire 
of the loft, leading wheel of the engine, which was 
fastened on bv rivets, I first drew attention to 
the late Mr. Beattie's patented process for securing 
tyres on wheels, and stated that I had been informed 
that the Great Northern Railway Company had deter- 
mined to relinquish the rivetted method of fastening 
tyres for all carriage wheels and the leading wheels of 
engines, by which it was hoped that, in the event of 
tyres breiiking, ihe eff'ect would not be to throw trains 
off* the lint^ ; and Capt. Galton in his report for the 
year alluded to the success which had attended 
Mr. Beattie's process. 

In 1859 and 1860 Capt. Tyler and I, in several 
reports, called attention to the necessity which ex- 
isted for adopting some other mode of fastening tyres 
on railway wheels rather than by rivets or bolts, and 
on the 28th January 1861 1 reported on an accident on 
the Shrewsbury and Hereford Railway (by which two 
persons lost their lives and four others were injured), 
precisely similar in character to that at Shipton on 
the 24th December last, inasmuch as the right leading 
wheel of a carriage next the tender lost its tyre and 
the trailing wheels had the axle broken. In that 
report are the following observations : — 

*' It is certainly unquestionable, and proved by the 
*' experience of many years, that the tyres of wheels 
" on locomotive engines, carriages, and waggons are 
" particularly liable to break during severe frost; 
" and the cold of the present winter has caused a 
" very large number of these fractures, and the ac- 
'^ cumulation of a large quantity of broken and 
" disabled caniages and waggons at many of the 
" principal stations. Experience has also established 
'* the fact that these fractures almost invariably take 
** place either at the holes through which the tyres 
*' arc bolted or rivetted on to the inner rim of the 
" wheel, at the weld Avhere that is in any way 
** defective, or at some part of the tyre where there 
" may have been some flaw or defective metallic 
** adhesion. The rivet holes usually diminish the 
** sectional area of the tyre -J- or ^, and thus the parta 
*' when^ they are made generally form the weakest 
" part of the tyre. The fracture of a tyre is of itself 
" of comparatively little importance provided it can 
" be retained in its place on the wheel till the journey 
*' be completed ; but when the tyre breaks the strain 
*' is idmost always so great as to cause the four or 
** five J inch or ^ inch bolts or rivets to break 
" immediately, when the tyre is solely secured to the 
" inner rim by bolts or rivets, and then the tyre flies 
*' off*, the wheel breaks to pieces, and in many eases 
" the carriages are thrown off" the line, and an accident 
" more or less serious in its consequences ensues. 
" Now this result is totally unnecessary and may bo 
" easily avoided. 

And again, — ^* After the i-epeated accidents which 
" have occrurred year after year, fully proving the 
*' insecurity and the danger to the public which is 
" involved by continuing to adopt the old mode of 
" fixing on the tyres by bolts or rivets, they should 
" l>e held completely responsible for continuing to use 
** so objectionable and dangerous a process, when there 
" are many ways in which the t}Tes can be fixed on 
" to wheels where they will not fly off" even if they 
" do fracture." 

On the 7th February of the same year Capt. Tyler, 
when reporting on an accident which had taken place 
on the London, Chatham, and Dover Railway, near 
Teynham, entered into a good deal of most valuable 
detail, and accompanied his rep(»rt with drawings and 
descriptions of the various modes of fastening tyres on 
wheels M'hich had then been introduced, other than bv 
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The Great Western Railway Company have been 
asked for a statement showing the number of wheels 
seeured by rivets or bolts, or by tyro fast(;nings of 
any other kind, which were in use in 1861 in con- 
ducting their passenger trailic, but they are unable 
to supply it. See Appendix 17. 

If, in 1865, they had continued to make u.so oi' 
Gibson's process, in the belief that it was the best 
process then known, or even as go(Ml us any other, 
nothing, probably, could have been sai<l if, on the 
24th December last, this light wheel of No. 84/) 
third-chuss carriage, h«d liad a tyre fastened on it by 
Gibson's process, and it is quite possible tliat it would 
then have remained on the wheel. It might fairly lir-ve 
been urged that they liad done all in their power, 
and according to the best . advice obtainable at the 
time, to fasten the tyre on to the wheel by ihe 
process which they then considered was most likily 
to keep it on th(! wheel in the event of its frueturing. 
It is right to state, tliat it appears tiiat sui>sequenl 
to the year 1868, the Great Western Kailway Com- 
pany have been proceeding with energy, and more 
particularly so since the yc^ar 1871, in introducing the 
Mansell wooden wheels under their passenger car- 
riages, so that they had, at tlie end of 1874, no less 
than 6,330 pairs of Mansell's wooden wheels, while 
there were only 181 pairs of iron wheels which still 
had the tyres fastened by rivets, and 108 pairs of 
wheels besides, which the Company's Officers had not 
yet been enableil to ascertain in what manner the 
tyres were fastened. This information is contained 
in two retm-ns put in by I lie railway company, and 
which are given in the Api)en(lix No. 9. 

But the Court was not put in possession i>f any 
infonnation to show what the Cireat Western l^ilway 
Company hjul been doing in this rcsi)ect ]»etween the 
winter of 1860-61, when the necessity for prompt 
action was made so very aj)parent by the number of 
tyre accidents which then occurred during the severe 
weather, ami the year 1866, when they lirst began to 
try the Mansell wooden wheels as an experiment. 

The evi(k;nce of Messrs. JeH'ery, Ilurst, MeCon- 
nell and Wilson, brought iorward by the railway 
company, apparently had for its main object to 
prove, firstly, that what the Insi>ecting Oflleers have 
called in some of their reports the vicious process 
of fastening tyres on carriage wheels by rivi;ts, 
through the tyre and rim of the wheel, was superior 
to any other known process. If those witnesses 
opinions are correct in this resj)eer, it would show 
tliat the Great Western Kail way Comi>aiiy wi-ic 
wrong in what they did Jirst in ISJ^j, continued in 
1861, upheld in 1873, and still continue at the 
present time ; and, secondly, that the Inspecting 
Officers have made mistakes in suggesting forms of 
tyre fastenings, and in recomniending some of tlu» 
systems which were known ami in use in the year 
1861. 'An examination of the reports of the 
Inspecting Otticers on this class of accident, of Avhich 
an ubstract is given in the Ai)pendix 4, will show 
that they have never hesitated to state fairly the 
cause of the accidents, and whether due to a [)atented 
or other process of fastening tyres on whe(;ls, or t*) 
their being secured by rivets or bolts ; and the evi- 
dence of the above-named gentlemen may be contrasted 
with that of Messrs. Armstrong and Dean, tlu'. loco- 
motive and assistant locomotive supeiinteiidents of 
the Great Western Uailway Company, and t«) the 
fact that the rivetted ino<.le of fastening had for such 
wheels been given up by the company, and is no 
longer used in 187o. 

One of the witnesses, Mr. McConnell, who ad\o- 
cated the fastening by rivets, stated that they were 
useful for holding on loose tyres, but not lor retaining 
onl>roken oues, although he had known many ca?-es in 
which they had been so retained. 15ut the fact is 
that rivets do not always hohl on unbroken tyre^ that 
become worn and loose, as the returns to the Doard 
of Trade continually show. 

In July 1873 the Great Western Railway Com- 
iTfiniiiUiwer to a circular letter from the Board 
Tjnda, dated drd July 1873, addix^se^i to 13 
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of the principal Railway Companies in the kingdom, 

replied that they had adopted Mansell's wooden wheelH 

for carriages, an<l still continued to use Gibson's 

process for iron wheels ; and the information received 

from the other 12 railway companies, which lia<l been 

ai»i)lied to at the same time, and from the Midland 

Railway Comi)aiiy, completely upheld the opinions 

expressed by tlie Inspeeting Olllcei-s 12 yciars before, 

that rivets and bolt> should not be used as li means 

of fasteniiiir tvres on carria«;e-wheels : and a similar 

• 1 1 

remark would :il)ply as far as engine and tendiT- 

wlieels are concemed, with the exception of the 
answers from the Lcmdon and North-Western, ^lan- 
chester, Sheffield, and. Lincolnshire, and South- Kastern 
Railway Companies, which still adhere to the old 
process of using rivets or set screws lor these wheels. 
ITndifr the provisions of the Regulation of Rail- 
ways Act, 1871, sec. 6, and tm order made by the 
President of the Doard of Trade, dated the Ist 
Is'oveinber 1871, returns are required to be made to 
the lioard of Trade by all Railway Companies of 
certain classes of accidents which have occurred on 
their lines. 

Of 37 eases of tyre accidents reported by all the 
Railway Companies, except the Great Western, during 
the year 1872, i;6 were said to have been fastened 
on by bolts, rivets, or set scn^ws, and of these five 
tyri^s remained on the wheel when the rivets frac- 
tured, 12 (piitted the wheeL and no particulars are 
given resi)eeting 9. Again, of the 37 cases ; in 
16 instances the t^res left the av heels, 13 of this 
number were fastened by rivets or bolts, two by a 
patent process (one of Reatticj's and one of Gibson's), 
and one tyre came oil' with the tyre unbroken, having 
been fastened by bolts. 

In 6 instances the tvres remained on. 

no i)articlars were given. 

tyre became loose. 

rivetted ^ 

broke at bolt or | 

screw hole y tyres roinaiucd 

broke into four [ ou or «|nitti.a 
pieces J 

tvre left the wheel. 
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In 1872 the Great WostcTu Railway C^ompany 
reported 22 tyre a<!cidents, of wliicli three were 
simply split tyres, and the nimainder transverse frac- 
tures, and in no instance did the tyres which were 
fa><tened on by Gibson's process leave the wheels. 

In 1873 the other Railway Companies reported 25 
tvre accidents. 

The tyres flew off in 

remained on 

no particulars given 






14 instances. 
(> 
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•J 
1? 



25 



r\i' 4\ o- • 4 . iw / were fastened by rivets or 
Of the 2o instances, 18 < , i, , -^ 

' [ l)olts or set sctcws. 

„ 2 by a patent process. 

„ t5 no [)articuhirs given. 

The Great Western Railway Coniiiany returiieil 
five tyre accidents. Gibson's fastenin<x was used in 
each in.sianc(% and in two (-fu^'s where the lyres were 
fractured, the tyre came olV the wheel in one 
instance, in the other it did not; and in the three 
remaining cases the tyre Avas either split or bulged, 
and did not come off the wheel. 

in 1n74 the other Railway C'ompanies reported 4S 
tyre accidents. 

The tyres ilew olf in - - 16 instances. 

remained on - II) 

no particulars given 13 






97 
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A patent process appears to have been used only 
in one instance ; the tyre remained on. 
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There does not seem to liavo l>eeu much occasion 
for the pilot engine at Oxford. The train bad 
lost time, it is true, but it was mostly lost at the 
stations, at Reading and Oxford. The Inspecting 
Officers, the late Sir F. Smith and Sir C. Pasley, at a 
very early period, expressed opinions against placing 
two engini»s in front of a passenger liiiin, and 1 have 
more recently expressed the same opinion. 

Communication hetioeen Passengers and the Servants 
of tlic Company in Charge of the Train, 

The Regulation of Railways Act, 1868, section 22, 
enacts that every railway company shall '* provide and 
" maintain in good working order, in every train 
" worked by it which carries passengers and travels 
** more than 20 miles without stopping, such efficient 
" means of communication between the passengers 
" and the seivants of the comptmy in charge of the 
" train as the Board of Trade may api)rove, under a 
" penalty of 10/. for each case; of default/' 

Subseciuent to the aforesaiil (iniictment, the Boai-d 
of Trade, on the 27th February 18(59, in a letter 
addressed to Mr. Allport, as chair man of the general 
managers of most of the principal railways, approved 
of the cord system of communication known as 
Harrison's system, fixing no period for the continu- 
ance of th(;ir approval, and reserving to thi^mselves 
the right of reconsidering the question in the event 
of the system proving defective wlien tried upon aa 
extensive scale. 

In a letter of the loth July 1872 to Mr. Allport, 
the Board of Trade intimated that on jiccount of the 
numerous compljiints of tlie ineilicicncy of the system, 
and in some cases of its total failure, their approval 
of it would, within thre(* months, Ix* formnlly witli- 
dniwn, and requested that some other means should 
be submitted by the companies for approval ; but, 
on repn'sontations from Mr. Allport, X\\k\ time ibr 
the withdrawal of the Board's sanction of Harrison's 
cord system of communication was extc^nded from 
time to'tinie to the 1st August 1873. Tlu^ withdrawal 
was notified by the Board of Trade* by letter to 
Mr. Allport, dated 30th July 1873, stating that they 
" hercl>y nivoke and withdniw, on and after the 
" 1st August 1873, their approval, under section 22 
" of the Regulation of R^iilways Aei, 1S68," which 
approval hat I been given in a letter dated the 27th 
February 1869; a copy of this letter was by a eir- 
cubir letter of the 31st July sent to 123 railway 
companies, and its receipt by the (ireat We-tern 
Railway Company was acknowledired. 

No other system of communication has been since 
submitted by the railway eonq^anies in lieu of Har- 
rison's system, and hence the cord eomnuuiication on 
the 10 a.m. ex|)ress train, which failed to be an efll- 
cient means of eommunieation between the passengers 
and the servants of the comjiany wiien Mr. Lewis 
and others endeuvoured to make use of it on the 24th 
IXicember, was not oni^ which was at that tiin(* autho- 
rised to be used bv the Hoard of Trade undiT the 
Act of Parliament already mentioned requiring it to 
Im? provided. The fact of a broken pully being pi<'ke(l 
up, as stated hy the (leneral Manager, Mr. (Irierson, 
does not in my opinion prove that the failure of the 
cord as a m«ins of eommunieation, was due to its 
liaving been broken. The cord was not broken from 
the front carriage to the engine, as the engim^ driver, 
Richardson, saw the cord shake ; neilher was itbrok(?n 
l)efore rc^aching the In -ad guanl, Price's, van, otht-r- 
wise the wheel in that van would not iiave been 
whirled round. 

The (icneral Manager of the conq>any, Mr. Grier- 
BODy complained that the Board of Trade would not 

^t the kind of apparatus that should be made u<e 

f eflPecting the means of conununieation betwt^m 

engers and the servanis of the eonq^niy in 

' the train, but the short answer to this 

^^Bt tlie Act of Parliament was specially 

■I view to this coui'se not being followed. 

^vler and I had long since expressed 

irior to the introduction of Har- 

V that electricity afforded the most 
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likely meanB for providing an instantaneous means of 
communication between the passongei*s and the several 
guards and the driver of the engine, and also the 
means of inter-communication between the driver 
and guards, and had poidtcd out the manner in which 
its efiiciency might be ascertained and maintained, by 
causing all trains to be started from all stations by the 
electric signal alone. Electricity lias Iwen tried on 
two lines of railway in England, and is repn^sented as 
having been fairly successful ; it is still used on the 
Royal Train provided by the Loudon and North- 
Western Railway Company, and it has been sanctioned 
by the Board of Trade for the South-Eastern liailway. 

But the General Managers above referred to, who 
applicxl to the Board of Trade, did not think any 
means of communiwition was at all ixjquired, or likely 
to be useful or successful. 

In the Appendix 3 the instructions are given 
for the use of th(? cord communication on the Great 
Wes ten i llai 1 way. 

The eviden(!e of Messrs. Grierson and Tyrrell, the 
General Manager and Superintendent of the Great 
Western Railway, is so important, as showing the 
views entertained by the company, ihat it has been 
deemed desirable to print it at length, and it is giv(;u 
in Appendices 1 and 2. 

Conclusions. 

I have made very careful examination of the line 
between Wooilslock Koad stati(m ami the seene of ihe 
accident, juid have noted the marks t»n the permanent 
way and the position in which the pieces (»f the tyre 
were found, and I have conqiared the e\ idence wbicli 
was furnished by the marks on the j)ermanent way 
with that given by the servants of th(; company who 
werr> in charge of the* train, and uf th(j pass(?ngt?rs 
who endeavoured to make use of tlu? cord eommuni- 
eation. 

It is impossible? to state where* the first fracture in 
the tyre took j>lace. It may have Ixicn near Wood- 
stock Road station, and the evidence of the witness 
Garner points in that direction, but there were no 
indications on ihe j>ermanent way to prove any such 
supposition, and I think it is not v<M'y likely; but 
the second fracture certaiuly oceun'cd just bt»fore 
reaching tlu^ .<pot at which the short piece of tyre, 
which had one rivet hole through it, was found 4()7 yards 
south of the river bridge ; and the two blows or bumps 
which the witnesses Lewis and Ridd heard under the 
front part of the third-class carriage No. 845, in which 
they were riding, were most probably nuule when the 
short pie(;e of the tyre flew off* the right whwl, and 
was thrown up against the und(T side of thc^ floor of 
tli(^ Ciirriage, and wln'n it wjus again tlirown up when 
nm over l)y some wheel in the train, and this closcdy 
accords with Proctor's evidence, who d(»scribes the 
shaking to have commenced after passing the 69^ mile 
post . 

AsMiming that th(» train was at that time actmdly 
travelling ai the rate of 40 miles an hour, it would 
have oeeu|)ij'd about 23 seconds to run the distance 
to the riv<T bridge, and if Li'wis, Garner, ProctiT, 
or Kid<l had then been in possession of an ellicient 
and instantaneous means of conmiunicatiou, with the 
head guanl of the train and the enginc»-driver, the 
brenk-^ might then all have bren applie<l together ; but 
1 am not prepareil to say that, taking into account 
the small and iiisntfieient amount of break power aud 
the pesiii<jn of tl»e guards break- vans in this train, 
there v.t)uld not then have been a serious accident, 
because it i'^ quite imix)s*^ible to resist the conclusion 
that, although tln^ fracture of the tj're was undoubteilly 
the oritrinal cause of tlie accident, its most disastrous 
results »ven' the immediate consequence of the grievous 
misl:d;(* made, with the best intentions, by the drivers 
and (Iremeii, in at once reversing their engines and 
applying their ten<ler breaks, without knowing what 
was a(rlually amiss in the train. 

The under guard, Hill, became aware that some- 
thing was wrong as soon as Messrs. Lewis, Gai'uer, 
Ridd, and Procter, and he at once put on his break. 
At that time, tho train was running on an easy curve 
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k..o»ll l...>.l.l, l.v tvlii.'li nil ,.1,.. Ill, 

»ii.>.i ...111.) Ih. Html.. I,,i III.- |;.,i|,.,..-. Tli.iy 

.;,.>:t.U.|.li..i. .4 ,uiv -<v-< n..iil<l,,ii. Ii.i II. ih.'V'-iml.l 

,.,tk.>. ii.'t I... liV.-lv I.I U-i,.l ll. III.- |,i..k.-Mii„ii ..i'm-i-i- 

.i.'iii-., U' it M.MU..1 III iliiMV»v in wlii.'li ih.-Milij.-ci. 

«■.- ill.- i..»lh .li-.i-.ir™-. I ,ii,;i ,irj.,.,l ,.,„,„ i|,..,„. 

I «■ r ll-.' .......mil I.-.- .,r ,i„ui,...,T., ivj,„ ,l.-iilt. 

».>h ill.' uU.-K- i|ii.<-.Ii.>ii, ,111.1 lli.-v w.-i.' iiiiiiiuiiKiiin 
,» lvl<.<>.i.^. ,i».) 1 mil ..I'll..' :.,iiii.''.,|>i..i.,ii -.till. Iliiil, 
l..>tvot,>. .l.<-,it itl.l.. Ilinl lli.-iv ,I„>||]<I I.,: 1. pH,<| r.,11,. 

.<h:iii;o ..I lilt- iiiiiiiH, iliiit it niiiili] 1>i\ l'.,iiii.l iliiil (III! 

imiilioiilu>li wi.iil.l ll.. (<ii> Kl'<'"t, liikili;; inli, I'.iii.si.l.'i'ii- 
li>>ii itii- -<|H-<-<l nt nhii-li ti'iiiiin I'liii iiii.l llii' iliKlfiiiiu 
tlv\ uiiiM iKivi'l U'l'iHv tiK'V i-iin 111- inilli'il ii|i bi 
MixxM\ |>»'v.'nl lU-i'i.l.'iilK Inking pliii.-. 

Nvoii^-^v^iloti wii.-. iiiii.li' !>}' Iliv ItiNU'il .it'TriKlu III' 
!.m «'!" ii-."..|li,-,.|-s In III., inilwiiy ifiTiipHni.-!., iis liir ils 

I \-Hii iviii U-r, niHimin.-ii.liii^ llii- iiil.i|ili.m .if miy 

•IirtViviH >VHt.-ni. riu- i-'siill ,.r ihi' ■'..(■<,iiini<'ii,liLli.m 
nUu-l. »»>' iiiml.- iiw'Iv ill lS(i>), wiiH timl lli.- It.mnI .if 
lVi..l.- Oi-I .ii.|in>vv ..!■ Ilir .■..r.l .■..iniii.iiii.-nti.m U> Iw 
)i>.>U>iM<ll llit'i-iiilwiivH mil-Ill III' III.- riiiiiii.'H. I n-IVr 
li.-i>- Ii> wlinl liiiN U-t-'ii kiiiiwii iiM Mr. Hiirri.soirH onl 
>>>iuuiiiuU-nliiiii. I1|>«ii Iw.i I'uilwityii s.iiilli nl* llic 

■•V ilu- liminli't TniiU'.oii.- Iii-iii;; .iiilKi.l.- tli.- ciiniiij^M 

AiiJ t]u>ui:li III.- Itimi-.! ofTrmlo liiivt' llii>ii;;)il. ll 
■.';\';<iT aiul .iWiriiMi- In wiilnlriiw lliiir ii|i|n(iviil with 
ri>ixvl t.> Ilai-iiMurs i-i>nl i-iumnuiiii-Uliuti, llicj liiivu 
-.:.•{ w-.;>-..;r.iwii llioir iii<|>riivik1 In llit^ nliii r Iwii iii.iiiiH 

l*--,v-v so ihi- iMuiiuitti-i- 111' riiilwjiy iiiiiim;j,Mn i.-iiiiiiiif; 

■^ -.'.,: .v:>-lusuiii iliiil tin- <iir.l iiiiniiiiiiiii'iiliiiii wiut 

: ...- ja.l!:in.-iii tin- Kimiil.-sl hikI ukwI i-i-liiililo 

■.-.v.s^.T- lliSi i-.'Uiil In' luliipH'ii, txiicriinriilM wurn fliso 

-,T-:-. ;'i'r I'fltviin-: ilii- (-iimiiiiinit-iLtiiiii l,y cli'i-lric 

■.-■.li7s;'il. I'll! tlll-M- (-KJK-rillll-UI.S I'llillMl. 

l■;.t■^lll>j^■^■Il't !H-iiiiiHiimii'iitiii]i Iiy i-lcdrii- ii'li';;rii]ili 
:at I.IV11 mtiiii-iitU i-iiMBiili'ntl iiml .lisi-iissiil, bill lli.- 
■.i.ii-Hiy of railvfiiy iiuiiui};.'!-!' Iiiivi- iilwiiyH lii'.-n of 
,■; •.-..it'll* tlial il Vk'.'iM W moM iinnliiililL-, luiil iiM »ii 
:U:!.-J0f 1 iiuiy mjiic llitil whpii an ilci-liio (il.'j!rii|ih 
•.'U^.TnvT riKul :\ f^yvv uilil i'-\jil!iim'ii liis |ii'.i|«im.'d 
• fr'icu U'lort- itiv Iiistitiiiitiii ol L'ivil Kn^'int-crs lU » 
ii;-5.-Ji ai vrliivh I WHS juv-h-iii ii iln-ii liiilml, wiioii 
.<-. >u.:--i i:: ixpiauitiion llml n littK- dust hud ({nt in. 

I_ -,-" i-;;:iiU'n. i1k-ii as iniw, if « litlk! ilii>t in it 
:::tr^ wjis ?a;Si.-ii.ut in ilUmrniipt' ilu- :<|)i)ai']itiiK, it 
-.-.•iji >. : j'.?-i'iy Iv nlinMi- in m-iiml w.nkiu;; iipoii 
Tv;»iii-». ^i-i^-.-iilV in ,MiiiiTiii-r wiinhi'i- : iiiiU'sw simiu 
pii;rt.r«n»L: Tiuiji 1 au< uvt uwarc vt' is ili,<i-ovL'ivtl. 



r <$( lite (Jnitt Wi-Blem Railwny, is ns foHowB : — 
I rn.iy Hlat.i tlwtt (iiiicc thu niilway coiniiAnk-s 
i-.-iv.Ml iii'tirir fnun the Biiiird of Tnido of till) ,w 
ilriiwiil ',!' thi-ir iip|>rovttl from the con! coinuiuiiicnt 
llml iiil.-iviiw.i t.jiik |thi(-(! Iielvrtvii ii c<ininiiltcc 
niilwny jiiiiijii^'i-it and th« lato [in-Kidtint aii.I Bom 
llni ..IliiriT-- III' iIk' Jfoiird .if Tnidu. AttboBo mocti 
il WH1 |H,iiit(<l out lo Lord Ciirlin^l'oi'd, llien 
Chirlnt-ti-r F„rli^tcuc, Hurt if tim Botinl <jf' Inidu ki 
III' liny liL-ttoi' tueiiiiH of coniniuiHL-ation which 
idiliwrtrd ihirin to ivitlidiaw tlioir iipprovul f 
llnrriiion'H cord, that tho railway oompoiiiiia v 
nionl dir'triiUH to know what it wais I>ut that in 
iNiitiiin wiiK iivv.r Hirord.ll lo ihciii. 

If ili'-ri-fiiji- the; iluaiJ of Tnulu or th«ir offi 
>v. r.. mid iiTi! iu:i|iiaiiitcd with a uiore iidiablu uynl 
il ip. not llif fault (jflhu ruilway cuiu|iaiiic.t tlutt it 
ii.it 1h-.;ii a.lojili-il, as iiotwilliitlaiiding their ii:i>e 
ii|i|,li<:atiiiiiii, tlitiy hiivu nvvt-r liuirn told wimt it i^. 

'I'll.' fii-i'lnomniittt.'Uiu.-ta'd ujwm licliiilftif nil rail 
(-■irii|miiii-s, anil wiik a[i|Nniit<id by the Ch-nring ITii 
hut ill.; S.iiilh-Piisteiii C.iin{>aiiy prcfiTn-d 
t.|.-t.'rii|ili loininiitiit-attoii. Tlii-y still nininl.-iiti 
coitiinniiji-utioii. I Iklvi! c«!n HlRteini'ntS fiiowinfj 
il liiis Ih-cii .-fli(-i.-iit, hut till- ci 1X11 in stances of 
Soulh-KiiKii-ni aii.l th.isc of otIiiT comiHtnics are 
iiilf- idtoplhci- .iiti'urcnt. And liic Sonth-Wi-a 
<'.itii|iany lulojili-t] ihi- oI.>clri<'at coinmunii-ation 
.I'liiii; .if thiir trains from London lo KxHor and 1 
^itin^ iiliandoiKfl ll. 

If ihc- Ihiiinl ot' Trade connidii- that the clec 
i-oinniuiti<»tion is ih.- .mo that ought to Im- siihKtit 
for tin; .!iii'd .'iiniinniiiriitioii, tju-y hav.i never < 
iiiiiiiU^hImI that iiiftirniiifion to tjic railway com pni) 

The Ai!i of JWtiH requires iht milway comimnii 
|iriivi.lt' an .'inci.-iit eomniiiiiioatioii, sidijiKit to 
n|i|ii-iival ijf thii Hoard of Titide. But Indbro the 
juipmhI, thi' ruilway <:oui[iiiiiies iiif^ed that iiiiismiic 
they wf-re not tiwni'i- of tiny cuinmunicniion 
would lii'iil,Moluti'ly<;lliei.'nt, it lihould l»; one w 
the IJoard ofTriide should lay down, but tlio B 
of Tra.U' <listiii(-tly refused to tiJii' ihe ri.<)i]Miiii<iL 
of iii-t-si-riliiii;; what the i'<iiiiniuniealioti should Inj 

1 luiviiMirn iii.livi.lual oiiinioiiHcxiiiVHKed hyotii 
iif III.- It.im-fl of Tnule in iheir ri-jiorlf! in favour o 
lcli'f;rii]ili t'oiiiniiiiiiciilion ; but if Ihe ollieeiii ■ 
iiniHiiniims u|i.iii tin- subji-c-t, the HuthoritJeri of 
lfour.1 of Triidu either do not agre(< with tlieir oil 
iir ut all fvt-nts tiny have not so inforiue.I the fai 
coni|iaiii.-s. 

Ni-itlitr lh« Gnat Western Kailway t'ompany 
any other eiiiH|Hiiiy, ho fur as 1 am aware of, havi 
MliKhli'Ht ol,ji;ctiiiu U) ailii}it any uvKtem whieli ea 
shown to be n-liahh'. 

With resiK-et to the evi.I.-tiee whidi Imw U-cn | 
ihat III.- e.ird eoiiinuiiiieatioii iliil not act when p 
hy iniMM.-tifii-rs as s<niii as ihey felt lliere was soiuel 
wi-oii;; with (.'arriage 84.'), 1 may stall- lhat i 
walking over Ihe liver liri.iKe with Colonel Y(dh 
j.iekeil u|i one of the pulleys through whiirh the 
ecimmuiiieiilion iiaswod, wliieh elearly sIiowinI 
eilhcr lln! tyn; in Hying, <ir by some other iiiCHni 
|)iilli-y hail Ih:i!ii knocked off, or, as Htated h; 
witni;.-!' (ial'licr, thii iHumeng.-i-H in fiiitliug in dilf 
direi-tions may have |iiitle<I a pidleyofti whioh ace 
for tin- i'oiil not acting. 

I li-ar Ihe electric iTOinmunicatioii ia not reliabl 

'I'Ih- Loiidoti aii.l NoUli- Western Ooiiipiuiy 
the eliN^'tri.al eiminiuniuation on tliu fioyul Irain. 

Ill pa.'u'ing over a poilion of our liue, auolLcr 
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2. That this clip should have square notches and 

not slanting dovetails ; 

3. That these clips must be continuous on both 

sides, and not intermittent with spaces between 
them ; and 

4. That the strength of the clips and of the por- 

tions of the tyres clipped should bo in pro- 
portion to the strains that are liable to be 
brought to bear upon them, having regard to 
the material and strength of the tyres. 
These points are all secured by the Mansell system, 
but it is quite possible, by altering the foim of the 
tyre and the construction of the wheel, that the same 
security may be otherwise obtained. 

Recommendation, 

The inquiry into this accident, reveals the very 
important fact, that there are still a large number of 
wheels under vehicles running in passenger trains, 
where the tyres are still only secured, to the rims of 
the wheels by rivets or bolts, although some Railway 
Companies commenced at least 20 years since, to adopt 
some more secure and more safe mode of fastening. 

The life of the skeleton of an iron wheel may be 
extended over a great number of years, and the 
question arises how long will a railway company l>o 
justified in continuing to put new tyres on to those 
skeletons as the old ones wear out, only securing them 
by means of rivets or bolts ; and, at the same time, 
denying when an accident occurs, through the frac- 



ture and flying off of such tyres, that they are legally 
liable to i)ay compensation to the passengers injured 
in i^uch accident. 

Many railway companies are said to have a large 
number of wheels under passenger carriages with the 
tyres fastened only by rivets. Some, on the other hand, 
liave not a rivettcd tyi*e among their rolling stock. 
The Ix>ndon and South- Western Railway Company 
is in this position. 

1 think, therefore, it would be highly desirable to 
obtain a return, through the intervention of Par- 
liament, of the state of the rolling stock of all railway 
companies, showing the number of vehicles, and the 
number of wheels under them, which nin in passenger 
trains, that have the tyres fastened by bolts or rivets, 
or by any other species of tyre fastening, s^K^cifying 
the same ; to enable a correct opinion to be formed 
of the magnitude of the risk to which the travelling 
public are still sulyccted, from the defective and unsafe 
method of fastening tyres on wheels, which caused this 
deplorable accident. 

I have, &c,, 

W, YOLLAND, 

Colonel, 

I entirely concur in the opinions expressed in the 
above report. 

W. W. Ravenhill, 
T/te Si'cretari/, liarrister-at-Law. 

{IMlwat/ D(*paTtmvnt\ 
Board of Trade. 



u 



A P P E N D I X . 



APPENDIX No. 1. 



Tho ovkIoiico of Mr. Griorson, flu* (ioiktmI MjinagtT of the (iront Wj'stom Railwny, i.s ns follows: — 



The i'onl oonmiunicalioii tit im'Hcnl. in iis<^ on tlio 
Clniit Wi'sliTP itHilwuy whs siincliourd \ty ihv \Umrd 
of TriKk', b;f tluMi* sanctinii wjis willulniwu on 
•Inly 1st, IS7X N') means of coinnnuiic'ation liavi^ 
beoii snlnnittnl fen* the sanctinii of the lioanl of Trado 
sinci' that time. 'J'l;c cord connnnniciition was snb- 
inittcdto llic Hoard of Trad ol>y tin* railway coiniKinius 
aft(M" liavin^ considered n|)war(ls n{' KJO mcilKHls for 
fonnin<i; romniunication In'twccn the driver and pas- 
senjjjijrs and <;nard. Hefon* snbniittin;; tlie cord as 
beinj; ilie most siinple and etfective nicjins of carrying 
out tiio rer|uirements of tiu^ lc<^is]atnre on the snl)ject, 
the oilicers of the railway coni|)<')nics fre<]neiitly 
expressed a very stron*^ opiidon that tlu're were no 
known means by which an absolntely reliabh^ com- 
nnniieation conid b<» mad«? for the pnrpost*. They 
over and over again also expressed an opinion that 
the adoption of any system wonld, as far as they eould 
jn<lge, not be likely to lead to the ])rrvention r»f jicci- 
deiitH, to tiie extent or in the way in which tla» subject 
wtLs th(?oretically discussed and urged upon them. 
I was Olio of the commit te<' of niaimgers who dejilt 
with tli<? whole (piestioiu and they were nnaniinoiis 
in belii^vingy and I am of the same opinion still, that, 
however desirabh^ that there >honld be a good com- 
mnnieation betwiMai the ])asseng(>rs and thi^ men in 
ehar(;c of tin* trains, that it would be found that tiie 
loss of time, liowever sIuMt, in working that com- 
munication w(»iild be too great, taking into eonsideni- 
tion tht; s|>eed at which tniins run and tin' tlisUmcu 
they uuist travel In^forc th«'y can b(» pulU'd up to 
aetimlly prevent accidents taking place. 

No sugg<'stion was mad*? by tln^ IJoard of Trade or 
any of its oifuu^'s to the railway companies, as far ivs 
I can remember, nrommending the adtiption of any 
dilferent system. Tiie result of tlu' re(;ommendation 
whicli was ma<le early in iHi)U, wjis that tJie JJoard of 
Trade <lid apjirove of the cord communication to be 
us4fl on all the railways nortJi of the 'Hiames. I refer 
liere to what has been known as Mr. IIarrison\s cord 
<'<»mmunication. Upon two railways south of the 
Thames cord communications were also approved of 
by the I Joard of I'nu le, one being outside tln» CJirriages 
and one inside. 

And though the Board ofTra<h^ hav(> thought, it 
proiKT and desirable to withdraw their appn»val with 
respf^et to Iiarrison\s cord eommunit^ation, they have 
not withdrawn tiu>ir approval to the otiufr two me:inH 
1 ref(T to. 

LVior to the commitU'e of railway mamigers <'oming 
to the conclusion that the cord communitration was 
ill their judgment the simplest and most relinble 
means that could be adopted, experiiiMMits were also 
tried for eilecting the communication by electric 
telegnipiif bnt these experiments failed. 

TheHubjeet of a(!ommunication by el(?ctri(! t-elegraph 
has been fnMiiuMitly <M>iisi(h'red and discussed, but the 
majority of railway inanag(*rs liave always b(>en of 
opinion that it wtudd Ix^ most unreliable, and as an 
iiistaiKu; 1 may state that when an electric telegraph 
engineer rnid a paper and explained his propo.M'd 
system before tiie Institution of Civil Kngine<Ts at a 
m(H>ting at which 1 was present it then failed, when 
lit; stated in explanation that a little dust had got in. 

In my opinion, th(Mi as now, if a little dust in a 
room was siillicient to dismrange the apparatus, it 
could not possibly be reliable in actual wtu'king upon 
railways, espcjially in ^summer Wl^•lther ; unless some 
improvement which I an« not aware of is diijc-oNered. 



I may st^'itc that since the mil way companies ro- 
cirived notices from the Hoard of Trade of the ^with- 
drawal of their approval from the cord cumniunication, 
that interviews took place b<'tw(*en a committee of 
railway managers and th(^ late president and some of 
the oilicers of the Hoard of Triwle. At those met^ings 
it was jK>int<'d out to Lord CarUngford, then Mr. 
Chichester Fort(!scuc, that if tlie Hoard ol' Trade knew 
of any bett(*r means of coinmnnication whicli had 
induced them to witiitlraw their a]>provul from 
Harrison's cord, that the railway companicH wi-ro 
most ik'sirous to know what it was, but that infor- 
niati(»n was never aifordt^d to them. 

if then'lbre the Hoard of Trade or their oQjcers 
wvrv. ami are acquainted willi a more ndijihle system, 
it is not thi^ fault of the railway eompanitfs that it has 
not l«'en ad(»|>t«Ml, as notwitiistanding tiieir rcpc:it<Hl 
applicHtions, they have never bei;n tolil what it is. 

The first committee ju'ted n]M)n behalf <»f all railway 
companies, and was ap|M>inte<l by tin* Clearing IIousi*, 
but the South-l<]astern Company preferred the 
telegra[»h (Munmunicatioii. They still maintain this 
conimumcsition. I have sih'u statements showing that 
it hsis been elficient, but the circumstances of the 
SiMith-iuislern and those of oliier cimipanies are as a 
rul«' alt<»gether <litlerent. And the S<Mitii-\Vesteni 
Company ath)pte<l thci electrical communication on 
some of their trains from Ii0mh)ii to ICxi^ter and iiavc 
sinc(> abandoiKMl it. 

If the HoJird of Trade consider that the eh»ctric 
<'oinmunicjition is tlie one that ought to be substituted 
for the cord communicntion, tlaiy have never com- 
municated that inlbrmation to tiie railway companies. 

Th(5 A(;t ol' ISfiS re<iuiro.s tlie railway companies to 
j>rovide an ctrHMent communi(!ation, subject to the 
appnival of tiie Hoiinl of Tnule. Hut before the Act 
piL^sed, the railway ccmipanies in-gcd tJiat inasmuch as 
thi'V were not aware of any commnnicati(»n liiat 
W(»uld be aljsohitely elficient, it should be one which 
the Hoard (»f Trade siiould lay down, ]»ut the Honnl 
of Tnide distinctly refusiMl t(» take the res poimibi lily 
«d* pres(Tribiiig what the communication should Uu 

I have seen individual (qiinions express(?d byofliccrH 
of tlie Hoanl of Tnule in their rej)orts in favour oftiic 
telegr.'iph communication ; but if the ofnceix were 
unaniinous upon the subj<u;t, tlie authorities of the 
Hoard of 'i'rade eitlier do not agi-eo with their ofHcers 
or at all evi?nts tlicy hav(! not so informed the miiway 
companies. 

Neitiier the Great W«'stern Railway Company nor 
any othiM- company, so far as I am aware of, have the 
slightcht objection to julopt miy system which con be 
shown to \)v reliabh>. 

With respei't t^) the evidence which IiOH lieon given 
that the cord communication did not act when pulled 
by passengeis jis soon as they felt there was something 
wrong with Carriage H45, I may state that when 
walking over the riv<T bridge with Colonel Yollaodl 
picked up one of th(> pulieyK through which theeoid 
coinmuni<-ation passes, which clearly nhowed flHH 
(Mther tlu^ tyre in Hying, or by Bome othermeui% ite 
pulley hnd b<>('n knocked off, ur, as stated br llil-^ 
witncK^ ( iarner, the p}uts(>ng(!rH in pulling in difiklidfafl 
directions may iiave ]mlleil a pulley ofl^ which apf*"^*' 
for tlnr cord not acting. 

1 fear tlni eh^ctric communication is not Ttt'^ 

The London and Nortli-Westom 
the (>le<jtric:il ciuuniunicatiun on theB*' 

In piLSsing over a portion of OUT E 



cloKoly (irihorc wiw ihe sliphost vnriatioii from l!i(iiii, 
niiil it is utlorly imposgililc to foro«i!ii nil tlic nrcum- 
Ninnpua nriniiig in tlio working of n milwiiy,) tiu: mnn 
would be tilnccil ritlicr in iho piwitiim nf nut iMing 
nhlc to cnrry on tlicii* work nl nil, or, uti thu ullicr 
hnnil, they might bo subjoct to piuns hikI [wuaUiL'tt 
from the company for having inMln what might only 
bo a flight. intViugn'iiu^nt of tho rulcH. 

Tho nilcs nrc ilclinci) nt present, in apirit, hut it 
would ho very difibrfnt if thtty were donned wpecifi- 
cully hy letter. 

At pn-sciit tho responsibility rcKlu im tho diviHionnl 
euperlulonilenls to provitlu for tlio onic working of the 
Irains in whatever way it may Iw neooHHory. 

The flubject is not di6|UHK)d of, hut im fllill under 
CO tiwi deration. 

The mien oa to braki- poww inHcrtci] iu 1865 Kulo 
Book wan notiidoptod without tlin iDo»t cart-fiil coii- 
eiiinration, and 1 believe it was twioo diacaHBed before 
Ihe dii-ectur«. 



1 >Ltn tiwiirt!, with roforiinvo to tUu reqiiirenientu of 
tb'i Itniinl of Trndo on tlu^ opening of new linon, tliat 
they put in ciii'tnin rtrrommvndationH iwi to tho workiiiff 
of truinn, but I um Jiot nwuro of any railway company 
linving iido|itc[| their n^comnionrlntion ua to brake 
power ; iniii-eil, iu fur as 1 can ascnrtalu, this trulu 
had lis largi> au. lunount of hroku powei' upon it aa any 
ndlway company in I^ngUnd ndopt^. 

Thin observation does not apply tJ) the Lnncaaliiro 
and Voi-kuhire Company, who have continuous brakc», 
but I have never beard of nny Uoard of Ti-ndo officer 
i-ocoiD men ding tliat we should generally nilopt Fay's 
syat^rm, although they have rt'coinmended more brftkii 
power, but not which wu» continuous bi-akoK. 

In my opinion any 8yBt«m of oontinuoiiM brukc* 
adopU^^d at all abonid bo univi'rMal, at all events to nil 
companies who gx change stock. 



Al'PENDIX No. a. 



Mr. Tyrrell's evidonoo U aa follows : — 

I am sujiorinlendenl uf the Great Wesk'ni UoUway. 

I have been upon the line SO yearn : only 10 yearf in 

tny present positioui 

Book of ruleH banded In is the one at present in 

This 1863 book contaiiw oil the nile.H und regula- 
tions that exist at present. The 1UG.1 book cuntaiua 
tbo regulations from 1863 to 18(i.5. 

In the book at present in uae tlio only rule ref'orriug 
to tho making up of trains is rule o7, which anys that 
no train inay bo started il'om a station without proper 
and HiilTicionC brakes, Umps, and guards. These must 
Iw apportioned ni-cordlng to circumslancos and at the 
discretion of tho Htution-mastor or officer on duty, uud 
the guards must l>e distributed along the train so as 
togivo the he«it effbct to tho brake-power. There is 
iHi printt'd rale na to wliot is sufficient brake-power. 
There is no rule stating; where the vans with guards 
In iheni shall be placed in the train. There is no 
rule which |>rescribea bow uiany guards ahull be si^nt 
with a trabi. That U IvtX by the rule to the discre- 
tion of the Stat ion- mas tern. The stalion-nuuters are 
under the sU|H!rinteodeutA of the line. Tliere is no 
rule which prescribes that there shall bo a guard 
I'idiug at the tail of every passenger train. I cou- 
Bi-Ier that as tlic 11.40 p.tn. tiain left Oxford on 
December 24tb rule 57 was complied with as to the 
guunls being m placed in tho U'ain as to give the beat 
ollcct to the brako-power. 

.There was no controlling power on the lost six 
Tohieles, except from tbo front, I do not think tliere 
was any difference in the effect from where tho vim 
wasi placed to that if [iloccd at the tail of the train. 

I cjinnot call to my mind the exact reason for tbo 
alterati(m of rules In 1S6;). Tbo rule No. £3 meii- 
tioneil iu IHG'i rules applies more to excursion trains 
on the broud gauge railway over steep gi'adienl«. It 
Htates that a B<^'und-cla«ij carriuge with nn cflicient 
brake must bu placed at the rcitr of all excursion or 
sjKjcial trains containing more than eight cjuriages, 
and when sucb iruius sliall consist of more thou 12 
caii'iagus, three guards sbuU be sent with them, and 
when of more than 2t) earriag<'s, four guards. The 
senior guard must always ride in the Inst cuiriage, 
and the junior gunHs must bu distributed equally 
throughout the train, core being taken lo selwit car- 
riages for Ihem provided with proper and cfliciont 
brakes. The reason 1 have said this rule was appli- 
cable to the brood gauge is that the rnio mentions a 
second-clusH earriagi^ being titled with nn cllieiont 
broke. This is tho custom on liie broail gauge and 
notVD tlie narrow gauge. In IHUa wu had a small 



portion of naiTOw gauge lines, not much, but l.haiie 
rules were applicable to Ibu narrow gauge liucH m 
well as Ihe broad gauge, From Birmingham to 
Chester was narrow gauge, and u few short branches 
out of it, n comparatively short portion of line (about 
W miles). I nm not aware that the Board of Xnulo 
disapproved of the practice of drawing a traiu with 
more than one locomotive In cither years 1841 or 
1844. 

1 was not on ihe railway in 1841, In 1H44 I was 
a B til tion- master, and should not know much about it. 

I do not know of the i-eeommendation in 1842 as lo 
placing an empty carriage next tbe tender. 

The sound of the whistle is not to be depended on 
to give warning to the guanl in apply his brake. It 
wan not beard in this eaae by guard I'rico. I liave 
known fi'oquenl instances where it has foiled, 1 have 
beard thai tbo sanction to the use of tho cord com- 
munioator has bean wltbdiawn by the Board of 
Trade, and that audi withdrawal was iiitiniatod to nil 
railway eoaipoDios by means of a circular. X conaidor 
that in the Shiptoa case the drivers acted properly in 
doing what they did, at the Bainu time not knowing; 
what was disabled in tho train. 

I think if they had simply shut off sleam and not 
rovorsod their engines the consequences might have 
been less disastroua. It is merely conjecture. Thcro 
nre so many things mixed up iu tbe question. 

I consider that carriage 84o began to leave tbo left 
rail befoi'e tlie engine ilrivcTs did what they did. As 
soon aa tbe coupling between the tender and carriage 
was slackened, I think carriage HiS went out to the 
right. 

There is In the 186A regulations nothing as to 
when a station- master shall put another engine In 
IVoiit of tbo truiti and when not. 

We began to work the narrow gauge line fVoni 
Chester tu Biiiniugham in 18.')2 or liSoS, It is about 
80 miles in length. 

.Since imiO it baa been the constant practice of idl 
railways I am acquainted witli to run their Irolna 
witli two engines. 

Subsequent to 18^6 and up to the present time I mm 
aware of no recoiuiiieudation or stutumoni of the 
Board q( Tiade condemning tbe practice. 

All railway conipauius have not the two whistle* 
on the engine which we have. I am not aware of 
any companies who have tbe separate guuid's whistle. 
1 um not aware whether the Laiieaehiie and Vorksliire 
Company's engines have a guani's whistle or nut, | 
do not think the Board tif Trade have sanclioubd anr 
other systems of communication besides tbo cco^ Mid 
electrical. 1 know of no company except thu Soutb* 
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Eastern, and partiallj the South- Western, who use 
the electrical communication. I am acquainted with 
the experiments made by Mr. Spagnoletti, our electri- 
cal superintendent. They were ms^ about two or 
three years ago. I have seen the other kinds of 
communication tried. I cannot say how many were 
tried on the Great Western Railway, but not many. 
I have never known an accident to occur from placing 
vehicles behind the last guard's van. 

In my opinion the officials at Paddington who sent 
off the train with four vehicles behind the' last guard's 
van did quite right under the circumstances. 

In my judgment Gibbs did right in sending on the 
train from Oxford as it was made up. He should 
not have taken out and placed the van at the tail of 
the train. It would have caused immense delay. I 
think the fact that there were six vehicles behind the 
last guard's van did not affect the Shipton accident 
in any way whatever. I am acquainted with the 
practice of other companies with regard to brake 
power. I believe it is the practice of other companies 
generally to run one brake-van, with a guard in it, to 
about eight coaches. I have ascertained the practice 
of other companies on this point. There was a third 
brake-van on this train without a guard, and it has 
been the constant practice to put an extra guard in 
the train at Leamington or Warwick, if the station- 
master considers there is not sufficient brake power 
on the train. It is not an invariable practice with 
any company to place a brake-van at the tail of the 
train; they do if they can. In my judgment no 
amount of brake power would have prevented the 
consequences of the Shipton accident The whole 
thing occurred in a few seconds. 

In my opinion, so fai' as the safety of this particular 
carriage is concerned, the position of HilFs van was 
quite as good as if it had been placed in front of the 
carriage. It is the ordinary practice of all companies 
to attach a brake to the tail of a train. 

This is ,an exception which is made on every 
railway every day. If companies ai*e running 30 or 
40 trains a day five or six might be sent away without 
a break -van at the tail of the train. 

On our line it is not the usual practice to send 
out trains with six vehicles behind the last brake- 
van. This occasion was quite an exception, and it 
was owing to Christmas traffic that that number 
was put on behind the last van. 

There are no written instructions that I am aware 
of given to engine-drivers as to their mode of action 
in case of accident. They hove a book of instructions 
given to them. There is nothing bearing on this 
case in that book. 

The placing of six vehicles behind the van was 
owing to the pressure of traffic. 

The proper place for the head guard under ordi- 
nary circumstances is at the tail of the train, but 
not on account of safety. It is for convenience in 
working. I am not aware that the broken wheel 
came into collision with any foreign body near Wood- 
stock Road, nor where the first piece of tyre was 
found, nor where the second piece of tyro was found. 

It would take about ten seconds to run from the 
river bridge to the canal bridge. During this time 
there was not time to have stopped the train, nor 
whilst running the 700 yards. 



I am aware of the existence of the minute pub- 
lished from a meeting of the officers of the Company. 
That minute has been carried out. 

On the moi'nlng of 24th December there was a 
great number of passengers to go forward. Under 
ordinary circumstances a break-van would have been 
placed at the tail of the train. The extra guard has 
been put in at Leamington on account of having 
to ascend Hatton Bank. 

On the broad gauge it is the practice to put five 
or six vehicles behind the last van. There would bo 
as much strain on the draw bars as in a narrow 
gauge train. I have never known an accident to 
arise from the practice. I think there is no objection 
to it. 

I think with the break power attached to that 
train if drivers and guards had notice they could 
not stop the train under half a mile or three-quarters 
of a mile. If there had been three guards instead 
of two they might stop in 100 yards short of this 
distance. The rails were very slippery. Since the 
adoption of the cord communication I do not know 
that there has been another method submitted to the 
Board of Trade for approval. 

It has always been the practice to connect the cord 
with the last van only, not to the leading vani The 
guard in the leading van cannot be communicated 
with by the passengers. 

I do not know whether an extra guai'd is always 
put in at Leamington or Warwick when the train 
consists of 15 vehicles ; I do not think that our 
records will show. I do not think the head guard 
keeps a record. I think as a rule another guard 
would be put in at Leamington if the train consisted 
of 15 vehicles. The plan is carried out ; it is done 
every week I should say. 

( Great Narihern Company^s time book with remarks 
as to brake power handed in,) 

The cord is fixed at the end carriage of the train, 
but c(imed from that end into the guard Price's van. 
If a guard had been put in at Leamington, the cord 
apparatus would have been altered. 

It appears that the practice of the Great Northern 
Company with regard to brake power is similar to 
that of the Great Western Company. 

On some parts of the Great Western line we put on 
more brake vans than on the main line. 

The shifting of the break van to the rear at Oxford 
would have delayed the ti-ain 8 or 10 minutes. The 
shifting of the guard and luggage from the ninth 
vehicle to the tail of the train would have taken about 
the same time. Both would have entailed a delay of 
16 minutes. 

I do not think it would have made any difference 
to the ultimate position of carriage 618 if there had 
been a guard in the last van. 

The rule of 1863 mentioned, could not have applied 
to narrow gauge traffic. There were no 8i)ecial •rules 
for the 80 miles of narrow gauge line. There are 
some steep gradients between Birmingham and 
Chester ; the steepest is about 1 in 60, I do not know 
accurately. 

G. N. TrRRELL. 
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APPENDIX No. 3. 



Grpat Wcstcra RnilwHy, 

Oflice of Snperintpndoiit of Line, 
Piiddington Stntioii, London, W. 
Deah Sir. 27lh Februmy 1875. 

With referoncolo your requPBton W^idnesdny, 
J Doiv gefld you a copy of the instruclionB as to cord 
coiniimnicatiOQ as iseued in tlie veer 18C9, when it 
coiumencud. I have lH-en out of town or I would 
hnvc seut it sooner. 

I liog 111 cnll your nl.toiition to llie pBrngraph which 
BtM.ru thut wlioii two voub arc on the traiu, the com- 
muniottion sUouhl bo made from the IVout vau to the 
I'Dgine, but it would be better to make the 



enlion from tho ejigino to tlio rear van direct, as it 
would enable the rear guard t« rommunicato with tho 
front guard ns well na llic <lriver. 

Also witli rojjard to the first paragraph, it lins bocn 
found necesnai-y lo appoint men at Paddington and 
other laige aUttionfl purposely to see to tho coixl 
communications and lest it 1>cfora tiie glen'mg of 
trains. 

L am, dear Sir, 

Youp obedient servant, 
Col. Yolland, C.E., G. N. IVrmell. 

Railway Department, 
Boarf of Tnido. 



Clip!/ of the Inflriwtiovi' 

1. It will bo the duty of tho ^uimls of trainH run- 
ning 20 miles without stopping, bcfoi-e llioir train is 
due lo starl, to see that tliu Iriun b provided with the 
ineanH of ewnmuniwtion, and that nil lie bells and 
cords fire in proper working order before tho Irain is 
wody to Htiift. This rcgnktion will apply to the 
starting ataiioii, and to nil stations at which tho 
vehicles am attached to, or ilel4iclied from, tho trains, 
A testing signal lonn pull) muBt bi- given by the 
guard to the driver, nnit one pull by the driver, aa an 
acknowludgment. 

2. The cords will he fixed on both sides of the 
coaches, hut the rommunicution to the guard and 
driver will oidy ijo joined together so as to lie avail- 
able for signalling on the right or Bix-fooi side of the 
train whilf travelling. 

3. So Hooti as the train is staitod ihe guaiil must 
sec that the cam of the eommunieation wheel fixed 

D hia van is carefully tutjuBtei] to a distance of about 



( EncloBure.) 
Passkmijkrs Coed Commdmicatio 



(/ at the time the Cord Commtmicctimi « 



s luhpted in 1869, 



really nccessiliHeH an immediate stop}«^ of the train, 
tho train must he stopped at the first Btatiiin or junc- 
lioii where it can bu properly protected by tixod 
Biguals. 

7, When the train is stopped, tho pnssi'ngcr who 
gav9 tlio signal nay he expected lo eoiiimuni<-ntc witli 
the guard, but should he fail to do so, tho guard must 
ascertain from which comjinrtraent tho signal was 
given, aiid obtnin information as to tho cause. 
.Should ibe alarm have been mischievously given, or 
for an insufficient cause, the name and adiiress of tho 
passenger who pulled tho cord must be obtninod, 
failiug which the names and addi-esscs of all the pan- 
seugem iu that compartment must bo takeji in order 
that the passenger who has made use of tlin com- 
munication without reasonable or suflicicnl cause 
may Iw properly dealt with. 

S, On arrival at tho end of llie journey, or whoro 
the train is transferred to another company, n testing 



10 inches from the tongue of the bell which will be signal te to bo given by the guard, aud 

Btnick by the cam when the cord is pulled, so as to ' ■' " ' * ' " 

enable passengers to ring the bell with ea^e, and avoid 

any ringing or whistling which might otherwise be 

caused by the lengthening or contraction of tiio 

buffers, either when ihe train is leaving a station, 

after being brought to n Btnnd, or in passing round a 



„ , loknowlcdgod 

by tlie driver before tho cnginu is iincoupUit from 
the train. The fact must be recorded liy tbe head 
guard b bin journal, and ho must likewise specially 
repert any use that may have been made of tho com- 
munication on tho journey, and any failure in its 
aelion, 

9. The gnards In charge of trains that run n dis- 
tance of more than 20 miles without stopping will bo 
furnished with bolls, which they will be reiponsiblB for, 
aud which they must always remove f^oin the train 
at tho endof the journey, and lock them up witli their 
detonating signals. At those stations whei-e tho giiarda 
have no lock-up place, tliey must deposit the l>cll8, 

■ olT duly, with the station-master, who will 



1, Enidi guard must carry with him six spare cords, 
fitted at both ends witli cord couplings complete, lo 
repla<» any cords which nuiy bo damaged on the 
journey, or may bo rwjuii'ed In the case of vehicles 
which may have lo be attached being unprovided 
with cords, 

5. When any vehieleft are attached or detached at _. 

intermediate stations, or in the event of a train being during that lime Im responsible for their safe custody. 

te-inarsliftlled during the journey, care must be taken '" '^—' -.:-.--.i~. . — _ ...... - 

that all the eorils arc properly a(|justed so that the 
comrauuication may be complete Ihioughout the train, 
before it slarts again; aud in tho case of vehicles 
which are detacbdl, the cord-couplings of these 
vc^hicles mo»t always lie secured at bolh cuds, on tho 
hooka provide*! for the imrpose, to prevent the cords 
being I<jnI or damaged. 

6. When tho guard hears the bell ring, and tho 
ongine-driver hears llie gong or whistle on his engine 
sound, they must at once look carefully along each 
side of tlie train i and in case any liolcnt oscillation 
bo noticed, or a eiirrlBge be on nre, or other occur- 
rence of a serious character bo observed, tho train 
must be stopped as speedily as possible, and when 
■topped must bo protected by siganls, as pi-escriljed 
in tno Company's regulations. Should howev<n- the 
guard or engine-driver fail to observe anything which 



10. Each HUperintcndcnt must see that he ia gnp- 
plied witli a sufheicnt mimbcr of bells for the gunrda 
working from his division to serve out lo them, Inking 
their signatures for tliera, and also keeping two or 
three spare bells for special requirements. 

1 1. The k'lls of the through trains lo the Bristol and 
Exeter line must be removed from tho trains ut 
Bristol. 

12. When then; are two guards' vims to a train, or 
in the event of there being only one and it in in front 
of tho train, the testing signal required by elausui 
Nob. 1 and 8 uiust be given from llie last vehicle of 
the train to the van in front, and from the van to the 

more than one guard to a train, 
the head guard is i«sponBibIe for seeing ihat the tJoaxt 
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APPENDIX No. 4. 



Abstract of Accidents reported upon by the 'Inspecting Officers of the Boai^d of Trade as due to the 

Fracture or Flying off of Tyres firom 1847 to 1874 inclusive.' 



Date of 
Accident 



Date of 
Report. 



Name of Railway 

and 
Site of Accident 



1847 

1848. 
12 Feb. 



No. of Persons 
killed. 



■ Servants, 
scngers. : '»""• 



No. of Persons 
injured. 



Pas- 
sengers. 



Servants, 



I 



r 



Description of Tyre. 



Engine, 
Carriage, &c. 



Name of Patent and how fixed, 
by rivets or screws, &c. 



NU. 



20 Oct 



1849. 
17 Mar. 



1850. 
21 Jan. 



1851. 
18 Feb. 



14 July 



1852. 
13 Mar. 



14 Mar. 
1848. 



Midland 
(near Chester- 
field). 



8 Nov. 
1848. 



2 Apr. 
1849. 



4 Feb. 



18 Mar. 
1851. 



27 Aug. 
185h 



1 Apr. 
1852. 



Edinburgh and 
Northern (near 
Abemcthy). 



London and North- 
Western Railway 
(near Chelford). 



East Lancashire 
(Burscough). 



London and North- 
western Railway 
(near Adderley). 



Bristol and Exeter 
(name of place 
not given). 



London and South- 
western (near 
Basingstoke). 



■ 




1 




5 
3 


1 


1 


2 


1 


2 


.♦2 


1 









I 



— Carriage - 



I 



Engine 



— Carriage 



— Do - 



Engine 



— Carriage - 



Engine 



• P.O. guard. 

C2 



Fastened by five rivefc*. Mannfiic- 
ture<l at Park Gate Foundry. 
This carriage lost its hind 
wheels, the next carriage had 
its wheels stripped ofif and broke 
away from the rest of the train, 
and the guard's van following 
was turned over. No further 
particulars are given. This 
tyre had only been in use for 
six months, but was made of in- 
different iron. The Inspecting 
OflBcer reconm]ende<l a record 
to be kept of the services of 
tyres. (Capt. Simmons.) 

Securc<l by five bolts |" iudiameter. 
Manufactured at Low Moor. 
Flew off. Engine left rails and 
turned completely round, tender 
broke away and passed it, van 
following was thrown against 
the engine, the remaining four 
carriages stood upright in the 
ballast a little off the rails. 
Tyre had run 8,048 miles. 
Broke first at weld, and all the 
bolts gave way. (Capt Sim- 
mons.) 

Bolte<L Locke's pattern. Opened 
at weUl, broke at another place, 
and flew off 1 1 vehicles in the 
train. Tyre belonged to fiifth 
finom the rear. Trading wheels 
became disengaged, and threw 
remainder of tram off the rails. 
(CJapt. Wymie.) 

Xyre rivetted. Wheel manu&c- 
tured by Losb, Wilson, and 
Bell, Newcastle. Tyre broke 
in five parts. Gave way at 
the rivet holes, and flew off. 
Broken carriage fell half-way 
down the embankment of 20 
feet on its side, succeeding car- 
riage was also thrown in ad- 
vance of it and partly down the 
embankment, next and last car* 
riage thrown on its side still 
further in advance and partly 
across the other line of rails. 
The engine also left the rails. 
(Capt. Wynne.) 

Secured by six screw bolts. Ma- 
nufactured by Messrs. Wilson, 
of Leeds. Qnye way at weld. 
Supposed to have run 40,000 
miles. Engine and several ve- 
hicles off the rails. (O^ 
Laffim.) 

Bars welded togetlier kogitiidi^ 
nally and rolled latA 
Made by Fatant Bkff 
use about two yeifi 
the weld. A M 
and did sol m 
(OukLWwM 
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Date of 
Aocidont. 



Date of 
Ueport. 



Name of Railway 

and 
Site of Accident 



No. of PereoDs 
killed. 



Pa«- 
Hengent. 



Scnrant8. 



No. of PonoDN 
ii^arcd. 



Pns- 
seDgers. 



Servant^. 



DcscriptioD of Tyre. 



Engine, 
Carriage, &c. 



Name of Patent and how fix«*d, 
by rivetA or HcrewN, 8tc. 



1852. 
6 Aug. 



18 Aug. 
1852. 



1853. 
f I Jan. 



22 Apr. 
1853. 



10 Feb. 



Do. 



17 Mar. 



Do. 



1 Juno 



22 Aug. 



1854. 
12 Jan. 



17 June 
1858. 

15 Nov. 
1853. 



1 Feb. 
1854. 



17 Apr. 



16 May 
1854. 



23 Dec. 



1 2 Jan. 
1855. 



1855. 
31 Jan. 



7 April 
1855. 



19 Feb. 



27 Mar. 
1855. 



20 Feb. 



22 Feb. 



1 Mar. 
1855. 



6 Mar. 
1855. 



Midland 
(near Draycott). 



Great Northern - 
(near Womersley). 



Great Northern 
(near Newark). 



Great Northern - 
(place not given). 



Leeds Northern - 
(near Kipon). 

York and North 
Midland (near 
Beverley). 



Midland 
(near 
gate). 



Amber- 



Great Northern - 
(near HoruHey). 



Great Western 
(West Broro- 
wich). 



Manchester, Shef- 
field, and Lin- 
colnshire (near 
Iladfield). 



North-Eastem 
(near C'ramling- 
ton). 



Engine 



* Girl about to pass over the line at a level crossing. 



Engine 



Do. - 



Do. 



Do. - 



Do. - 



Carriage - 



Do. - 



Van 



South Devon 
(Brent). 



London and North- 
western (Four 
Ashes). 



Carriage 



Do. - 



Do. - 



Waggon 



Bolted. Manufactured by Patent 
Shaft and Axle Co. Opened at 
weld, and apparently did not 
leave the wheel. Had been in 
use about six weeks. (Capt. 
Galton.) 

Welded. Manufactured by Bow- 
ling Iron Co. Broke at weld. 
Engine luid part of train left 
rails and fell down embank- 
ment. Tyre had run between 
2,000 and 3,000 miles and 
24,694 miles pre\iously. Capt. 
Galton recommended that tyren 
should be tested. 

Evans' patent, which dispenses 
with bolts. No damage to train. 
The Hcarf weld was short and 
very unsound. Engine had run 
14,633 miles. (Capt Galton.) 

Bolted. Made by Bowling Iron 
Co. Broke at weld, through 
which bolt passed. Had run 
43,888 miles. Engine left the 
rails. (Capt Gulton.) 

Bolted. Low Moor Iron CJo. Flew 
off. (Capt. Simmons.) 

Scarf welded. Train appears to 
have run about 400 yards alter 
tire came off. Flew off. (Capt 
Wynne.) 

Broke in several places and flew 
off. Made by Patent Shaft Co. 
A van next the carriage left the 
niilrt. (Cttpt. Wynne.) 

Gave way at weld and flew off. 
Made at Low Moor Works. V e- 
hicle left the rails. ((^pt 
Wynne.) 

Secured by eight rivets. Made by 
Hood and Cooper, Leeds. Flew 
off, stripping the heads off oil 
the rivets. Had not run more 
than 2,000 miles. (Col. Yol- 
land.) 

Hivetted. Broke ut weld and at 
another pUice not near a rivet 
hole and new off. Made by Low 
Moor Iron Co. Had been 
running 6 years. Van follow- 
ing was thrown off the raiU. 
(Capt Tyler.) 

Opened at weld and flew off. Car- 
riage lost its wheels and dragged 
along without them. Made by 
Low Moor Iron Co., welded 
by Messrs. Sandford and Owen, 
liotherham. Had been in ase 
two years and eight months. 
(Capt Tyler.) 

l^ivetted. Broke ut weld within 
one inch of a rivet which however 
was perfectly sound, and the end 
of the tyre had sprung outwards 
at this point about five or six 
inches, but remained in contact 
with tiie wheel at the next rivet 
distant about 27 inches, this 
rivet being also intact Made 
ut Low Moor Works, and bad 
run several years. Thf«e ve- 
hicles left the rails. (Lieut-(^1. 
Yolland.) 

Broken at weld and flew off. 
Maile by Mr. John Ashbary, 
Manchester. This waggon Idft 
the rails. Had been in use about 
13moQthi». (Capt. Tyler.) 



II P<I«]( and how fixed. 



Ni'wcnfltle and Tar- 
liale (near IFatt- 
whJ«tle}. 



13 Dec 

ISSG. 

S6 Miiy 

18S7. 

37 Jiilj- 



T^ncoshire 
York^hiru (i 
ThoruLill Iaiis). 



GI.ir:;Ciiw and Riiulh- 
Wratcm (ai'iir 
Dumrriifi). 



ManchcBtiT, Shrf- 
tli-ld. uud Lio- 
cflluEhirc (nenr 
Uxsjiriiig). 



LcndiDf; -Ird 
class cnr- 



broki-. 



Itivettcd. One fracture ut a rivet 
hoU. Flo* off. Vehicle left 
rails. Atude at Bowlini; Works. 
Had run 2,000 flr a,UOO milw. 
(Lieut^oL Yolland.) 

Broke ut the weld. One vcUcli; 
left Tuili and fell on ill eidv. 
Madu of Low Moor iron, welded 
by liayneraadBuni. llacllieni 
\a use about three yean. Did 
not By off apparently. (Lioul.- 
CoL Wynne.) 

Broke at tbe veld nod flew off. 
Made bv Looh, Wilnon, and 
Bell, Newcnstle. Had been 
mEDlng about two yi«rs. Ve- 
hicle left the nuls uad the re- 
maining carriages got oil nl a, 
curv.'. {Capt. Tyler.) 

Bolted. Ifracture wu not at weld 
or bolt hole. Flew off. I^-ad- 
ing whculu Icn the roill. (Copt. 
Tyler.) 

Rivettcd. Brokcthrouf;h thefour 
rivet holes and flew off. Thin 
vehicle and others left the rails. 
Col. Yolluud.) 

Tyre of leading Srd-ctau carriage 
bruki- into two partt. Itivelted. 
One fracture ihroufth rivet- 
hole ; the Dthor tbruugh the 
Koliil. Mode by llootl Sc Coo- 
per, of Leeds, in 1S56. Aitle 
broken dote to boss of wheel. 
Three carriagei off tho rails. 
((Jul. Yollaod.) 

A jolting carriage hud becu newly 
supplied with wheel tyreii of n 
brittle nature. Two broke unil 
tiew off. Vehicle lost its traii- 
iug wlieebi, luiJ leading wheels 
left the railn. Supplied by 
Ulaenavou Iron Co. (Cupt. 

llivetted. Fractured through 
weld and a rivet hole. Impos- 
sible to Buy which occurred first. 
Flew oft: Engine left mils. 
Made by KirkstuU Forge Co. 
Had run IV.IJO mites. Atten- 
tion Urst drawn to Beatile's 
process. Bivou tal>e disuted (la 
this line. Capt. Gnlton ju bin 
general rvport to Board of Tmde 
for 1^58 noticed that Iteiittie'a 
latent bad l>eeu fouuil reriiurk- 
ably suaceesful in retaining a 
hrokeo tyre on the whuel. 
(Col. VolUnd.) 

The tyre uf malleable iron had 
been liored out and litti-d ou to 
a cast-iron 8olt l|-in.dfep. nilh 
Huiiges tu receive the wuDdeu 
spiikes of the wheel- Tyru hail 
broken through ibe weld opened 
nut rather more ttuuiauinEb, 
nudnue Mde liuil lipTUllg ou 



IS .Inn. I I.Aneas1iire 
i'j. I Yorkshire (i 
I Ilitehin), Groat 
Northern tnain. 



utIheJ 



BDi. Ca, 



iron i^ule also froctuntl. Engine 
and part uf tiviin left tlie iziils. 
'l^TD nuide of Bowling iron liy 
Ueadutiil Cooper, Lixi*. Mad 
run abuul 3U,7:!3 miles. (Ciil. 
Volland.) 
ttivetU'd. (lave way ut wild, and 
breaking in suveiul piece*, flrw 
off. The wheel left the mils. 
Made of Low Mc«r Iroa. Had 
run only U.'iSB inilei. (^'a^it. 
Boh.) 
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I 



IH IHT. 



2M Dec. 



)HiU). 
J.n ]'\'U. 



18(W). 



14 Jiiii. 



w fill lie 



'.m; |)( 



c. 



!>«; I> 



rr 



I Si; I . 
4 .Ittu. 



'20 Mur. 



*2Ct Juno 



8 .Inn. 
1801. 



:m .Inn. 



Sunt" of liaWwzj 

Sit*r of AcCUi^rDt, 



No* of Penow 
kilkd. 



iojored. 



Pa*- 



Serraiitt. 



P»i- 

^Dgera. 



Serranttf. 

I 






Name 

by 



mod how fixed. 



19 Jan. j iy^n'lori and North- 
\Hf*(). I Wi-Htern (near 
WolvcrUin). 



I'J Jan. ' Mi'llnnrl 



(ui-iiT Wichnor). 



kH)iilli StaffonlHhire 
(near JVimiing- 
liani). 



Ka.<it4'rn Counties 
('roU(Milinin). 



(irvni Northern - 
(ncurSouthpiU!). 



Mnnchostor, Shof- 
fiold, niul Lin- 
colnsliiro (nour 
(luinshoro*). 



North Stalfonlsliin' 
(lu'nr Wi'stoii). 



•JS )i\n. I Shn'wshury nnd 
llorrtoid (noar 
I Diiunon^. 



1 .Vnu I : 1\K 






r)ne servaDt wsm killed and two 
iojuml hy a collinion which followed. 



r> 



o* 



2 



WaggoD - 



2 



Carriage - 



Do. - 



Engine 



Carriage - 

(Belonging 

to BoaM of 

Directors 

of Scotch 

Prisons, 

maintained by 

North British 

Railway 

Company.) 

Carriage - 



Do. 



Carri:i<ye - 



Van of p.'V'i- 
sonjror train. 



Broke in sevaml piceea, Bnt at a 
flaw, and flew off. Serenl 
waggoDi left tbe rails. Tint wag- 
goo beknoged to tbe Shipley C<^ 
liery Companj. iCmpL. Tyler.) 

Secured by four bohs. Sopplitd 
by Patent Shaft Con^pany. 
Broke in serend pieces, a^ 
flew off. first firactnreeridentiy 
took place at a bolt bole. Had 
run about 60,000 mileft. Vehide 
lost all its wheels, and IbUowiitt 
ones left the rails. (fioL Yo^ 
land.) 

Bivetted on at five holes. Broke 
in two pieces, and flew €iS. 
First fracture at weld, throogh 
which a rivet hole pwsMti. Ve- 
hicle left the rails, made of Low 
Moor iron. Officer mentioned 
the advantage of Beattie*8 
patent. (Col. Tolland.) 

Bolted. Broke in several pieces, 
and flew off. First gave way at 
a flaw in the weld. Engine left 
rails. Had run 270,000 miles. 
Officer calls attention to Beat- 
tie's patent as being a successful 
method of fastening. (Capt. 
Tyler.) 

Bolted. Opened at the weld only, 
and flew from the wheel. Ve 
hide left the rails. Officer 
called attention to dovetailing 
process. Beattie's found to 
yield excellent results. (Capt, 
Tyler.) 



Fastened by four rivets. Broke 
at three rivet holes, and flew 
off". Hinder part of vehicle wa.s 
broken up. Thought to be 13 
years old. (Col. YoUand.) 

Rivetted. Opened at defective 
weld, fractured five rivet**, and 
flew off". This and the other 
vehicles upset made of Low 
Moor. Capt. Tyler said " By 
*' avoiding rivet holes through 
" the tyres they will add about 
*^ oue fifth to their strength, and 
*' by dovetailing them to the 
** rims of the wheels they will 
**go far to prevent all risk of 
*' their flying off from those 
** wheels in the event of any 
** accidental fracture." 

Fixed by four rivets. Broke in 
four pieces and flew off. It 
was suirmiscd that first fracture 
occurred at a rivet hole. Ve- 
hicles ran dow-n an embankment 
:md overtumeiL Col. Yolland 
considered railway companies 
should be held responnble for 
continuing to fix tyres by means 
of bolts or rivets, and named 
superior methods. 

F:u<tont>d by four rivets. Rolled 
out not ii-elded. Broke in five 
pit<eos, first at a rivet hole, and 
flew offl This and two other 
Tchiclts left the rails. Capt. 
T^Ier examined and deseribed 
the ditfercBt modes of : 
them employed. 



* Drowned. 
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Date of 
Accident 



Date of 
Report. 



Name of Railway 

and 
Site of Accident. 



No. of Persons 
klUed. 



Pas- 
sengers. 



Servants. 



No. of Persons 
injured. 



Pas- 
sengers. 



Servants. 



Description of Tyre. 



Engine, 
Carriage, &c. 



Name of Patent and how fixed, 
by rivets or screws, Sec. 



1861. 
14 Jan. 



3 Jan. 



21 Feb. 
1861. 



23 Feb. 



10 Jan. 



Great Western 
(near Twyford). 



London and North- 
WeHtem (near 
Berkbompstead). 



6 Fob. 



14 Jan. 



4 Mar. 



14 Jan. 



27 Feb. 



1802. 
1 5 Nov. 



London and Nortli- 
Wt'sterii (near 
Bangor). 



]jon<Ion and Nortli- 
WcHtem (near 
Pinner). 



Carriage - 
(Bristol and 

Exeter 
Company's 
property.) 



C!arriage - 
(belonging 

to Caledonian 
Company). 



5 Feb. 



30 Mar. 



2 Dt'C. 
1862. 



1863. 
4 April 



1864. 
5 Feb. 



18 April 
18G3. 



Manchester, Sbef- 
fii'id, and Lin- 
colnshire (near 
Lincoln.) 



I/OikIoh and North- 
Wcstcni (Tring). 



Carriage - 



Caledonian - 
(IScattock 
clinc). 



ui- 



22 April 
1864. 



(Jrcat Northern ■ 
(near Little By- 
tham). 



Caledonian - 
(near Bishopton 
Tunnel). 



3 



Do. 



2 



10 



Engine 



CJarriage 



Engine 



Do. 



Carriage 



C 4 



Beattie's process. Made by Lloyd's 
Foster, of Walnesbhry. (Jave 
way at weld and flew off. Vehi- 
cle lefk rail*. Had mn 22,547 
miles. In 1854 the company 
decided upon adopting a new 
mode of fastening, and in the 
year 1861 all their rolling stock 
but 500 pairs of wheels had been 
placed on this improved footing. 
(CJol. YoUand.) 

Fixed by five rivets. Wheel made 
by Mr. Ashbury, Manchester. 
Broke at three rivet holes and 
flew off. Flaw at one hole. 
This vehicle and others left rails. 
Tyre had mn 8,900 miles. Col. 
Yolland said fracture was faci- 
litated by vicious practice of 
boring holes through the tyres 
and then driving in rivets. (Col. 
Yolland.) 

Broke in six pieces and flew off. 
Vehicle left rails and fell into a 
ditch. Capt. Tyler remarked 
that this was an accident to be 
avoided by securing tyres in an 
improved manner to suitable 
wheels. 

Fixed by six rivets. Broke in 
six piece* and flew off. Vehi- 
cle left rails and fell into a 
ditch. Capt. Tfler remarked 
that this was an accident to be 
avoided by securing tyres in an 
improved manner to suitable 
wheels. (Capt. Tyler.) 

Fixed by five rivets. Ldw Moor 
manufacture. Broke in five 
pieces and flew off. Doubtful 
wht«tlier first fracture was 
through rivet hole or weld. 
Engine and also the vehicles 
lift rails and fell over. (Capt. 
Tyler.) 

Opened at verj' defective weld and 
left the wheel. Vehicle left 
rails. Gibson*s patent. Made 
by Patent Shaft Co. Indifferent 
workmanship. (Col. Yolland.) 

Fixed by five bolts. M^ide of Ix)w 
Moor iron. Manufaeturcd by 
Messrs. Cooper. Broke in three 
pieces through three bolt holes 
and weld. Impossible to say 
whether first fracture was at 
holt hole or weld. Engine left 
rails and fell over, all the vehi- 
cles also lefl; rails, and most of 
them upset. Had mn 2,700 
miles. Objection taken to the 
nio<le of fastening adopted by 
bolts. (Col. Yolland.) 

Gave way at weld. Flew off and 
was found in three pieces. 
lk'attie*s patent Made by Tay- 
lor Bros., Leeiis. Engim? and 
vehicles left rails, most of them 
being upset. Had nm about 
.'30,000 miles. Attention di- 
rected to Mansell's and Brother- 
hood's system of tjTe-fasten- 
ings. (Capt. Tyler.) 

S<^cure«l by four bolts. Made by 
Hood and Cooper, Leeds. Failed 
at weld, broke at one lK)lt hole, 
and flew off. Nothing left rails. 
Had been reduced in thickness 
by wear and tear from 1 J" to ^". 
Attention called to ManselPs 
process. (Capt. Tyler.) 
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Date of 
Accideut. 



Date of 
lieport 



Name of Railway 

and 
8ite of Accident. 



No. cH Penons 
kUled. 



No. of Feraona 
iigared. 



Paa. 
sen gen. 



Senrants. 



Paa- 
lengen. 



Serranta. 



Description of l^fie. 



Engine, 
Carri^,&c. 



Name of Patent and how fijced, 
by riyetfl or 8ciew8, &c. 



1 80 A. 
221 Mar. 



18 Apr. 
1866. 



1 MCfi. 
1 2 Nov. 



6 Dec. 
1866. 



1867. 
2.1 Mur. 



29 Apr. 
1867. 



Groat Western - 
(near Pang- 
bourne). 



North Britiah 
(Spittal siding). 



OlaRgow and Soiith- 
WcHtt'm (near 
Kirkconnoll). 



1868. 
27 Nov. 



20 Sept. 
1868. 



a Nov. 



2 IVo. 



»^l IKt, 



2 «)hiu 
186U. 



Great KuHtem 
(near Brent- 
wood). 



Midland 

(near HunBlot). 



N'alo of Towv 
(^ucur(iIanchYd). 



Iii6». 



l^:^\ 






Carriage - 



10 



Nil. 

Lanoasbirv and ' 

Yorkshiiv (n«»r I 

Uoghtvii>. t 



Waggon - 
(Travelling 

with a 
passenger 

train.) 



Engine 



Do. 



Do. 

(Nortli- 
Kasti'rn 
traiu.) 



Do. 

(Joint train 

of U&N.W. 

and Llan- 

elly Ky. 

Companies.) 
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Carriage - 



Opened at very defeetiye weld, 
and flew off. G^bson'a patent 
Wheel broken to pieces, bat 
nothing left the rails. Had 
been running aboot 6j years. 
Attention called to Mansell's 
and Brotherhood's methods of 
fastening tyres on wheels. (Capt 
Tyler.) 

Fixed by four rivets. Made by 
Cooper, Leeds. Broke at a 
rivet hole, and flew off. AH 
vehicles left rails. Ilad been 
running about six months. 
Objection taken to running 
goods waggon placed in front 
with a passenger train. (Major 
Rich.) 

Secured by six bolts. Made of 
cast steel by Naylor Vickers, 
Sheffield. Broke at a bolt hole, 
and flew off. Engine left rails, 
and fell over, and vehicles also 
left rails. Every bolt broke at 
shoulder. Ilad run about 
80,000 miles. No company 
justified in fastening on wheels 
by such a process. (CoL Yol- 
land.) 

Broke in four pieces, and left whe^ 
Beattie's patent, as applied to 
carriage and waggon wheels. 
Made by Knipp, of Beilin. 
Broke in four pieces, and left 
the wheel. Defect in steel at 
first fracture. Nothing left rails. 
Had run 165,402 miles. This 
method was not sanctioned by 
Mr. Beattie for engine wheels 
after 1861. (Lieut-Col. Hutch- 
inson.) 

Fastened by six bolts, all of wliich 
broke. Openi'd at defective 
weld, jind flew off. Only lead- 
ing wheels of engine left rails. 
Tyre made of wrought iron. 
Uad run 1 6,1 49 miles. Allusion 
is made to the imperfect mode 
bv which the tvre was fastened 
to the wheeL (Lieut.-(}oL 
Ilutehiuson.) 

• 

Securetl by six bolt* and by a 
inethoil somewliat resembling 
lieat tie's. Brwke in several 
places, and flew off. Probably 
gave way first at bolt hok. 
En«;ine left rails, and fell over 
tender, and all other vehicles 
al>o left rails. Engine was sup- 
plieil by Kitson & Co., Leeds. 
Ilad run 18.327 miles. All the 
other bolts were broken off 
short. Tyre made of cast sted. 
Attention called to other modes 
of securing tyres to wheels. 
(Lieiit.-CoL Hutchinson). 



Fastened by foor rirels. Bkoke at 
a rivet bole, and (lew off. lUe 
of Be!»eiiMr steel by c^^^mm,^ 
& Coc, Siwfteid, and roDed <Ni^ 
iMving DO weld. Ychide krt 
ail it* 
pans of 



•Mim«*"^ 



Site of AccidoQL 



Great Nonheni 

(Hatfldd). I (Two woaiea vtHang along the line 

I irere killed, and two othtra ee- 
yerelj iqjiued.) 



X pieces, and flew o1 



' Broke Id 

I steel tjre, snppUed by Csinuiell 

I & Co., Sheffield. Thia v^hiiile 

aoi Dtaxlj all Ibe otLeia left 

Tails, uid nianj' were upset aild 

! neverely damoKCd. Nouo of 

I ihe&acturet througbboll bolal. 

I Three bolts broken. Had b.«ii 

runntng oulj about two racmthK. 

I Alteutioa called to the ueoeBHtljr 

for juioptitig a more secure 

method of faBleoiog tyrM. 

(Ueut-Col. HutdunHoQ.) 



LondoD and North- 
Weotam 
Barton 
Holme). 



I FiiL-d by Bve bolts. Made by 
Frink-y &Co.,Bradford. Broke 

j in four pieces, find flew oQ'. Firat 
fracture probably through a de- 

' fectirubolt holu. Thi» and other 
vchielefl left T&iU, and ran down 
tiM 'embankment vith ^4 or SS 
pasaeoKen- Not known bow 
much longer than four yeant it 
bad been running. Attention 
called to Manxell'ii system. 
(Col. YoUand.) 



Great Northern 

(near HuQldng- 



I Secured by four rivets. VVeldiMB 
tyre, maile by Vicki 
Broke in several p 
lot at u rivet hale, and flew 
Vehicle lost its trailing 



off. 






No 



fracture ut a rivet hole, but thfcu 
rivets were broken off. Tyre 
bad worn from a" to if"- 
Necessity of securing tyres by 
same method which will prcveut 
them flying off when frnctored. 
(Lieut. -Co I. HulcbiunoD.) 



Securtd by foiu' bolia. Made of 
wrought iron, supplied by Patent 
' Shalt Co. Broke in three piece* 
] through bolt holes, and flew oS. 
This vehicle and others left 
rails. Uadninaboutsiiraondu. 
Mansell's wheels recommended. 
(Ljeut.-Col. Hutchinson.) 



Midland Great 
Western of Ira- 
land (near Oran- 



Brobe in two pUces and flew a£ 
Made of Low Moor iroo. Ca- 
bry's patent. Had been deli- 
vered eight years before break- 
age. (Lieut.-Col. Rich.) 



Midland 
(near Klngsbiily- 
wood Colhery), 



Fixedby HevenacruM uolu. Mads 
•if crucible uteel by Tsylor Bro*., 
Leeds. Broke in two pieces and 
flew off Nothing off the raila. 
Had run80,ll0iiiiles. Desira- 
bility uf a more secure mode of 
fastening being adopted. (Capt 
Tyler.) 



Fixed by -(even screw bolls. Tyre 
made of crucible steel by Taylor 
Bros. Broke in three pieces and 
flew off Firat fracture pro- 
bably occurred nt a bolt hole. 
^Nothing (iff the roils. Had run 
.87,800 miles. AttentioD called 
to other modes of securing 
lyres to wheels that will prv- 
tcqI theii flying off in case of 
fracture. (Capt. Tyler.) 
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Date of 
Accident. 



Date of 
Beport. 



Name of Railway 

and 
Site of Accident 



No. of Penons 
killed. 



Pas- 
sengers. 



Servants. 



No. of Penons 
iignred. 



Pas- 

Kengers. 



Servants. 



Description of lyre* 



En^ne, 
Carriage, &c. 



Name of Patent and 
by rivets or 



screws, fte. 



1871. 
12 Oct. 



14 Nov. 
1871. 



1 Nov. 



24 Nov. 



1872. 
2 Feb. 



17 Sept. 



8 Dec. 



30 Dec. 
1871. 



16 Feb. 
1872. 



10 Oct. 
1872. 



16 Oct. 



6 Dec. 



15 Nov. 
1872. 



Nortb-Eastem 
(nearLeamside). 



Nortb-Eastem 
(near Killing- 
worth). 



North - Eastern 
(near Bradbury). 



Lancashire and 
Yorkshire (Coo- 
per Bridge). 



Great Southern and 
Western of Ire- 
land (near Mal- 
low). 



Midland (near 

Dronfield). 



17 Jan. 
1873. 



Midland (near Am- 
bergato). 



2 



2 



Do. - 



Ilorse box - 



Carriage - 



Tender 



Carriage - 



Do. 



Horse-box - 



Fastened by four bolts and a ] 
clip on the outer aide. 
in four pieces and flew oC Bb 
fracture at a bolt hole. En^e 
and tender and several vdnelei 
left the rails. Weldless cn- 
cible cast -steel tyre BuppBed by 
Taylor Bros. Had only m 
between 700 and 800 ouka. 
ManseU or Brothetlioof s pio- 
cess recommended. (CoL Tol- 
land.) 



Secured by four bolts. Made by 
Butcher and Co., Sheffield, of 
cast steel and rolled oat. Broke 
in three pieces, bat not at a bolt 
hole. Flew off. Gave way at t 
flaw. Great derailment. Three 
pairs of wheels torn off. No 
fracture at bolt hole. Two bolts 
sheared lOff. Been numiBg 
nearly nix years. Officer pointed 
out importance of having tyres 
properly secured to the wheels. 
(Lieut-Col. Hutchinson.) 



Beattie's patent. Made of 
steel rolled out, and sold by 
Vickers & Co. Broke in three 
pieces, and flew off. Vehicle 
left rails. Kunning about three 
or four years. Allusion is made 
to otber successful methods of 
securing tyres to wheeK (Ll- 
Col. Hutcliinson.) 



Fastened by four rivets. Broke at 
rivet holes, and flew off. De- 
railment. Made of Low Moor 
iron. Attention calle<l to Man- 
sell's and GibsonV method of 
fastening. (Col. Rich.) 



Fixed by five screw bolts. Cast- 
steel tjres made by Taylor, 
lA>eds. Broke in four pieces, 
and flew off. Three fractures 
at bolt holes. Derailment. Had 
been in use about two years. 
Attention called to Mansell's 
system of fastening tyres on 
wheels. (Lt.-Col. Rich.) 



Secured by four bolts. Made by the 
Patent Sbaft be Axle Co. Broke 
in four pieces ; three fractures 
through bolt holes ; and flew 
off. This au<l two other vehi- 
cles thrown ofl' the rails. In 
use about three months. The 
sooner improved iyrc fastenings 
are fitted to the remainder of 
the stock the better. (Capt. 
Tyler.) 



Fastened by finir rivets. Supplied 
by Patent Shaft & Axle Co. 
Broke at a rivet hole, and left 
the wheel. This vehicle did 
not leave the rails, but others 
did. Only been in use about a 
month. Attention called to 
Manseirs plan of tyre fasten- 
ings. (Col. Rich.) 
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Date of 
Accident. 



Date of 
Beport. 



Kamc of Railway 

and 
Site of Accident. 



No. of Fenons 
kiUed. 


No. of Penona 
iijuied. 


Fa8< 
sengers. 


Servants. 


Pas- 

sengers. 


Servants. 



Description of Tyre, 



Engine, 
Carriage, &c 



Name of Patent and how fixed, 
by rivets or screws, &c. 



1873. 
6 Jan. 



8 Jan. 



28 April 



1 May 



SI June 



29 Dec. 



12 Dec. 



2 Sept. 



9 Jan.. 
1873. 



20 Mar. 
1873. 



Midland (near 
Royston). 



Midland 
Dorc). 



(near 



12 May 
1873. 



19 May 
1873. 



31 Dec. 

1873f. 



30 Jan. 
1874. 



9 Jan. 
1874. 



19 Sept. 
1873. 



Midland (near Sten- 
son Junction). 



Grcut Western 
(near Upton 
Magna) Joint 
Line L. & N. W. 
and G. W. 



Midland (near 
Wingfield). 



Groat Northern 
(near Hunting- 
don). 



Midland (Spondon) 



North- Eastern 
(near llartlepool). 



Engine 



Carriage - 



11 



12 



Engine 



Van (pas- 
senger train). 



Engine 



Break -van 

(passenger 

train). 



Engine 



Engine 



Secured b^ six screw bolts. Made 
of crucible steel by Taylor Bros. 
Briike into six pieces, and flew off. 
Three fractures at bolt holes. 
Engine left rails, together with 
vehicles. Had run 50,438 miles. 
Company had decided upon 
adopting a new method of 
fastening. (Capt. Tyler.) 



Attached by four rivets. Made by 
Patent Shafts Axle Co. Broke 
in six pieces, and flew ofll Three 
fractures through bolt holes. 
No derailment. Thickness has 
been reduced from 2" to l%'\ 
Rather less than a quarter of 
its pre&umed life. Improved 
tyre fastenings should be ap- 
plied with all possible expc^- 
tion. (Capt Tyler.) 



Fastened by seven bolts. Broke in 
seven pieces, and flew off. One 
fracture through a rivet hole. 
No derailment Had worn 1^'^ in 
tread. Attention called to the 
desirability of using tyre 
fiistenings that will not fly off 
when they fracture. (Ck>l. 
Rich.) 



Gibson's patent Broke in five 
pieces, and flew off. Vehicle 
smashed, and many others fell 
down embankment. Had worn 
I'Mn tread. (Col. Rich.) 



Secured by eight bolts. Made of 
crucible steel by Monk Bridge 
Iron Co. Broke in five pieces, 
and flew off. Engine, tender, 
breaksman, and four carriago 
thrown off rails. Had ran 
117,15i miles. Capt Tyler 
made a genera! report in this 
case, pointing out the best 
methods of fastening tyres. 



Beattie's patent Broke into three 
pieces, and flew off. Vehicle 
fell down the embankment, 
and was shattered to pieces. 
Steel tyre made by Vickns & 
Co. Had been in use about 4^ 
years. Attention called to the 
insecurity of Beattie*s patent 
clip fastening. (Col. Yolland.) 



Fixed by six screw bolts. Made 
of crucible steel by Taylor Bros. 
Broke in seven pieces, and flew 
off. Two fractures at bolt holes. 
Leading wheels of engine left 
rails. Had run 89,011 miles. 
Greater necessity fbr employ- 
ing safety tyre &stoningM with 
steel than iron tyres. (Capt. 
Tyler.) 



Fasteoed by six rivets. Tyro be- 
came entirely loose, in confie- 
quence of packing dropping out 
and rivets giving way. Packing 
done at company's workshops. 
Engine, tender, and three leading 
coaches left rails. (Col. Rich.) 
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DlU4l of 

Accid(;nt. 



Date of 
Report. 



1873. 
13 Dec. 



1874. 
HMay 



4 Feb. 
1874. 



29 May 
1874. 



17 July 



31 Aug. 
1874. 



Nameof Bailway 

and 
Site of Accident 



No. of Penona 
kiUed. 



seogen. 



Serrants. 
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No. of Fenona 
iijiired. 



sengen. 



Serrants, 



DeaeripCum of I>ie. 



Engine, 
Carriage, &C. 



Name of Patent and how fixed, 
by riTets or screws, &c. 



North-Eastem 
(near Guisboro' 
Junction). 



Dublin, Wicklow, 
and Wexford 
(Blackrock). 



North-KaHtem 
(near Chathill). 



Total 



Tender 



Oairiage - 



31 



8 



203 



S8 



Waggon 
(Caledonian 
Con^Muiy's). 



APPENDIX No. 5. 



Seenred by three rivets. Made of 
Low Moor ir^; nearly new. 
Came off without breaking. No 
denulment LisuflBcient means 
of attaching tyre to wheel 
pomtedout (Col. Hntdunson.) 

Lloyd's A 1. Bivets did not give 
way. Broke at wdd. Had worn 
half inch since 1863. Not clear 
whether tyre flew off, but cast- 
iron frame broke to pieces. En- 
gine and vehicles left the rails. 
(Col. Rich.) 

Seenred bv four bolts. Supplied 
by Nortn of England Waggon 
Co. Had been delivered abontlve 
months. Broke through bolt 
holes into two quarters and one 
half, and flew off Vehicle lost 
all its wheels ; others thrown off 
rails. Tjre of an inferior de- 
scription of iron. Waggons of 
this descdption shouldnot be 
placed in the front part of a 
passenger train, (pol, Hutch- 
inson.) 



1. 
2. 
3. 
4. 
5. 
6. 



t . 

S. 

10. 

11. 

12. 
13. 
14. 
1"). 
1(S. 
17. 
IS. 
H). 
20. 
21. 
22. 
23! 
24. 



2o. 
2(i 
*« • 

2i>. 
30. 



L18T OF Witnesses. 

Ui Day^ Monday y February \sL 

Hugh Huji^hes, station superintendent, Paddington. 

•)nmo8 William Gibbs, station-master, Oxford 

William Tombs, yard inspector, Paddington. 

Ilrnrv UichardHon, engine-<lriver. 

•Tamos Hill, fireman. 

William IJuller, engine-driver. 

2nd Day^ T\te$dayy February 2nd. 

\\ illiain Honry Monoy, firoman. 

William (larliok, foreman to locomotive superintendent, Oxford. 

John IN'aoh, station -master, Reading. 

Kdward Hormon, ganger 67} miles to 69J miles. 

Charles Jones, ganger 69J miles to 71} miles. 

John IVioe, head guard of* the 10 a.m. train. 

William James Taplin, conl communicator examiner, Paddington. 

Josi^I^h Adkins, travelling inspector on Great Western Railway. 

Charles Pnx'tor, carpenter on Great Western Railway, passenger in 10 a.m. train. 

(ii»orge Thatcher, carriage examiner, Oxford. 

Thomas Barton, carriage examiner, Oxford. 

James Kddles. lamp lH>y, Oxford. 

Cteorge Ciurney, foreman |K>rter, Oxfonl. 

ThoniJis Hewitt, foreman jK>rter, Oxford. 

Kdwin Butler, [tolic^eman, Roundham crossing. 

Thomas Pheli>s, signalman, Wolvercoto junction. 

Henry Holt, policeman, Woi»dstcx?k Road. 

Charles bVnncis l>obsi>n, ins|x*rtor permanent way, Oxford. 

tird Day^ Wednesdayy February 3rd. 

Charles Francis IXU^son recalled. 

Henry Trusci^tt, station inspector, Oxford. 

Japh ah Hill, carriage fitter on Great Western Railway, Newport. 

Joshua Harci>mlK\ foreman of the Worcester Carriage Worka. 

John ThomivKin, locomotive foreman, Oxford. 

Alfrctl JauH>s Phipps, policeman, Paddington. 

Riehanl Christopher Mansell, cmrriage superintendent of the Sonth-Eastern Railwmj. 
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4lA Day^ Thursday^ February Atk, 

81. Edward JeffirioB, manager of Lowmoor Iron Works. 
Richard Christopher Mansell recalled. 

32. ThomaB Shirley, platelayer on Great Western Railway. 

oth Dayy Friday^ February 5/A. 

33. William Hurst, locomotive superintendent of the Lancashire and Yorkshire Railway. 

34. Greorge Major, manager of carriage and waggon works of Great Western Railway, Coulharo, ShreVrsbury. 

35. Alphonso Raymond, assistant district engineer's office, Oxford. 

36. Thomas Allen, superintendent for the supply of carriages on Great Western Railway 

37. William Dean, assistant superintendent of carriage and locomotive department, Swindon. 

%th Dayy Saturday y February 6 th. 

38. Joseph Garner, machinist, Birmingham, passenger. 

William Dean, assistant superintendent of locomotive and carnage department, Swindon, recalled. 

7th Day^ Monday^ February Sth, 
William Dean recalled. 

39. Joseph Armstrong, chief of locomotive and carriage department, Swindon. 

8^ A Dayy Wednesday^ February \Oth, 

40. Charles Levns, merchant^ passenger. 

41. William Hill, under guard on Great Western Railway. 

42. John Edward Ridd, telegraphic linesman on Great Western Railway, passenger. 

9th Dayy TJmrsday^ February 1 \th, 

43. Henry Stevens, engineer on Great Western Railway, Oxford. 
Joseph Armstrong recalled. 

44. James Edward McConnell, consulting engineer. 

lO^A Dayy Friday^ February \2th. 

45. Joseph Tomlinson, locomotive superintendent of the Metropolitan Railway. 

46. * Samuel Lack Mason, engineer. 

47. Greorge Frederick Tyrrell, superintendent of Great Western Railway. 
Joseph Armstrong recalled. 

IIM Dayy Saturday y February 13M. 

48. John Chilton, station-master, Leamington. 

49. Edward Wilson, consulting engineer. 
William Dean recalled. 

50. James Grierson, general manager of Great Western Railway. 

12/A Dayy Wednesday y February 24th. 

51. Richard Bore, carriage superintendent of London and North- Western Railway. 



APPENDIX No. 6. 



• • *.•*. ■ • 



List of Passengers Killed in the Accident at Shipton-on-Cherwell on the 24th December 1874. 



Name. 

Barker, Aggie. 

Bryant, Hannah. 

Busby, Samuel. 
♦Bakei*, Mary Evans. 

Cartwright, Richard. 

Cavannah, William. 

Cooley, Capt. Chas. J. 
♦Caesar, Charles. 

Danby, John E. 

Donohoe, Catherine. 

Ellis, James. 
•Fryer, Zillah. 

Fowler, Albert. 
iJdhii. 




Name. 

Hughes, John Thomas. 
Harper, John Howard. 
Johnson, Henry. 
Laverick, Margaret. 
Morris, Albert. 
Pearson, Jane. 
Pilkington, John Thomas. 
Pilkington, John Augustus. 
Richard, Dr. John Edward. 
Shaw, Joseph. 
Sylvester, Edward. 
Taylor, Benjamin. 
Tromp, H. E. Van. 
White, Mrs. 
Williams, Humphrey. 
Yeates, Mrs. Sarah. 
•Yeates, Fanny. 

sersoni have died since the accident 
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LiHT of Fambhoebs Ivjured id the Accideni &t Sbipton-or-Cherwell on the 24th December 187^ 

Kame. Nature of Injurj. 



The Rev. C. K. Dean 
J(>0q>h Farrington 
JohnMrn, William 
TongiMs Ootirgo 
MofTutt, lh*\iUfr 
liuUlf John Edward 

I fopkitifion, William - 
IJiiiTB, G. W. - 
IligginHf Kdward 
Lillioy Frofhirick 
Chamborluiny William 
LowiH, CharloH - 
Kymondn, Jcweph 
Love, Ocorgo - 
Poarco, ThomaH 
WoodhouMo, John P. 
Hildey, George 
PhiUlpH, John - 
C/larkOy Jow^ph - 
Watmoro, Phillip 
Turner, Ilonry 
Oibb0, Alfred - 
King, CharloH 
lillio, Mary 
Falconer, Charlotte - 
Wait, Jane Elizabeth - 
Wood, Jan<^ - 
BankH, Selina •■ 
GrifBths, Mary 
Danby, Keziah 
Wehlen, Alice 
Turner, Mary - 

Lillie (ehUd) - 

Danby, Ann 
West, Virginia G. 
Boycc, Mary Ann 
Dee, George - 
Muller, John - 
Banks, John - 
Harley, William 
Hill, WillUm (guard) 
Price, John (guard) 
Gamer, George 
Reed, Wllmer - 

Altree, Mrs. 

Do. (child) 
Lloyd, William Hawley 
Sellars, Mrs. - 
New, Mrs*. - 
£&np9on, Mrs. 

DcK. Lawrence - 
Gfeen, Eliiaboth 

lAjcrdifld) - 
GananL Alben 



Injury to left leg and head. 

Injury to head and chest 

Broken leg. 

Broken arm and laceration of eyebrow. 

Contusions. 

Frai'ture of left arm. Concussion and laceration of 
fa(«. 

Severely sliakcn and bruised. 

Do. 

Do., and contusion of shoulder. 

Lacerated eyebrow and shaken. 

Severe contusions. 

Compound fracture of ankle joint. 

Right arm amputated and laceration of scalp. 

Contusion of rib and back. 

Fractured rib. 

Severely shaken. 

Injury to shoulder. 

Lacerated hand and contused hip. 

Laceration of scalp. 

Laceration of scalp and compound fracture of arm. 

Laceration of ankle. 

Contusions of chest. 

Severe laceration of scalp and ann. 

Severe bruise of face. 

Injury to elbow. 

Injury to arm and back. 

Lacerated chin. 

Laceration of scalp and bruised. 

Laceration of face and contusions. 

Compound fracture of arm. 

Fracture of ribs. 

Fracture of thigh and of both bones of other leg. 

Laceration of scalp. 

Injury to foot. 

Contusion of leg. 

Lacerated forehead and contusions. 

Injury to back and shoulder. 

Lacerated scalp and contusions. 

Injury to back and side. 

Broken ribs. 

Severe laceration of scalp. 

Severely bruised and shaken and head injured. 

Concussion of brain. 

Concussion of brain and supposed fracture of base of 
skull. 

Scalp wound and cut lip. 

Fractured arm. 

Injury to arm, contusion of leg, and scalp wound* 

Shaken and blow cm chest. 

Fractured collar-bone and scalp wound. 

Laceration of scalp. 

Do. 
Lacerated scalp and contused right shoulder. 
Contusion of sacrum. 
Contut^ioYi right thigh. 
Contusion of trunk. Internal injuries. 
Dislocated shoulder. Shaken. 
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Name. 



Growan, Miss Caroline 

Do, Mrs. - 
Thompson, Miss 
Habberty Miss - 
Taylor, Mr. - 
Brentnall, Mr. - 
Field, Edward 
Hook, The Kev. 
Paton, Mr. - 
Parker, The Rev. S. 
Akiill, Charles 
Cheer, Mr. 
Barker, Annie 



Nature of Iijiiry. 

Concussion of brain. 

Shaken. 

Injury to back. 

Injury to leg. Shaken. 

Injury to back. Laceration of scalp. 

Cut lip. 

Blow on chest 

Do. 
Fractured head of humerus. 
Contusions. 

Do. 
Shaken. Blow on chest. 
Fractured base of skull. 



APPENDIX No. 7. 



Summary of Mansell's Wooden Wheels made from 1st January 1862 to 31st December 1874. 

Under the Old Patent, up to 24th April 1866. 



By Patent Shaft and Axletrce Co. (sole licensees) 
„ Lloyds, Foster, & Co., for Patent Shaft Co. 



Sets. 

- 2,859i 

- 1,084| 

3,944 



On the Tmpraved Patent, from 25th April 1866 to Sis t December 1874. 



By Patent Shaft & Axlctree Co. (^)2 sets of these went to Great Western 
„ Lloyds, Foster, & Co. - - - - - 

„ Great Western Railway - - - - - 

., Vulcan Foundry Co. for Great Western Railway 
„ Leeds Wheel & Axlctree Co. - - - * 

„ Midland Railway Co. - - - - - 

„ Ashbury Co. - - . - . 

„ Vickers, Sons, & Co. - - - - - 

Exclusive of South-Eastem Riiilway 

Add by South-Eastern Railway (mainly the improved) 

Total wood wheels on the improved patent only 
„ old „ 



2,582i 1 
212|/ 



Total wood wheels, old and impi*oved patents 



Sets. 
7,242i 

877^ 

2,795 

441^ 
367 
353i 
343i 

12,420^ 
4,395 

16,815^ 
3,944 



- 20,759i 



Dear Sir, Ashford, Kent, 6th February 1875. 

In reply to yours of yesterday, the dates of the respective supplies of wood wheels with my patent 
fastenings, and the quantities, to the London and North- Western and Great Western Railways, under my old 
and new patents, were as follows : — 



Under my Old Patent, 



Dates,— 


London and North- Western 


Great-Western Railw 


Half-year ending 


Railway. 


made by Talent Shaft 




{Sets of 4 wheels. 


Sets of 4 wheels. 


30th June 1862 - 


100 


„_ 


31 st Dec. >, • 


117 


__^ 


30th June 1863 - 


23 




31st Dec. „ - - - 


38 




30th June 1864 - 


132 




31st Dec. „ - - - 


100 


... 


30th June 1865 - 




^^ 


31st Dec. „ - - - 


— 


56| 


From Ist January 1866 to 24th AprU 1866 


1384 


Totals on old patent 


648^ 


62 



Co. 
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Under my Patent (f 1865. 

The London and North- Western Railway Company purchased the use of this in January 1867, and I 
have no returns of the quantity they have had since. The returns for the Great Western Railway are as 
follows :— 



Date,— 
Three Months ending 


Quantity in 
Sets. 


Date,— 
Three Months ending 


Quantity in 
Sets. 


Date,— 
Three Months ending 


Quantity in 
Sets. 


3l8t Dec. 1868 - 


40 


Brought forward - 


d32| 


Brought forward - 


1,8*1* 


SlstMar. 1869 - 


53^ 


3l8t Mar. 1871 - 


65 


SlstMar. 1873 - 


lis* 


80th Tone ,, - 


44 


dOth June „ . - 


81i 


80th June „ - - 


187| 


SOthSept. „ 




30th Sept. „ - 


89^ 


SOthSept „ *- 


149| 


3l8t Dec. „ - 


25 


3l8t Dec tf ' ' 


254 


31st Dec. „ - - 


102 


SlstMar. 1870 - 


105 


SlstMar. 1872 - 


306^ 


SlstMar. 1874 - 


104* 


30th Jane „ ' 


85 


30th Jane >i - - 


280 


30th June •» - - 


US 


SOthSept. „ 


2 


30th Sept. „ - 


188^ 


30th Sept „ - 


134^ 


31st Dec. ), - 


28 


3l8t Dec. „ - - 
Carried on - 


244 


SlstDec. „ - - 
Total 

1 


191 


Carried on - 

1 


332^ 


1.841i 


2,887 



London and North- Western Railway 
Great Western Railway - - 

Totals 



Summary. 






Old Patent 


New Patent 




648* 


No return. 


648* 


62 


2,887 


2,949 



710i 



2,887 



3,597* 



Col. YoUand, R.E., &c., 
Board of Trade, 

1, Whitehall, London. 



Yours very truly, 

Rich. C. Mansell. 



APPENDIX No. 8. 



London and North- Western Railway. 

Mansell's Patent Wheels put under Carriage Stock sincje 1861. 

For Year ending December 31 st, 1861 

1862 - 



>9 


AdV^i^ 


» 


1863 


» 


1864 


» 


1865 


' » 


1866 


W 


1867 


» 


1868 


» 


1869 


» 


1870 


» 


1871 


» 


1872 


99 


1873 


9» 


1874 



To February 6th of Year 1875 



- 400 Pairs 


- 422 


99 


- 126 




- 500 




- 382 




- 808 




- 772 




- 555 




- 627 




- 654 




- 1,078 




- 1,218 




- 1,048 




- 1,037 




- 112 





Total 



- 9,739 



79 



R. BOBB. 



< - 



33 



APPENDIX No. 9. 



Great Westebn Railway. 
Statement showing Description of Wheels under Passenger Carriages and Vans, 17th January 1875. 



Broad Gauge 
Stock. 



Narrow Gaago 
Stock. 



N.G. Stock 
recently trans- 
ferred from 
L. & O. and 
L. B. & D. Cos. 



Total 
G.W.R. Stock. 



NmcBBS OF Vebioleb. 



With wood wheels, Mansell's £E»tening 
iron „ Gibson's 
Burke's 
BeaUie's 
riyetted 
Kot yet examined 

Total 



99 » 






99 

» 
9» 



88 


1,242 


8 


1,288 




524 


789 


7 


1,820 




1 1 


— 


— 


I 




■^^H 


— 


2 


2 




10 


47 


17 


74 


• 


14 


34 


— 


48 




587 


2,112 


34 


2,783 



Wood wheels, Mansell's fastening 



Iron 



99 









Gibson's 

Burke's 

Seattle's 

rivetted 

Not yet examined 

Total 



NUKBER OF PaIKS OF WhEBLS. 



115 


3,128 


15 


3,258 


1,610 


1,567 


13 


3,190 


5 


— 


— 


5 


— 


— 


4 


4 


30 


115 


36 


181 


40 


68 


— 


108 


1,800 


4,878 


68 


6,746 



APPENDIX No. 10. 



Great Western Railway. 

January 1875. 

Statement showing Number of Mansell's Wood Wheels made and purchased by Great Western 

Railway Company. 





Maker. 


No. of Pairs of Wheels. 


Year. 


4' 0" 


3' 6'' 


3' 0" 








Diameter. 


Diameter. 


Diameter. 


Total 






B.G. 


N.G. 


N.G. 




1866 


Patent Shaft Co. .... - 


i 

1 


219 


_ 


219 


1867 


1 

» ----- 


— 


185 


— 185 


1868 


» - - . . 


— . 


80< 


— 80 


1869 


>» - - - - - 
Vulcan Foundry Co. - - - . 


^_ 


50 
210 


"^ 1 


. 260 


1870 


Patent Shaft Co. - - - - - 


50 


— 


4 B.G. ■• 


« 


» 


Vulcan Foundry Co. - - - 




230 


— ► 332 


>» 


' Great Western Railway Co. - - - 


40 


8 


1871 


99 - - - 


9 


591 


380 980 


1872 


>» _ - - 


— 


683 


1,355 2,088 


1873 


* 


18 


660 


472 1,150 


1874 


M - - - 

Total - 


18 


734 


334 1,086 




135 


3,650 


2,545 


6,330 



88498. 159. 



E 
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APPENDIX No. 12. 



.Gbeat Western Railway. 

Statement showiDg Weight, Length, &c. of 11.40 am. Down Passenger Train from Oxford, 

December 24th, 1874. 





■ 

Claaa 

of 

Vehicle. 


No. of 
Wheels. 


No. of Compartmentf 


t. 


Length 

over 
Buffets. 


Weight 
Vehicles. 


Load 
Estimated. 


Total 


No. 


Ist 
Class. 


2nd 
Class. 


3rd 
Class. 


Guards 
and Log. 


Weight 
Estimated. 


478 


En^^e 


6 


mm 




• 


"" 


Ft. in. 

1 - 


Tons. cwt. qrs. Tons, cwt qrs. 
30 — 


Tons, cwt qrs. 
30 




Tender 


6 


- 


- 


- 


- 


J 47 


22 10 


— 


22 10 


886 


Engine 


6 


- 


- 


- 


- 


1 - 


30 


— 


30 




Tender 


6 


- 


- 


- 


- 


J 47 


22 10 


— 


22 10 
















94 


105 


— 


105 


845 


8rd class 


4 


- 


. 


4 


— 


28 6 


6 


2 


8 


351 


Van - 


4 


- 


- 


- 


8 


29 


7 12 


3 


10 12 


446 


Tri-compoftite 


6 


1 


1 


2 


1 


82 


10 ' 


2 9 


12 9 


634 


8rd class 


6 


- 


- 


5 

a 


- 


82 


9 12 


2 10 


12 2 


555 


Do. 


6 


- 


- 


5 


- 


32 


9 12 


2 10 


12 2 


188 


Composite 


6 


2 


2 


- 


1 


32 6 


10 5 


2 3 


12 8 


497 


iBtCIan 


6 


4 


- 


- 


- 


38 


9 16 


1 4 


11 


as6 


2nd class 


6 


- 


4 


- 


- 


29 


9 


1 12 


10 12 


174 


Van - 


4 


- 


- 


- 


2 


25 


7 


3 


10 


618 


1st class 


6 


4 


- 


- 


- 


S3 


9 16 


1 4 


11 


868 


2nd class 


6 


- 


4 


- 


- 


29 


9 


1 12 


10 12 


949 


drd class 


4 


- 


- 


4 


- 


25 


6 10 


2 


8 10 


687 


Do. - - 


6 


- 


- 


5 


- 


32 


9 12 


2 10 


12 2 


852 


Van - 


4 


- 


- 


- 


3 


29 


7 12 


3 


10 12 


689 


8rd class 


6 


— 


— 


5 


- 


32 


9 12 


2 10 


12 2 






Total (carriages and vans) 


a a 


448 


180 19 


33 4 


164 8 






Total (indoding engines) 


- 


542 


235 19 


33 4 


269 3 



The estimate of Load is obtuned as follows :— 

One 1st class compartment Load estimated at 6 cwts. 
One 2nd „ „ 8 „ 

OneSrd „ „ lo „ 

One luggage compt. of carr. „ 15 „ 

One ran „ 60 „ 
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APPENDIX No. 14. 



Gkbat Westbbk Railway. — Cabbiag£ Department. 



Statement of Carriage and Wagon Stock taken from other Railway Companies and added to Great 

Western Railway Stock since 1862. 





Passenger Stock. 


Total 


TransfeiTed from 


iBt 

Class. 


Compos. 


2nd 
Class. 


3rd 
Class. 


Vans. 


Hone 
Boxes. 


Carriage 
Tmcks. 


Total 


^8^^" 


Narrow Gauob. 

Wert Midland Railway 

Shrewsbury and Hereiord Railway 

Vale of Neath Railway - 

Clee Hill Company - 

Lynyi and Offmore Railway ' - 

llandly Ruhray and Dock Company 


35 

4 


65 
3 

5 
9 


43 

4 


75 
4 

8 
19 


40 

4 

2 

1 


33 
3 

2 


14 

4 


305 
36 

15 
81 


4,064 

148 

3 

17 

928 

794 


Total Narrow Qauge - 


39 


82 


47 


106 


47 


38 


18 


377 


5,949 


Broad Gauob. 
Vale of Neath Raflway 


1 


6 


4 


17 


2 


— 




80 


829 



APPENDIX No. 15. 



Extract from the Rules and Regulations of the Manchester, Sheffield, and Lincolnshire Railway. 



Part ftrai ^ ^^^ P*^** ^^ * passenger or goods 

detached train should hecome detached when in 
^ton in mo- motion, care must be taken not to stop the 

train in front before the detached piart 
has either stopped or come gently up. The guard 
must also apply the break in time to prevent a col- 
lision with the carriages in front, in the event .of their 
stopping. There may be cases requiring the train to 
stop, whether from a signal or from the personal ob- 
servation of the engineman or guard, when the most 
prompt judgment and skill may be required to decide 
whether to stop quickly or merely shut off the steam 
and let the train stop of itself. If anything is wrong 
B * out f ^^^ *^® engine, requiring it to stop, the 
oiS^^ ^ quicker it can bo done the better ; but if 
Q^^^^ji^g ^ any of the intennediate parts of the train 
waKonsoffthe be off the rails, the allowing the carriages 

to stop of themselves has in some cases 
kept up a disabled carriage, when it is probable, if 



the front breaks had been applied, the carriages 
behind would have forced themselves over the dis- 
abled one. If the disabled carriage or 
SS^^oJt^n. wagon should bo the last or nearly the 
last in the train, the breaks in front maj 
be applied with advantage ; but if towards the middle 
or front of the train, it is generally better to allow the 
carriages to stop of themselves, as by keeping up a 
gentle pull the disabled carriage may be kept more 
out of the way of those behind, until the force of the 
latter is gradually exhausted. 

In all cases the application of breaks behind a 
disabled carriage will be attended with the greatest 
advantage and safety. 

Three distinct whistles must be given 

a^y^iwaka. ^ * signal for all the breaks to be 

instantly applied ; and the continually 

repeated quick sound of the whistle must be given in 

cases of danger. 
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APPENDIX No. 16. 



Great Wxstern Bailwat. 



^* 1 pair carriage wheels, S' 6'' diameter, axle 16,582." 

We have do record of this axle prevxoitis to 1870, the information recorded being as follows ^ 

Came in, Nov. 27, 1870. 1 -rir^ ^^ v. tt i « ^ i . /««»* 

Went out, Dec. 23, 1870. / Worcester shops. Under Srd^lass carriage 217. 



9> 



99 



Came in, June 23, 1871. 1 
Went out, July 8, 1871. / 

Came in, June 6, 1872. 1 
•Went out, June 15, 1872. / 

Came in, Sept 4, 1872. 1 

Went out, Sept. 16, 1872. J '» 

Came in, Oct. 27, 1873. 1 t^ . ^^ , 

Went out, Dec. 11, 1873. } ^^^^^ ^^^^«- 



9> 



» 



99 



Came in, Oct. 17, 1873. 1 
Went out, Dec. 24, 1873. J 



99 



Taken out of 3rd-class carriage 217. 



Put under 3rd-clas8 carriage 845. 



The dates given are those on which the carriages enumerated came in shop for repair and left shop after 
repair. 



APPENDIX No. 17. 



Great Western Railway. 



Carriage and Wagon Stock, January 1861. 





Pafifenger 
Carriages. 


Luffgage 
Vans. 


Carriage- 

Wheelaand 

Hone Boxes. 


Total 

rASSKNOSB 

Stock. 


Wagons 

and 

Goods Vans. 


Total 
Cabhiaob 




AND Waoox 
Stock. 


Broad Gauge 

Narrow Gangc ^ - 


594 
213 


67 
34 


391 
78 


1,052 
320 


4,375 
3,728 


5,487 
4,048 


Total 


807 


101 


464 


1,372 


8,103 


9,475 



There is nothing in the Stock Books of this date (January 1861) to show the nature of the tyre fasteningik 
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THE REPORT OF THE COURT OP INQUIRY 

HELD IN PTTRStTANCE OF AN ORDER OF THE BOARD OF TRADE, UATKU THE 
22nd JANUARY 1870, INTO TUE CIRCUMSTANCES ATTENDING THE 

Double Collision on the Great Northern Railway which occurred 
at Abbotts Ripton on the 21st January 1876. 



Board of TVade, 
[Railway Department,) 
Sill, • PVhi/t;hall,'2Sd February IH76. 

In compliance with the instructions contained in the Order of the 22d January, 
I have now the honour to report, for the iuformation of the Board of Trade, the result 
of the public inquiry into the eircumslances which attended tlie double collision that 
occurred on the 2Ist January, at Abbott&-Ripton, on the Great-Northern Railway. 

This inquiry was held at Peterborough, under the Railways Regulation Act of IB71. 
34 & 35 Vict. c. 78. ss. 7 and 8, with the assistance of Mr. C. S. L. Bowen, barriNter- 
at-law, and extended from the '24th January to the 17ih February, during which time 
four sittings were held, ami 46 witnesses were examined. The Town-Hall and New- 
Courts-Hall were kindly placed at our disposal, and we are indebted to the courtesy of 
Mr. Gaches, the town-clerk of Peterborough. 

In this case the Scotch-express passenger- train, due to leave Peterborough for Loudon 
at 6.18 p.m., and consisting of an engine iiiid tender and 10 vehicles, came iuto collision, 
whilst approaching the Abbotts-ilipton signal-cabin at full speed, and with the steam 
still on, with a coal-train due to leave Peterlioroiigh in front of it at 5.35 p.m., which, 
havinj; left Peterborough at 5.53, was being shunted out of its way into the Abbotts- 
Ripton siding. The down-main-line having become obstructed by the debris from this 
first collision, the Leeds-and-York express passenger-train, 5.30 p.m. from London, after 
passing Huntingdon at 6.59 p.m., came into collision, first with the tender and afterwards 
with certain damaged carriages of the Scotch-express-train. 

Thirteen passengers have unfortunately lost their lives in consequence of these col- 
lisions, and up to the present time 53 additional passengers have been ascertained 
to be more or less injured. The engine-driver, fireman, and head-guard of the Scotch- 
exprcss-train, and the engine-driver and fireman and front-guard of the Leedd-express- 
train, were also injured. 

The accompanying plan and section of the line, which Mr. Johnson, the engineer of 
the Railway Company, has been good enough to furnish, will give an excellent idea, not 
only of the positions of the stations and cabins principally referred to, with their signals, 
and the gradients on which thev are situateu, but also of the results of the collisions ; and 
a further description of the localities will be found in the evidence of Mr. Johnson, which 
with the other evidence was taken during the inquiry as follows : — 



Evidence. 



Bichard Johnson [6Vorn). I otutbe Engineer of the 
Git'jit Northern Railway, and Imvc bfeen so for 141 
years. The ruling gradient lietween Peterboro' and 
Huntingdon is 1 iu 200. Commencing from Hun- 
tingdon there is first a graflieut of I in 200 for ibi-eii 
miles, then the line is level for three-quariers of a 
mile, and then for one mile south of Abbotts Bipton 
signal-station the line falls 1 in 200 townnls the 
north as far as four miles beyond the signal-cabm. 
From the foot of that gradient the line is level for 
4) miles through Holme Fen ; it then rises up to 
\axley signal station for r mile 1 in 200, and theno^ 
to I'eterboro', 3^ miles, the line is nearly level. The 
Aliliotts Ripton signal-cubiii is at n point 63 miles 
35 chains Irom London : the north diaCaut-EignaJ is 
950 yards, and the south diatant-sigual 1,057 yards 
38474. 7. A 



from the cabin ; the north home-signal is 140 yards 
and tile suntli liomo-sigmil 145 yardtt, from the cabin. 
(There are also starting-si guals in each direction, the 
starting- signal at one end being in each case ou the 
post applying lo the home-signal at the other end.) 
They ace semaphore-signals of the oitiinnry consl.ruc- 
tion. At Abbotts Ripton sigual-staLion there are up 
and down shun ting-si dings, and the points leading to 
and from those sidings are worked by a signalman 
by means of levers in hia cabin. Those point-levpra 
are interlocked witli the aigiial-lcver«. The levers 
are so interlocked that the points cannot he opened 
to communicate between the siding and the mun-line 
tuiless the signals are at " danger." There is a crnss- 
over road between the two maiu-linen opim-iii; to the 
cabin, the poluto of which are simihirly iul.:rlocked 



vi& the signals. (There are also hlock-l«l(^^ph- 
instrumenta for ench direction, and n rfouble-npciilo 
B|ieHkinfi-insmiiinmt.) On ilie north of AhUolta Kiplim 
there is & cabin called Wood Walton, at a distancrof 
I niila ] ,37n yards ; il i» [)rovi(lod with up nnd {luwn 
distant-si^ald, 9.'i0 ynrds IVom the cabin in each 
diroclioii, anil witli u double lioine-signnl, which net* 
for botli lines, 20 yards north of tlie cabin. The 
Conington sigtial-cubin is 2 mlioa 132 yAnls north of 
Wood Wnllon, at the foot of Uie above 1 in 2t)0 
grwlicnl. It is Himilar lo the Wood Walton cabin 
at, regards ilie signal arraiiRementSi and tli^iy arc iKith 
jirovidod with tolegraph-b lock- instruments and bells. 
At llic Holnii* station. 1 mile 1,667 yards on the norrh 
of the Conin^n cabin, ihoro is a signal-cidiin with n 
locking-franio of 30 k-vcrs, and tho whole of the 
points and signals in tho ncighboui'hood nf flolme 
station are worked fVom this cabin. With the 
exception of the signals on the north i>f the Holme 
signal-cabin, which can only be seen when the man 
opens the window and puts his head out for the 
purpose, they are all vJsiliic from the cabin in dear 
we^er. The next ttignnl-cabin south nf Abbotts 
Riplon is Stukeley, 2 milos 737 ynnls from it. Thpro 
are home and distant-signals In both directions. Tho 
up distant-signal is 910 ynnls from the cabin, and the 
down distant-signal 850 ynrds from it. Tho home- 
signal ppst is 27 ynrds south of tho slgniil-cjibin. 
Those signals arc ciaiblr from tho c»l)in in botli 
directionx. There are block -tclcgraph-instrn in cnts 
nnil I«1Ih in this cnbin similar to thnDo in the Wood 
Walton nnd Conington signii I -cabins. Lnst Friday 
evening, the iilst of January, [ Ictl I'cli^rlwro* iilioul 
lialf-pugt eight, anil rc:icliccl thu scetic of the collision 
at Abbotts Uipton about II o'clock. We were much 
dcluyixl by the signals being tigainst us at Holmt!. 
I found a cold-train ])arrly Rbuutci) in the up ahuntiiig- 
siding, with 26 loiulud coid-wiLggons in tlic Killing, tlin 
27th waggon having otui ]iaii- of whci-la off tlie i-omi, 
the 28th waggon, second from llie engine, beiug 
smnsbcd to aliiinji, thu 29tli, a good deal smaslied, the 
tlie 30lh waggon witlt its I mi ling-axle very mudi bent, 
and tho eu^no of the coal train hnd been taken awny. 
The ongirm of the Scotch express wfw lying on its 
side, with its head towards London, ou the west of 
■ the down-line ; it>i tender appeared lo Inive been 
lying ou the down-line, and tho down-train appeared 
to have run through it and cut il to pieces. Tho 
engine of the down-train lay on the down Hide of the 
line, on its near side, with its tender lying partly 
above and on the south of it. The caiTlages of the 
down-train wei'e much off the line, and one Noi'th- 
l^astcrn third-class carriage was on the top of a Great 
Northern siz-wlieolud break-van belonging to the 
down-train. The break-van and the two first an-- 
riagc» of the up-train were ofF the line, but not much 
injured i but the third and fourth cai-ringcs from the 
bri'ak-vnn ol tho up-train wore very much injured, and 
were lying under the break-van of tho down-trnin. 
From what 1 could see, the eugine of tlie down-train 
had run quit<i through those carriages; it was tliere 
that the greatest loss of life and injury had resulted, 
Koon after 1 n-ached the xcene of the accident, I 
met Mr. Cocksliott, the tnitlic- superintendent of the 
Great Northern Uailway, who had come down from 
London nn heiu'ing of the accident. I also found 
Mr. KoiiSQ, locomolivi' superintendent at I'elcrboro', 
and Mr. Warr, the locomotive foreman from Uitchiii, 
IuhI arriveil. imd bad uouimenced lo remove the 
•arriages so lu to extricate the sufferers. 1 went up 
into llic vignul-cubin with Mr. Cockshott, and we saw 
the signalman who wa.^ on duty. I raw that 4he lever 
for admitting the coal-train into the siding wa^ over 
in tho forward position, and the levers for working 
tlie home and diNlant-Eignula were locked fast in tho 
position of " danger." I trittl the home and ilistant- 
sigiial levers, and they were all locked. 1 asked thir 
signalman to move the siding points; they were, 
however, immoviable, owing, I 1>elieve, to the coal- 
trucks and carriages having fallen on to the eon- 
Decting rods an<l wires. I did not notice the signals 



themselvea, nor did I notice the poriHooB of tfa« 
tologrnph-inalrument*. I then devoted myself to 
assisting the suili^rers and clearing the line. 

Frnnnn P. CoekslitOt (sworn). I am Superinten- 
dent of the Great Northern Kailwny.and have been so 
for 1 1 yejim. This, as well as tho whole of the main 
line of i\\t-- Gn^at Northern Ituilway, is worked under 
the alisiihite lilock, and under regulations which I now 
put in. I put in also the working lime tables, contain* 
ing regulations as to the loniU nnd Itrcnk power to be 

groviiled. I also put in instructions for signalling tho 
tst trains by electric lelegmph j sbo sitcciu! rcguUlions 
for working during fogs and snowstorms. With rcfor- 
once to the block working, the coal train, as well iw 
other ti'ains, is telegra|ihed from block-cabin to bli>ck- 
cabin; and after its departure from tlie first block-cabin, 
no other tnun Nhonld be allowed to follow on the same 
line of rails until it has reached the next blork-vattia 
ahead, and tclegrapliic .information to that effect liaa 
been transmitted back to the block-cabin in the rear. 
This system of working is in force for all traSn.s, 
whether passenger, goods, mineral, or otherwise. 
The cold train leaving Wood Walton and reaching 
Abbotts Ripton would be protected by block working 
until it wa.1 on the south side of the honic-nignal at 
Abitotts Riplon, nnd whs under the protection of that 
signal. In adilition to the general mode of working, 
during foggy or snowy weather line-clear must not 
lie given until a train or engine stopping at a slfttion 
lias either pi-oceeded on its journey or been shunted, 
iuto u siding ; Imt in weather neither foggy nor snowy, 
iiiie clear uiigtit be given to Wood Walton, so long 
as ttie train was covered by the home-signal, and 
while, therefore, it wai being shunted into the 
siding. Also, under regulations. Holms station la 
reijuiriHl to telegraph to the signalman at Abbotb* 
Ripton the passing of any up goods or mineral train, 
the object being tliat the signalman at Abbotts Ripton 
may know whether il is neo-ssary to shunt any slower 
train to admit of its being passed by a faster train. 
Tho distance from the up home-signal nt Abbotts 
Ripton to the points of the up shunt ing-siding is 
100 yards, and the fouling point would therefore be 
about (>S yards south of the home-signal. It would 
have been the duty of the signalman nt Abbott* 
Uipton to abstain fiv>m giving line clear tn WaoA 
Wailou until the conl train was shunled into the 
siding, and clear of the main line, if that duly hail 
lieen properly done, the coal train while sliunting 
ought to have been protected by the lionie and ilistnnt 
signals at Wood Walton, as well as the home and 
distant signals at Ablxtlts Riplon. After hi»i-ing of 
the accident at H.IO, I left London at S.SO p.m. by 
the Scotch express trun, and reached Uuutingdon 
about 9.45. I ascertained there that the paaseugoi-a 
who were injured had already been removed IVom 
Abbotts Ripton, and that others who were able to 
conlinne iheir journey wore at that time being pUced 
in special trains to leave Abbotts Ripton in cMcb 
direction. Having ascertaincil fuilher thai both line« 
were so inuoh blocked nt Abbotts Ripton that It 
was uidikely any train could be run through for 
several hours, I bad an engine ond carriages got ready 
at Huntingdon to take on from that station to London 
any passengers wlio had cxmie down by the 8.30 
Qxpres.1, unil who might wisli In roturn, as well as 
any passengers who lioil Iwen In the trains which had 
come inl<i collision. About 20 minutes later an 
engine cniuo with a number of carriages (Void 
AbtMlts Uipton bringing passengers who were 
uninjured, and others who were able and who wished 
lo travel to London. I also sent a mcssagv to the 
hotels in Hmitingdon to see if any who had 
arrived there liy road or otherwise were wishful 
logo south. About half-past 10 a train ramc from 
Abbotts Riplon ; other carriages wore attached, and 
it was then sent on to London. As soon ta I saw it 
really lo start, I took an engine, anil went to Abltotts 
Ripton, and arrived tliorc a few minutes beliirri II. 
I Jirst looked round to see lo what extent the linoa 
were blocked, and what chances there were of either 



I 



Ig opened soon nr tnffle, tea tnquired of thosr 
nlretuly on the spot whether Lhcie wus rt-tuoii X 
hdieve thiit. tiny who were passengers in Ihu truin 
were still under the wrutkeil i-arriugps, Ahoiii thai 
time I mi't Mr. Johnson, who hiLs givuu oviiloiii.'i! ; 
we looked very civrefuUj' n,l the spot where it wus 
evident thut at least two cnrringos ImU bti«ii brokuu 
up ill tie coUision. We were told thiit vary noon 
ntter the coljiaiou took place throe bodies lind been 
rrmoved, and we felt, eoeli remarking to the ulher, 
(liat there must be other piwsstingerfl there. We had 
at that time closed the liue against triilBe ; and ihi; 
large staff of men who had arrived from I'eterboro', 
Ilitchin, and elsewhere, and who had already removed 
neveml broken vehicles, wei-e con centra t<-il on tlmt 
»pot. After that, Mr. Jobnaon and I went to{;ether 
tn the signftl-lwi, and found the locking-frame in the 
slato descrilwd by Mr. Johnson. The only stotement 
made by Mr. Johnson which is not quite correct ia as 
to tlie number of the wagRons in the cool train. 
Thew were S3 in all, and either two or three which 
were iininjurwl had by my instruetions been moved 
sooth of the signal-box, and, in the darknesB, thesie 
would not bti observed by Mr. .lohnson. Except us 
to tii[\t, the evidence I heard given is correct. Seven 
more imssengur.i weiv taken from nndei- the corringee, 
' and this prevented uie from examining the stale of 
he signals. The night of Fridny, the 21sl January, 
iras one of the wildest I have kjiown, with sleet and 
mow and frost, and I believe the snow to have been 
it least fonr inches deep at the timu. 

Joseph Bray (sworn). 1 am im engine-driver in the 

lervice of the Great Northern Railway Company, and 

I iinve been so for seven or eight years. 1 left New Kug- 

w l.ind on the Zlst January at 5.53 p.m. with an en^ne 

f nnd tender, 33 wagonsof eoil, andahreuk-vaii. I was 

due to leave at .5.35, My engine was a little hile out 

of the shed after washing out, and 1 waa also turned 

llie wrong way in starting in the tirst instance, and W8« 

Fo late in getting away. I ran at ray usual speed 

from New England to Petprboro'. and so on to Ablwtts 

liiplon. I found the signals all showing white lights 

up to and inrliidiiig the distant -signal IVom AIjIkiKs 

Riplon. 1 did not see the home-signal from Abbutta 

Itiplon, owing, I supiwse, to the snow and smoke in 

the eutiing. It was snowing very hard as I reached 

Abbotts Ripton. 1 expecind that my train would 

t lie shunted at Abbotts Ripton for the expreaseB to 

pi*s, so 1 lookeil out for the signal <-abiii. I saw the 

' t^iiroalman waving me on with his hand-lamp, and 

'he gave me to understand ihnt I was to shant into 

'le siding, I said to him. " Wliat is it, Bobby 'f" and 

. ;■ said, " Siding." Whilst I was sitting hack into 

[ the siding ho said to me, " Come on back ; look 

[ sharp ; ymi aro stopping the express." As soon as he 

rhiid said' lho»»p wonls the express ran into me. The 

[' rx press-engine struck the fourth, fifth, or sixth wagon 

^'-om the engine; my engine was knocked furwai-d, 

nd Ihe injector stopped working. I did not recover 

iVself for live or six ininntes, but I remiuned all that 

I'ne on the engine, and theti Mr. Usher, a reJief- 

tdirk in the traffic d<*pnrlment, eaine to my, engine 

land said, "J^t ns In- oIT to Huntingdon to got asais- 

fttiniw!" 1 told him to go to the signalman to iisk 

[ perinis^on j lie went, and retnrned and siuJ, " All 

iri"ht for us to go;" and then a gentlenmn and 

■tlio coal-train guard got on tlio engine to go to 

r Huntingdon, and the guard stood on the off-side of 

wilh his hand-lamp ready to show a red 

hishl to any trsin eomlng in tlie opposite diivution. 

!'had prevltmsly si-nt my firaman with two fog-siguals 

' nviiT'ls Huntingdon. We procwded towards Hunt- 

]r-i)on. I heard my (Iremun shout out. and we picked 

ini up ■ thai was sotnewhere between the bridge over 

M Itm and ll.p ili<l:uit--i-'iid IV.nn Alibclls Ripton 

|[h1.oiiI .-.ii" ■ ■ ■ ^^'■- '"*•' 

I I ling it 

Mil' down 

L ..-.I light. 

anybody 



thta saw me in tJbst tr^a. We had oat then rewfied 
the distant -signal. We (hen went to Huntingdon. 

I sjiw a red-light at the advanced signal at Abbotts 
Riptoii, which was the only red light that I saw ou 

II .lignal-po^t between Pelerhoro' and Huiilingdon. 
I believe 1 rcitched Abbotts Ripton at ().47 p.m, 
The weather was very bad when I left New England. 
I hail no oi-diTs for shunting al Holme. If the 
Seol«h train had been punelual the signalman at 
Holme would liavc shunted wc tliere, as 1 was 18 
minutes latj;. I noticed that ihe Holmt' signals 
showed white lights at the home, distant, and starting 
posts. I sent my fireman away with fog-signals before 
Mr. Usher cuiue to my en^ne ; and an soon us I luul 
recovori-il mysilf after the shock of the first collision, 
I asked him, when I picked him up, whether ho had 
put down the fog-signals, and he aaid " Xva." 1 saw 
the driver of the down-express shut off his steam, 
anil I thought he did so in answer to luy aUrm. 

IJtlwurii Fauliner (swoTa), lam a Hi-eman in the 
Great Northern Company's service, and have been so 
for five years. I left New England on iho 2Ist 
January, with Bray «ts engine-driver. 1 did not 
noti<M! the time of starling or of reaching Abbolta 
Ripton. I saw a white light at the Holme distant- 
signal in passing. I saw while signali) at all the 
posW at Couington and at Wood Walton. The 
disUint-signal from Abbotis Riplon showed a white 
light ; I did not look for the home-signal there. 
Bray called to the aignalmaa to ask whether the 
signals were off, and the signalman said, " Draw 
up and shunt." Wo drew up to the starting- 
signal, which showed a little speck of reil l^hl 
when we got up to it. The glass was cohered with 
snow. The sigtialmiui eame to the window, lunl said 
to Bray and mc, " Come on back, you ore stopping 
the traju at the other box ;" and as soon as ho bad 
said the words the express pitched Inlo us dii-ectly. 
The engine was knocked forward a few yards, and 1 
remuneil on it. I recovered myself in three or four 
minutes, and thni went to the iender-l>ox, and took 
out two fog-signnls, and went on with them towurdd 
Huntingdon nl the request of toy driver. I ran 
forward to the distant-signal, and pot down ihc two 
fog-signals about 50 yards inside of it, and I'eturned 
to me4!t my engine which I saw coming towards me. 
1 got on the engine, and we had just got into motion 
again, when 1 saw the express coming and pa^s over 
the fog-signals I had put down. I did nut hear them 
explode, but I tifiw Rre from then as the engine passed 
over them. 1 saw the driver of the express shut off 
steam jiint beforo he passed our engine. 1 don't 
know exactly wheri our engine was on the lino al 
that tinie. The signals all the way to Huntingdon, 
except the home-signal near the bridge at Huntingdon, 

HiUiam Hunt (sworn). 1 am a good»-guar<l in 
the Great Northern Company's service, and will have 
been so for six years next July, I left New England 
at 5.53 p.m., and reached Abbotts Riplon at 6.40. 
My watch was nut two lutnules out tliat day, I am 
certain. I heaid the ^gnalman there order us to 
shunt, and saw the points opened for us to ilo n\ and 
saw A man examining them to see tliey weiv clear of 
snow, and lu proper order for us to piiss back througti 
them. I roiie back in my break-van at the rear of 
the train, and whilst doing so I heard a train coming. 
I lliougbt at first it was a ilown trun, but on looking 
out of the van I saw the up Scotch train pass at full 
H|)eeid with ils sieam on, and immediately alU'rwanls 
the engine of that train struck the fourth or fifth 
wi^gon from my engine. I took up some fog-signuU, 
juni])ed out of my van, and met Charle,s Day, the 
passenger guard of the i^cotch train. My idea wiia 
to protect ihe wreck from the direction of i'elerlioi'o", 
but finding Day was going towards Pcierboro", I 
went towards the wreck. Theie I met a gentleman, 
wlio offered assistance, and I went to the signal- ejib in 
to see if both lines were blocked. I understood from 
tlio signalman that they were blocked, and ihat he was 
trying to altroet attention to Iclcgru[di an account uf 



the jiccident. I went to my driver (Braj), and said 
to him, ** We had better go to Huntingdon for medical 
and other assistance." We proceeded forward with 
permission from the signahnan, and picked up the 
fireman. I stood on the off side of the engine, and 
showed a red light to warn a driver of any coming 
train. After passing under the bridge over the line, 
and before we got to the distant-signal, T saw a train 
which was then the other side of the distant-signal. 
I said to the driver, ^* For God's sake, Joe, blow up, 
for here's a train coming up." He did so, while 
I hallooed and showed a rod light. I think we were 
seen and heard, for I saw the driver had sliut off 
steam, and the speed of his train was re<luced. We 
afterwards stopped the Manchester goods train near 
the Huntingdon prison. I told the engine-driver of 
that train not to go forward. Between Peterboro' 
and Abbotts Ripton cabin all the signals showed a 
white light, but I did not see the home nor the 
advance signal at Abbotts Ripton. At Stukeley the 
signals were off. We saw a red light in approach- 
ing Huntingdon, which turned out to be on a break- 
van in a siding there. At four o'clock in the after- 
noon it began to snow heavily at Peterboro', and the 
flakes grew bigger, as big as a two-shilling piece, and 
they seemed to stick to everything they touched. 
When leaving the signal-box at Abbotts Ripton, I 
heanl that some one had been sent to protect the 
down road. The express was just at the distant- 
signal when the driver of the coal train gave the alarm 
whistle, 

Charles Day (sworn). I am a guard in the Great 
Northern Company's service, and will have been so 
14 years .next Whit Monday. I was the under-guard 
with the Scotch train leaving York at 3.45 p.m. on 
the 21st instant. I was not booking the time, but I 
know we left Peterboro' at 6.24, six minutes late. 
My train consisted of an engine and tender, a break- 
van, two composite, a second-class, four first-class, 
then a second-class carriages, and my break-van. 
The snow was falling very fast after we left Peter- 
boro', and 1 could see no signals. I was not aware 
of anything being wrong until I was thrown down in 
the van. I was hurt in the head and shoulder, and 
have not yet been able to go to work again. I got 
up, and relighted my hand -lamp, and put my fog- 
signals under my left arm, which was somewhat dis- 
abled ; and after turning on the red glass took my 
hand- lamp in my right hand, and proceeded towards 
Peterboro.' I met the coal-guard, who said, " You ran 
into us full steam on." When I got past the distant- 
signal from Abbotts Ripton, I saw it was showing 
a white light, i did not see the home-signal at that 
time. I put fog-signals on the rails, and stopped the 
Manchester and Leeds express due from Peterboro' 
at iS.'lf^ p.m. The guard of that train then went 
back towards Peterboro,' and I returned to the wreck. 
I found the home-signal at Abbotts Ripton showing 
a white light, and the distant-signal continued to show 
a whitu light. I did not tell the signalman that his 
signals were showing white lights. 1 got into my van, 
and felt ill, 1 imagine for half an hour. I did not 
go into the signal-cabin at all. I felt no checking of 
the speed whatever until the collision occurred. I had 
my pencil in one hand, and the way bill in the other. 
WiUiam WiUon (sworn). lam an engine-driver 
in the Great Northern Company's service, and have 
been so neiu'ly ^\^ years. I left London at 5.30 p.m. 
with {in express train for Peterboro'. I stopped in 
due course at Finsbuiy Park, and was not due to stop 
again until I reached Peterboro'. The wind was 
blowing strongly from the north-east all the way 
down, and it ])egan to snow betwex^n Tempsford and 
St. Neots. L found nothing but white lights on th(^ 
signal posts right, through, up to the time of the 
collision. 1 found a white light at the distant-.^ignal 
ai Abbotts Ripton. After passing that signal-post, 
I was alarmed by passing over two fog-signals which 
exploded ; 1 at once shut off steam, and told my mate 
\ put on the tender break. I was then going at 40 
50 miles an hour. In another instant 1 met an 



engine on the up road giving sharp whistlesy and I 
saw a red lamp from it, which I took to mean that 
there was something out of the nsnal way. I reversed 
my engine, and reapplied my steam, and as soon as 
that was done the collision occurred. I did not see 
the home-signal from Abbotts Ripton. I cannot say 
whether I was thrown on the bank or on the line ; I 
found myself against the ruins of the break. When 
I had regained my strength I looked to my fire, and 
then attended to the fire of the up Scotch express, a6 
the driver told me he could not do it himself, nor his 
fireman. I then assisted the passengers. I did not 
say anything to the signalman, nor go to the signal- 
cabin. I remained until my superintendent, Mr. 
Rouse arrived, who gave me leave to go home. I 
was not much hurt except the scald on my leg, but 
I have not recovered my nerve. It was 6.50 when I 
passed through Huntingdon. I whistled for the 
breaks when I passed over the fog-signals. When 
the fog-signals exploded about 60 yards on the 
north of the Abbotts Ripton distant-signal, I was 
travelling at a speed of about 40 or 50 miles an hoar. 
I had an engine with eight wheels under it, and a 
bogie truck under its leading end (36 tons engine, 
25 tons tender). I had a tender-break and a means 
of reversing in the ordinary way. I did my best 
to pull up after passing over the fog-signals, and 
I think I had reduced my speed to 15 miles an hour 
before the collisio)^ occurred. The engine in all 
respects and the tender-break were in good order. 
Supposing the distance to have been iUt>out 1,000 
yards from the point where the fog-signals exploded 
under my engine to the point at which my train 
came into collision with the other train, I was not 
able to do more in that distance than reduce my speed 
to 15 miles an hour. The rails were in a very greasy 
state. As I approached the distant-signal worked 
from Abbotts' Ripton, I could see it wdi for about 
500 yards. It showed a distinct white light. The 
snow would be blowing against the back of that 
signal'Iamp. 1 did not hear the whistle of the coal 
engine before I went over the fog-signals. I saw the 
red light and heard the whistle from the coal engiue 
at the same time, a few seconds after passing over the 
fog- signals. 

James Falkifider (sworn). I have been an occa- 
sional fireman in the service of the Great North- 
ern Company since August 1868, and a regular 
fireman for over five years. I left London with 
the 5.30 p.m. Leeds express from King's Cross, 
stopped at Finsbury Park in the usual way, and 
noticed nothing out of the usual course until we 
approached Abbotts Ripton. I then saw the lamp 
of the distant-signal there showing a beautiful white 
light, and commenccni firing. Getting near to the 
bridge over the line, and after passing the distant- 
signal, we ran over two fog-signals, which exploded 
under the engine. I at once applied the tender- break, 
pulled the sand-box open, and sanded the rails. The 
sand-box and the break were in good order. -We 
were going at the usual full speed when we went 
over t^e fog-signals. As soon as we ran over the 
fog-signals my driver whistled for the breaks, and I 
held on to the tender-break. We were passing under 
the bridge when I heard the whistling from the coal- 
engine. I did not see a red Kght from that engine, 
I was on the left side of my engine. Everything 
was done, as far as I am awaie, to check the speed 
of our train, and we were going about 15 or 20 
miles an hour when the collision occurred. I 
recollect striking something, I did not know what. 
I did not know what became of me at the moment. 
I found myself crawling up the bank on the west side 
and behind the engine when I recovenid. I foimd 
the hedge, and caught hold of a woman who was 
sitting there, and who 1 thought was uiy mate. I 
did not go to ihe signal-cabin, -nor see anything of 
the signals. 1 have not yet resumed work, but 1 am 
getiiug well again. I heard no commuuici'tion firom 
the guard of our tiuin, but I know the commumoatioii* 
cord was attached, and had been acting. 



■Gtorgt SetU (nront). I have been fire years n hard. On the nigbt in qseetion, llie speed 
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Hn-maii, and 11 yeiuii next •July in ihii Compaoy' 
Bervice, i left Pelerhoro' at 6.25 p.m. with Uie 
.Scotch express £or London on the 2Isl Junuary. 
Ni>thing unusual wcciirrwl up to Abbotts lUploo. 
The ^liuw of iho wetitlier-boarU cf my eiigini' was 
covered with snow, (ind I ojNmiil it to see the liome- 
Bigiiul at Wood Wnltou. That signal showed a white 
light. 1 oould not seo it furtbtn- than 200 yArd£ 
awuy. 1 did not notice the dietant-eignal dt Wood 
Wuitou. I fiDtt caught si^ht of the dmiant-nignal 
froiu Abbotts Ripton when I w^ about 200 yardH 
from it, and I icc|)t my eye on it until I was within 
a low ynixlH of it. It showed n (.lear white light ; the 
i\ek&\ lamp w^ks visihie. Aft«i' being certun that 
the aigual was nt all ri^ht I put coale on the fire. 
When I had r^jained tho apriglit position after 
firing I saw somo waggons close to the wide of the 
engine. They were in the sidiug, and i thought lliey 
were ooniiiig out of iL I naid to Catley {my driver), 
" Wo ! hero's some waggons ! " and the colli»oii 
occurre4l immediately. If the steam was shut off 
it must, hare been »t the laet moment : I did not 
see it whut off. I heard nothiug from my ch-iver 
after passing Holme eigual-cabin until the collision 
occurrwl. We bad no warning after leftving Poter- 
boro' until tlie eollituon occurred. Altliough not 
able lo see the distaiit-fiignal at Abbotts Ripton so 
far im usual 1 did not notice that tho driver reduced 
his speed at all. lu ordinary clear weather that 
dislvit-sigDal ia visible in panning the Wood Walton 
cabin. 

liobert ffilU (sworn 1. I am a imsBnugcr-gnard in 
the Great Northern Company's service, and have 
been so for five veara. I left, King's Cross at .5.30 
p.m. oil the 21st of this month with the York and 
Leeds ox()reas. An engine and tender, a six- 
wheeled break-van, a third-class, two acoiiiposite 
carriigeN a break-van, a bogie compn.'>ite, a third- 
clni«, a earri«ge-v»n (a secoiid-clB-ss break-carriage), 
H tliird-chiss, three gix-whe<dinl composites, and 
a bi-cnk-van, — ihiMo formcil the ii-aiu at the 
time of collision. We had also in lea^-ing King's 
Cro6a four earriages which were »lip[«d at Hatfield 
»s usual. There wore three break-vans to 13 
carriages, and eaeh break-vehicle of the three had 
a guanl in it. We ran in the ordinary way and at 
the usual speed until we got inside the distant-signal 
irom Ahbottj* Ripton. I did not sec that signal, 
altboiigb I was looking out for the signals. The 
iirst thing I heard after passing that distant-siignal 
was an alarm-whistlo from the coal engine. I heard 
several sharp short whistles. I applied my break at 
once as tightly as possible, I was riding in tho van 
next behind the t«nder. The next thing 1 heard was 
that we struck something: that is all I remember, 
hoeanae I was stnnned. I should think we passeil 
the distant-signal at 50 miles an hour, and from 30 
to 40 when the collision occurred. I heard a break- 
wlnstle from my own engine after the wliistling from 
the coal-engine. After the whistliag of the coal- 
engine, and before the whistling of my own en^e, 
I heard fog-sigoals explode. They seemed lo be 
near that bridge, between the distant and the 
home-signals. t believe that 1 recovered myself 
about five minutes after the collision, and went back 
to see if my train was protected ; and 1 came to the 
conclusirtn, from the fact that his lamp and signals 
-were not there, that the rear-guard hud gone back 
to protect the -train. I then aasistod the injured 
passengers ns much as I could, but I was so badly 
injured myself that I conld do liltlp. After the accident 
I only noticed that the advance-signal at Abbotte 
Ripton cabin was at "all rigfat." I did not notice that 
agnal until after the collision. When travelling 
through fog or snow it is our practice to run 
very amtiouBly nntil the dislant.-atgnals are seen, 
when we conclude it is clear for «s throngh the 
stations or past the cabins. i!)ii this occJudon it was 
snowing very hard, lai^ flakes ; it was the n)ughest 
night I was ever out in, snowing, freezing, and blowing 




approacJiing Abbotts Ripton dislanl-aignal was re- 
duced about 10 miles an hour. Ordinarily we sliould 
nin at 60 miles an hour at the point, and on this 
occasion we might have approached the signal at. 60 
miles an hour. I saw nothing of thi? sigoalnmn after 
the collision. We were one minute late in leaving 
King's Ci-OHs and Fiiishury Park, and slacked at St. 
Neots for relaying. 1 happimi'd lo look at my watch, 
and noticed we passed Iluniingdon north box at fi.AI, 
two minutes late. The collision occurred about five 
minutes to 7 o'clock. My van was gma:<hed to atoms. 
I found myself in the ditch at the bottom of the 
cutting after the collision. I hau'd tho communica- 
tion with the driver to»l«d at King's Cross. It was 
not half a minute betweon the explosion of the fog- 
signals and the whistling of the coal engine. 1 could 
not toll the difference between 50 imd 60 miles au 
nour in my van. Wo were about two minutes late at 
Abl>ott8 Ripton, not having lost any time between 
Huntingdon and Abbotts Ripton. We had not lost 
time, and could not therefore have reduced speed 
in approaching the Abbotts Ripton diatant^aignal. 

WxUoti recalled. Wo were running at the usual 
speed in approaching the Abbotts Itipton Histant- 
signnl. I had run that engine for a fortnight, and 
have been running fast trains between Londpn and 
Petcrboro' for two years on and off. I work my 
engine hi all weathers so as to keep lime. I was 
never out in a worse night than tlmt of the 21st. It 
was frcoBing, blowing, and snowing. It was bad for 
seeing signals, and I have frequently known signals 
to stick on such nights. 1 was four minutes late at 
Abbotta Ripton. I judged that, because I had been 
four minutes late at Huntingdon. 1 tried all I could 
to keep time, but through stress of weather I lost a 
Utile. When a lad porter I was in the habit of 
lighting the .<«gnals, and have found them to have 
stnck in such weather as that of the 21st. I did that 
duty fur about three years, and have very frequuntly 
known the signals to stick, under snuh circumslances. 
It was nt Claypote that I have knovm them to stick. 
I should think I have known them stick about three 
or four times. I can't say that I have known them 
stick at Grantham. As an engine-driver, 1 have 
observed the signals not working properly from frost 
or suow, but have never had occasion to report 
them. 1 was astoni^ed to run into the train after 
finding the signals exhibiting whitt- lights. I re- 
marked on the night of the accident to guard Wills 
and my fireman that I found the signals all right, 
and 1 recorded the fact in a book for the purpose. 
I was not aebed on that night by any one connected 
with the Company why 1 ran past the siguale. I 
saw Mr, Rouse and Mr. Parks, the superintendent at 
New England. I also saw Company's ofAccrs from 
London, hut they did not ask me about the signals. 

Copy of letter by Wilson reporting the accident. 
" Sir, .Tanuary 22nd, 1876. 

" I beg to report I was working No. 203 down 
passenger train on the 21st, On approaching Abbotts 
Ripton distuat-signal it was at all right. After passing 
the distant-signal I passed over a fog-signal. 1 shut 
otF steam, and whistled for tlic breaks. As soon as 
this vras done, an engine on the np line passed me, 
giving me ^gnals of distrem. I reversed my engine, 
imd instantly a colUsion occurred. 
" I am, &«. 

" W. WtLBOV, 48 engj&B.'^J 

JmepU SimpmH (sworn). I am 
in tho Great Northern Company's iwrvicv 
been so for moi'e than 20 yiiira. I hu< 
habit of running with fast trainx nlwut 
left King'u CroNs a-- iiturly rw poMtl 
slipped carriages at liatfiL-ld. My 
th<- mid<U.- of the tmin. V 
Northera hreok-carriuge, 
veliidc from the tender. 1 
St N«>tw. I saw tliit aig; 




tlion tho «naw iteA wona ind vone, mad blodtnl np 

llii' wiri'liiwu. AlW liMiviiiiK iliiiitiu|;ilun tlx- finrf 
tlilii;[ I l>"aril wiin, mi ii|>pr')iu'litii); Abbotts Ripbin, a 
wlilM.ln from n |MMln)( riiKliK'- Tbo wbiallut wer« 
thrw in numlK-f, niiil vi'ry «}iuft>. T un lUinntrt mirp 
w« hwl iiAMwil iht! illnlnnf-iilttMa] wtit^i I hiiBnl that 
wliintlu. I lii-jinl no f'ojt-*lj(iinljt exjilulf, m.r any 
bmnlcwhlNtlo from my own eagiiw. I opened my 
NJilr wiiiilow, nnd luokfiil mil, bill (^oulil m« uothinf;. 
Wu Mwtiii-il to riiii into tbem momentarily, aod roy 
\iritd wiiiit Ihi'OiiKli ibi" floMi (if ihr top wrnipr window 
nf lilt' riiUnl imrt nfr.hr hrfi>l(-wirrifxf;t', Ai- noou »» I 
li«<nr>l fliP whintlc of ihi' cnftl-pnKine I sfigilldl my 
hri^itk. ir it lind not bcrn for thr wliiatio of the coal- 
nn^inl^ I sbonid Irnvn donr nothing;. I am almost 
ciTUilri we wiTi' A ^(mnI iliHtnnti- inoidi^ the ilislant' 
Hi)(iiu1 wlun 1 liiiinl fhc whiotlc nnd npplied the 
bn^kh. 1 tioliwd aHiT tlic (wrridrnt that the eignatw 
wuru Inndeil Willi maw. I did not notr tho time 
when iIjb wdlinion oct^uitwI. My cnrringr> did not 
uppi-iir In li« dtunagi'd. I firm ro-lighted my lamp, 
which had bi^n knofknl out by tlii- colligion, and 
then ran hctoiw to ttic nlfrnnlmnii, nnd axked him whe- 
IhiT li'i liH'l hlrx-krd ImUi Iiik-n, uh 1 hnd oWrvt-d the 
curfliiKi'* lind hKx-kcd biitli lint* I wi'nt up into ihe 
Ri;;nal-cnbiii. Tlif niniinlmun, in aniiwirr to my in- 
ijulrywhdluT tim linen wiTi' blocki-d by thn xi^nla, 
nipllml, " Yen:" nnd I noticed that two lerprs whir-h 
he poinl«'d nut to mo were- llirowii beck. A good 
DiimljiT of li'vorn wen- thrown forward, but thttic were 
tlirnwri buck, f do not undentand tlie working of 
nifCniiU. I told the Ki^inlinan Hint my mate bud gone 
to IInntin|idun,and that 1 wa» goin^ towanls Pi'ter- 
Ihii'o' at oiire. No more paaied, and I IidY, and 
wrnt about half a mile towards Peterlwro'. I 
fimnd u IiTiin coming olowly which had been wanti-d 
liy Hninuttody whos^ foolprinta I asw in the mow. 1 
jiiiiipcd on ihe alep of the engine of this train, which 
wiin ibu LeiKlA and Manchester up exprcra ; and when 
wi' appronelied tho diMtant-signal worked tnm tlie 
AbbotlH Kipton sisnid-r-nbin, the dnver said, "Joe, 
look 111 ihni eignnl ; what do you cdl it, tihowing 
red ur wliiU'?" I »niii, " Widl, it shows white fhrni 
hei*," We were llirii going very slow, and about a 
doion Yards from it. We riMiId see that signal at 
4D yards. It was i«nowing fiutt at ihnt time. The 
^iiieetaeU'-glnss of the lamp was eorercd with snow. 
The red-glass wns before the light, but tho snow 
whidi coverwl the npeetacle nuido it show a white 
ligliL The arm I noticod was up at " ilanger." I did 
nul notice the liomi* or advunce-signal at Abbotts 
Kiplon. The drivi-r (Edisj, on wliose engine I was 
rilling, said, " Go into ihu signal-cabin, and hco if the 
" fignnlman has got bin h-vor over, and tell him his 
*■ signal nhownn white light." I wont to tho cabin, 
and said to the iiigualman, " Are you Mure your signal 
is at dangler, 1m.>c«usu it dhowMawhilo light?" He 
rrplted, •'It lnu»l be the snow which in on it," and h.- 
jiImi said hti had just hent one of the men lo look afli-r 
till' distniit-Hignul, 1 then went down and uKsinti'd to 
light a fir*' for tho iiafwengera, and to delivi-r pi'ople 
ffv.ni ihn wreck. When I went into the cabin llie 
signalumn wim busy with Ids telegraph iuriruincnte. 
}lr tmid nothing as to how the accident hup{H-ni-i]. 
Till' coiiimuiiicBtion in the train is only bolween tlie 
ivar-guarij anil the rlriver, but an iuivrnjediaii! guard 
can pull thi)cord by putting his hand out. The *ig- 
luduuui Mwinod to be rJear when 1 tjfoke to him. 
When ipcaking to the driver, Edi<, on bin engine ot 
Um Abbolta Biplon sigiud, he said, ■* Joe, whM light 
do yon call lliat ; it shows a white light ?" When we 
gnt t'ppiMile the poet he said, " It must he tlie snow 
U front I'f Ibr glass SINKta^-li-." 

Jnia IttAtMtom (»worD). I have been a pai's<'iigi>r 
{■•111 ID ibo Great Nta-thirn Com^iany'e service for 
lo ««ar«, atid havf rtin with fast Irwns for five years. 
1 Wi Ki^'* Ctw with the Leeds ami York •'xpn-K< 
■hM kniDBte htr. jumI rodr^ in the rear van of the 
a 9( tba trnn. Some arriageB wtrre 
1, ami tlfo mj brc«k wu the laat 
K rf *• ttai*. I dM twt Dotiw the tine in 
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paning throogfa HinUiiijdoB. HelUaff t 
rurred until after leaving Stnkeley. I mw ihr 
ilivtant-cignsi at Abbotts Rjpton, wbicb AawtA » 
good while light, and then I h«>rd aa eng{ae cfre 
ihrre sharp whittles. It was cooing in the oppoajt^ 
direction. 1 <aw it p■s^ tint etndd not tell vbM It 
WA^. I hsu\ pweed the distant -<!gm] 100 yar^ or 
more when I heard this engine' whUtle, and w«« 
getting DCAr the briilgo over the line. As kmhi mi I 
beard the engine wbixile 1 pnt my bn«k tight tm, and 
left it on till Ihe enllisinn ncctirtfd, I baard no 
whi<itlp from my awn engine, nor any f'j«;-sigDaIa, W« 
were gning about 40 miles an hour in pMiiInj^ Uie 
Abbotts Ripton (iistant-signal, and had redtteod h lo 
30 when the coUiirian occurred. I wa* not mieh 
injured, bnt wa# stunned. I think I came to nmielf 
in about a minute anil a half, Afi*r that I took my 
lamp and fog-signals, and went Imek to protect mr 
train. I noticed the Abbotts RipiAn distant-aignal, 
but not the home-signal. The duoant-signal «till 
showed a white light. 1 had said nothing to tbti 
signalman before going back. I did not notice the 
ami of the AbbotU Ripton distant-signal. I pat n 
man named George Wright at the distant-signal, and 
gave him three fog-signals. I told him lo pnt the 
i-ed »p.«t«;le over tlie whit* light. The arm and tho 
(■(jeclaclp move logetlier, I know. I did not notice ai 
I went back wbetlier tlie platelayer liad put the 
signal to red, I next went towar<ln the 8tukel«j 
cabin, and noticed that its disiant-HJKnal showed a 
little white light, but more red. The home-signal was 
about the same. 1 went into thu Stukeley cabin, and 
asked the signalman why he ilid not put up his 
signals properly, and he repliwl lliat he had done ao. 
He worked the levers to show me that the signals were 
np. 1 did not notice the back lights of tho sigmds. 
I asked him what time our tmin Itad passett the okbin, 
nnd I think he said 6.57. I alno asked him what hml 
gone up, and he said it was an engine, and had gone 
some time. I then asked him whether he bad fog- 
signals on the line ; and he said he hail, both abm-e and 
below the liridgc. 1 asked him for a drink of t«a, and 
some fog-signdi, nnd I proceeded to Huntingdim. 1 
met an engine with a goods-liiiin, and rode on the 
engine to Stukeley. I asked the signalman if it wm 
right for us to go, and he said we were lo go on 
cauliauxty, which we did to the wrifck. 1 rode on the 
aide of the Bradford carriage on ivtuming, and mw 
the Stukeley signaU still at "danger." On my return 
al first to Abbiitts Ripton I did not notice the diatont^ 
nignal. 1 tested my cummiinicnlion-<-ord at Kiae'a 
CroMi ; it was perfect. I saw a rod light frgiu uv^ 
eual-euginn at thu same time that i hi^ud the 
whistle. 

Alderl Usker U'tiffTVt). I am a relief-di-rk in tliL- 
Great Kortherii Company's service, and hnv<- Iwen an 
for 3 years, and 1 1 years in the service. My duticn 
are to it'Ueve station-masters, and to (uwixt in the 
nceounis at alationa when they are behind with Ihem, 
1 left Pelerboro' alxiut f>.25 in the Scotch exprc^iB on 
the 21st of this month. I noiieeil nothing until thi; 
colliHion occurred, U>iug luliep on the seat of a wvond- 
clasa carriage into wbidi 1 liad got beeauw al] tbe 
firsl^cloHP carriages were full 'I'hc caniagu I rodo iu 
waa the last carriage in the train, there lielng a vui 
behind it. 1 was pitched ofi' thu stM. without hnog 
Imrt by the collision. 1 got out of the carriage or 
ihi' near «ide, and went rouixl tho engines of the Scotch 
and coal trains miming to the suj^ual -cabin. I a*ked 
the Hignalman whether he had bloeked the down line, 
meaning to ask whetlier be had turned his siguala for 
that line to danger, He said " Vi-ji." 1 got on a atout, 
took down fog-signals from a box, gave them lo tKe 
Abt>ottB Ripton porter, and said to him, " Take ihvan 
and ptti tlirm on the down-line as fast a.H ymi cnn ; " and 
lie ran out itnmnluilcly. I then inn out of the cabin 
down to the nnl-enginc, and saw a innn in gonrd'a 
nnifonnO believe Hunt), and I said tohim, " We mnat 
get to Utuitingilon as quickly aa ever wi- can ; * nod 
called out for some one to uncoujide the engine. I 
went lo look at the cotrpLng, but tiefore I could do ma 



I WHS toM that tt>e coopHng was broken and die 
engiiiR therefore relensed from the irnin. I then got 
on the engine, hsiA found the driier wuh there, ftnil 
eaifl to him, « Now we must get to Hunlinplon ; " tuid 
he said Ui me. " Usve yon seen the signnlnmn ; " I said 
" It is all right with ths signahnnn ; " and tvtmost 
directly we mude a start. The engine hod jast moved 
■when a gentleman from the bulUst cnlled out, and I 
think he said he wanted to come with ns, and he came. 
My impression is that just before we got to the 
distant-signal we met the down expres!". I cannot 
Bay for certain whether that train had jmssed the 
distant-signal or not when we met it. Just before 
the express passed us I saw two flashes, and heard two 
alight reports, which I look to be the exploaion of two 
foe-signals. As soon as wo saw the express, the 
driver of the coal-engine blew several whistles ; I am 
not sure whether that was before or nFter we heard 
the fog-signals, I saw guard Hunt waving his i-ed 
light. We were whistling and shooting and waving 
the red light all at once, bnt I cannot say that we 
attracted any attention. The expreaB passed us at a 
high spwd. We went forwnnl to Stukeley, wbei-e we 
stopped, and I went up into the signal-cabin, and told 
the signalman we were going on to Huntingdon for 
assistance. I left him immediateJv. and returneil to 
the engine. I did not notice any of the down-signals, 
but I did notice some np-signals, two or three, which 
were showing half-red and half-while lights. I do 
not know exactly what signals they were. I cannot 
say whether it wa.s before I ^t to Stukeley. I did 
not say anything lo the signalman there about it. In 
rotnming from Huntingdon to Abbotts Ripton I was 
stopped by guard Robinson, and that was the first 
time I heai^ that the down espresa had run into the 
wreck of the first collision. We ran over several fog- 
signals on the way back to Ripton. 

miliam Edh (sworn). I have been an engine- 
driver in the Great Northern Company's service !«- 
tween 14 and 15 years, and II years running fast 
trains. My practice in working trains is, when the 
weather is bad, to slacken speed, if I do not see the 
signals at the proper distance, until I do see tbeiu. 
This I always do in snow or fog, and I would rather 
lose time than infringe that practice. I started from 
London with No. 99 down train for Grantham, where 

I arrived at 12.44, and I left Grantham at 5,45 or 
5,46. I next arrived at Peterboro' about 6.18 p.m., 
delivered up that train, and took another train, the 
Manchester express. I left Peterboro' at 6.3W, 

I I minutes late. I found all signals at all-right, until 
I reached Wood Walton. It was snowing hard at the 
time, and I could not see the distant-signal at more 
than 20 or 30 yards, or it might be 50 yards. The 
distant and home signals worked from tlie Wood Walton 
cabin were at all-right, and I shut oft" my steam on 
approaching the distant-signal until I saw it, I 
passed Wood Walton at a speed of about 40 miles an 
hour, and the signalman showed a red light by a hand- 
lamp from the window of his cnbin. I then shut 
off steam, opened the san<l-bos, whistled for the 
guard's breala, and reversed and brought my train to 
a stand near the down distant-signnl of the Wood 
Walton cabin. I got olf the engine there, and spoko 
to my rear guard, Bradley, telling him that the signal- 
man had given me a red hand-light, altliough he had 
showed a white light on the signal. The guard then 
said that it was no use stopping there, as the Abbotts 
Bipton distant-signal was showing a perfect white light. 
We could see it from a distance of 300 or 500 yards. 
I whistled and started again, until I met guard Day, 
who had his red hand-lamp exhibited, and I stopped 
again. He gave me orders to draw up cautiously, 
which I did to within 20 or .30 yards of the reai' of 
Scotch express train. I noticed (he Abbotts Kipton 
home-signal, and it showed a perfect white light, and 
contmued to do so until I left the spot about 9.40 to 
go hack to Peterboro'. I went to the cabin, but it was 
full of passengers, and I did not speak to the signal- 
man. I told a platelayer to put the up distant-signal 
at danger. I don't know the platelayer's name. He 
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stood at the signal at the time. I told him to cut tha 
wire, and shove it up to danger, I assisted the jian* 
songers, but did not examine tlie signals, I said to 
guard. Day, " Look Charlie, the signals are off now ;" 
and he said "We had a collision, Bill, and a second 
one has occuiTcd." I did not and could not see cither 
the spectacle or the signal-arm of the distant-signal 
north of Abbotts Ripton. Coming to the home- 
signal r met guard Simpson between the home and 
distant-signals. He got on the step, and asked me if 
anybody had gone back to protect the ti-ain ; to which 
I replied, " Tea, Charlie Day." I looked at the home- 
signal ; it showed a perfect wliite light ; and I called 
the attention of sevei'al to it. There did not appear 
to be any snow on the spectacle to oliscure it. 
Simpson rod© with me until 1 orought my engine to 
a stand neai-ly opposite the hoaie-signal of Abbotts 
Ripton, The people whose attention 1 called to the 
state of the home-signal were guard Bradlej-, my 
fireman, Catley the ilriver of the Scotch express, 
and Simpson the guard. I said to guard Simpson 
that it must he the snow which wad in front of 
the glass spectacle. He said bo to me, or I might 
have siud eo to liiin; I can't recollect. I jiassed 
over a fog-signal near the Abbotts Kipton ilistant- 
signal, I went back on the wrong road lo Holme, 
and looked at the signals on the way, and they all 
showed while lights. The snow was large, thick, 
and moist, tending to rest on an object on which it 
fcU. It was at the distant-signal that I asked the 
jilatelayer to cut the wire. I observed the signnl for 
300 or 400 yards. I told guard Simpson lo go into 
the signal-box at Abbotts Ripton, and tell the 
signalman that his signals were at all right, and to 
turn them to danger. I never had seen snow in such 
large pieces in my life before. 

Reuben Murfitt (sworn). I am a Sreman in the 
service of the Great Northern C'ompany, and have 
been so for 4^ years, I accompanied Edis from 
Peterboro' by the 6,2H p.ni, ; I think we were a bit 
late. I noticed all the signals showed white lights 
until wc reached Wood Walton cabin, where the 
signalman showed a red light from his hand-lamp out 
of his window, Wc ran past that cabin about 40 
miles an hour. The steam bad not been shut off until 
the red light was seen from the cabin at Wood Walton. 
The steam was not shut ofl' on approaching Wood 
Walton distant-signal, because it showed a perfect 
white light. The engine came to a stand some 
distance past the cabin ; I could not tell how far. My 
mate then got off the engine, and spoke to the guard, 
and lliey decided to proceed cautiously to Abbotts 
Ripton, which we did. We met guard Charles Day, 
with a rod light, and stopped again. He told us what 
had ba|ipened, and then we di'cw up to Abbotts Ripton. 
I saw the dbtant-signal there, which showed a perfect 
white light. We then met a jilatelayer, aud stopped 
lo his red L'ght, and did not meet uiiy one else until 
wc came to » atnudstill at the back of the Scotch 
express, and outside the home-signal. Lord Colville 
'Mme on to the engine, and after him came guard 
Simpson. I observed that Edis and he were talking, 
but I did not hear what they said, because as soon as 
Simpson came up ihey both got down and spoke on 
the baltast. I noticed that the arm of the home-signal 
at Abbotts Ripton was loadeil with snow, and it 
appeared lo he half down and half up. I could see 
the ai-m distinctly. 1 cou!d not see the lump-glass or 
spectacle. It showed a pen't-ct white light, not as if 
the snow were in the way to prevent its shining 
properly. I went back to Holme, and saw that the 
signals were showing perfect while lights, I do not 
think I have ever seen a lamp -glass covered with snow. 
I never saw anything tike that snow before, I have 
been out in snowy weather, bat never knew it make 
any difference in the signals before, but I have known 
the signals stick through the snow. 

Gtorge Wrighl (swom). I am uo under platelayer 
in the service of the Great Northern Comjiany, and 
have been bo for 3^ years. I remember the 2l3t of 
this month ; I was dobg duty at the Abbotts Biptoa 



gUB-honN. John Mali, the foroaum plBtolaynr, called 
me out, iinil siiid tben' was u " pitcli-in " at Abbotts 
Biplon. 1I<- wnnlfid mi) to Ipuvu thu gates, but I 
TCouUI not leiivp tliem, thinking it woulil l«j u m^glcct 
of duty, I luiil two fog-signals on the down-line nt 
Ibc kvel crossing, and showed a ifd light from my 
hand-lamp, I did not nnd could not w?o anything oi 
the Abbolta Hiplon signals. A guHrd spoke tome, 
but 1 forgi't wbat ho gaid. I then Htopjieil a goode- 
train, which di-cw gently forward. Guard Itobinson 
dill not put me at the distiint-»gna1, but he gnva me 
three fog-signuls, which nuother man tnnk away from 
tuo, tind went on witli tbem towards Stukeliv^, 

George Thomtu Orrgori/ (sworn). I ntn tiu' atstion- 
nuutiT at Holme, and liuve been »i for 12 years. I 
remember the 21st of this month, when the collision 
occnrred. I was in the office when the coul-tmin 
passed my station, but I aaw the Seulch express pass, 
without anything remarkable, at its usunl speed. 
After the SroUrh expn-ss passed I eaw some plaU:- 
layers, for whom I bad sent, working the Hignals, nnd 
they then worked propcTly, The aignalinftu came to 
me aIW the coal-train passed, and told me that that 
train bud run p&st tlie signals. I went into tlie signal- 
cabin, and saw that the levers were over in tlie position 
of danger, and I tlien ran down nnd looked at the up 
starting-signal and the up home-signal, and found 
tUem at danger. But previously to going to them 
I sent a lad porter for the platelnyera, T did not then 
look at any other signals. I watched the platelayers 
working the balance weights at the foot of the sigiiid- 
postr and saw large quantities of snow fall off the arm. 
1 noticed thut the down home-signal, when it should 
have been at danger, stood at caution, the aim being 
half-up and half-ilown. I then told the platelayers to 
go to nil the signals, and to work the bahince weights 
BO t» to knock the snow off the arms. They did so, 
I saw it done at the faome-eiignals, but I did not go 
to the dislnnl-siguals. I slood oo the platform while 
th<? 5 p.m. express from ICing'a Cross passed. I after- 
wards noticed that the down starting-signal did not 
go to danger, appearing as if the signal was not 
worked from the cabin. 1 went to tho lampman, and 
told him to go nnd examine the lump to sec if it were 
properly wound up. Uo went, and said it was, and 
that tlie ui-m would not go up, Ui let the s]iectncle go 
np to cover the lamp, beenuse of thi' snow. 7 went 
several tim&-< to the seune of the ncciili-nt, but do not 
know ut wbnt time. I notical the signals on the way 
to Abbotts Ulptou. Coniiigton distant -signal showed a 
white light, but the home-signal a red light, though 
you could not discern it until you got dose to it, 
from Mnow, as I supposed, ou ihf epeetacle. The 
Wood Walton signals were in Kimilur positions. 
I [lid not notioe tlio Abbotts Hipton signals. TIm 
finow began to fall in the afternoon, and begun to lie 
about G o'clock. When the Scotch expreaa pONsed, I 
think it was fiecxing. I never saw such an accumu- 
lation oi' snow before ou the spectacles and arms of 
tbe Bigmk1»i. I cun't say that 1 have seen the aignals 
" " ■ work because of snow, but I think I have. The 
«me to me as soon as ho cnuld after the 
litrain passed, to say tJint train had run past tlie 
'b. I did not think it wu.s necessary to have fog- 
s laid to protect thi) eoining up express. The 
signal* were showing a dim rcl light when the coal- 
train pOMcd. Till) MgnoL* had )ie<^n put u]> against 
the coal-trnin to shunt it for the express. 1 sent 
Marriott to the np dis lout-signal to elenr it. It was 
my duty, having received lim- dear from Conington 
not to stop llu' exprCBH. I knew they had liod line 
dmr after the coul-tratn from Conington. As soon 
iM the signalman reported to mo that tlie coul-traiu 
hitd run by his Bignoln, I went to him, aud he said, 
"There ore my ntgnolsj they are all standing at 
danger." 1 asked him how he could account for it, 
and he told me he could not account for it in tiny way. 
I immedialely ran dosvn, and examined the np starting- 
signal, and found it showed a dim reit light. I stooil 
by while Marriott wiped the npectocle of the np 
Martui8-Ai|^ali and saw him do it, and I then iu- 



strnoted them togoud seetbi 
working properly. Then I went again into the signal- 
cabin before the Scotch express passed, and saw the 
block instrument showing tliat the line was elciir after 
the conl-train. I have no recollectitm of noticing that 
while I was in tlie Hignal- cabin the iirst tiim-, bat J 
am sure it wns l)ciore the Scotch express iMusetl that 
I went into the cabin the second time, it wm 15 or 
!6 minutes after the c«nl-ti'ain that the Scotch express 
passed. I dcjiended on the Conington nud Wood 
Walton signals to stop tlie express while the eunl-traiu 
wns being shunted. I know there was an invgulurity 
in the cool-truin passing the signabi, but ilid nut cun- 
Rider at the time thut any fiirttier precautiouH were 
necesBHry. 

Joiin Collins Otborne (sworn), 1 am a siguulmoa in 
the service of the Great Northern Company, and will 
Iiave been a Higmdman ot Holme station for 13 ycsts 
next April. On the 21st instunl, tlie coal -train, u 
shown in the record book, inssetl my cabin at 6,21 
p.m. I gave train on line to Conington at 6.21, had it 
iicknowledged from Conington at d.'il, and hod It 
cleared from Coutugton at 6.25 in four minutes, which 
wan its usual time of running. I maile thr sntriw io 
the book produced ; the figures immediately after the 
train had poesed, and the ramark " Kan ]i»st signals," 
n few minutes afterwards, I ut once called for Jlr. 
Gregory, and he came immediately into [ho cidiin, and 
I told him the coal-train had run past mv nignals, and 
asked him to go down and see if uuytliing was ibe 
matter, lie went down at once, and returucd about 
10 minutes or quarter of an hour al'terwanln. He li>ld 
mo that the starting arm ou the post suulh of the 
cabin was up at danger, but that the homo signal 
north of the box did not work properly. That, I 
believe, was before the Scotch express )iasBod. I 
cannot tell whether lie knew that I bad received line 
elear for the coal-train. I think his first visit to 
the cabin was about the lime tiiat 1 received line 
elear for the coal-train. A down eiopping-train 
afterwards arrived at. the station at 6.2o, and stATt^d 
at 6.2li. My home and distant signals were off for 
tliat Irnin to come Into the station. The next Urwo 
was n down express, which passed at Q.25, beiitg cleared 
from Yaxley at 6.2f). An empty coal-train jiBfieod M 
6.47, and was cleared from Yaidey ut 6.39. The up 
Scotch express passed me at 6..'17,und myiiignoU were* 
at "All right" for it. 1 pulleil the levers over. 1 
hod hod no complaint uboui. tlie t:ignals, ex<K-pt what 
transpiied about the eoal-lraiu. 1 hod intended to 
shunt the coal-train, bMause I thought there was not 
time for it to go to Abbolls Kipton without ilvluying 
the express, and my intention wa* frn»Ualed by H» 
ruiiuing ]>aMt the signahi. Having bod line deu- 
from Conington, I lelt the stution-maAter to take what 
steps he thought fit, 1 received (rom Unuithuti, 
transmitte<l through i'eterboro', notice of the Scotch 
exprew having iiflssed Grantham at 5.46, which would 
make it 10 minutes late thero. 1 told the station- 
master that the express was loo near for the cool'lrain 
to ^o on to Abbotts Itipton, but we did not cota- 
municate with I'etin'boi'ii' that tlie eoal-ti'oin bad 
run [last to Abbotts Uipton, I fdt tbat the eoal-troia 
might detain the express, but 1 was not anxious abtmi 
the safety of the trains. Tba snow was very thick. 

fSeorpe Gammont (sworn). I am foreman plaielAjrer 
nt Holme, and have been so since last March. I wu 
previously an under platelayer for upwards of 10 
years, 1 was nt Holme on the 21st of this inoatfa. 
when the collision occurred, I came out between hz 
and seven, after baring gone home afWtr my day's work, 
to see how the weather was, and I found it snowing 
and raining very fast, but I don't lliink it wfta 
freccing. J then went in again. 1 saw on np-tnua, 
(called the Manchester train, pass, 1 don't Imow Kt 
what time, and noticed that the up Holme tlistwtl- 
signal remained with* white Ught ufU.-]' thut tisin Itatl 
passed, when I thought it ought to huvc gone np to 
red. I watclied an up stopping train which foUoired 
the Moncliester expreos, luid looked to «ue wheiiuir 
the distant-signal lamp was turned to red wkulM it 
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WM at tbe station, but tlie Inmp eonlinned to show a 
liic light. I put on my clothes, aiid oamo out to 
J signal, and found thnt the nrm was moi-o off thnn 
on, tn^tcnd of slanding out nt danger. The unow had 
ffittletl cm the ai-m, and weighted it Uown, which pre- 
sented it rising to ilnngcr. 1 toolc bolil iif the balance 
ir««ht,find xhook the snnwott'the arm hj working it 
hp and down, I walketl buok a littlu distance to see 
how the signal worked, tind saw it exhibiled a red 
light. I thou went to the slation, iind met a man, and 
told him to remain at tliat signal till further orders. 
When I had cleared the snow off the arm it worked 
properly. I then went to ihe yaiii to attend to 
the jwintB, and attended to that duty all night, 1 had 
found both home-signals also nll'ected by th« enow, 
and clrflfcd them in a similar mannir. I did not go 
to the oliier Holme di^taut-eignal, as another man 
had gone there. We repenU'd thp clearing three or 
four times during the ni^ht, I havp known the snow 
to weight the arms of signals previously, hut not so 
bodly as at this time. It happened once before this 
■winter. It was from my knowledge that snow might 
weight down the signal-arms, and from ray previous 
experience in that respect, that I watched the signal 
fts above described. 

John Clark (sworn). I am a phitelayer at Holme, 
in the service of the Great Northern Company, and 
feave been so a little over 12 months. I live on tbe 
down side of the line about a rjuiirCer of a nule from 
Holme towards Htinlingdon. I came out a litile 
before seven, because 1 was suspicious of the weather, 
and thought I might be required. I met Mr. Gregory, 
and he told me to lake my hand-lamp, and go out 
fogging. I went to the up-distant-signal from the 
Holme Htation, and stopped there all night. I shook 
the Bnow off the signal-arm by lifting the balance 
weight op and down, I anw the snow loading the 
arm, and had to clear the arm many timea in the 
course of the night op to 12 o'clock, when the snow 
abated. 1 have never hail to shake tlie snow ofi^the 
signal-arms before, having never been out in the snow 
with signals l>efore. I met Gammons on hia way from 
the distant-signal, and I found on reaching it that the 
snow had nccumidated on the arm, and the signal waa 
showing a white light. I shook off the snow, and 
tnrntd it to red again. 

IVilUnm Marriott (sworn). I am a phvtolnyer in the 
service of the Great Northern Company, and ha<l been 
60 for three years last July. I was sent for by Mr. Gre- 
gory between six and seven o'cJockon the 21st instant, 
and came up to the Holme station, and found the 
starting and homo signals there were not in working 
order, because the enow had gathered on the arm and 
weighted it down. It kept the arm down at caution 
inst«ad of allowing it to go to danger; and as the 
arm and glass worked together, so the glass was kept 
down, and showed part re<l and part white, instead of 
A wholly red light. I took hold of the halance-wuigbt, 
and moved it up and down to shake off the snow. I 
-went np. the ladder once, and wiped the snow off the 
spectacle red glaps ; but 1 found it accumulated very 
qnickly again, and knowing I could not keep it clew 
I need my hand-lamp instead. My work during the 
night vnis varie<I between the points and the signals, 
keeping them clear of snow. The white light was 
the bi'ighter of the two when I first went to the home- 
signal : the la<l that fetched me told me that a train 
had rnn past the signals, which showed white lights. 
It was snowing very fast when I went out. 

Timothy Jahes (sworn). I am a signalman in the 
Great Northern Coropny's service, and have been so 
about !iix months, of which four months at Conington. 
I produce my record-book showing n coal train passed 
my oibin on tlie 21st instant. I received Bo ready 
" ■ at 6.14 ; Train on line at 6.21. It passed 
cleared from Wood Walton 
signals were off for it to pass, and 
ular occurred in regard to it. 1 was 
int it had ran past the signals at Holme 
<tr intended lo pa.«!i them. At E).32-T 
>olme. Be ready for iha expi-ess ; Train 




on line 6.36. It p!is<«d my cabin at G.3P, and waa 
cleared from Wood Walton at (i,4l. 1 eaw it pn«s at 
ilj nsool speed. The 6rst time I found any difHculty 
witli my signals wu.s when I tried to wlop a slow 
passonger-trnin at 7.10. I stopped llie train with* 
hand-lamp, because I had not got line clear fi-om 
Wood Walton, when I heard it appro^tching at too 
great a speed. Tlic engine-driver then asked me why 
I had stopped him with a hand-lamp when my signals 
wore off. I told him that my levers were over in iho 
proper place, and I supposed my signab lo Iw nt 
danger. Wlien he infoimed me that tlie a'gnalsdid not 
work I blocked the line hack to Holme by l!v« beats 
on my telegraph bell. I went outside luy cjihin to 
ascertain whellier my signals were as the driver 
reported, and found that lie was coneet. I found a 
Dulwny chair, tiroke it in two with u luuniner, and 
fastened half of it to the balance weight of each home- 
signal, I had no means of doing auythijuj to my 
distant-signals, and there was nobody whom I could 
send out to look after them. After that the road waa 
blocked, and nothing was running. 

Charlfi Ro»e (sworn), 1 have been signalman at 
Wood Walton in the Great Northern Company's ser- 
vice since last May. I produce my record-booki 
showing that a coal-train was signalled. Be ready 
from Conington at 6.20 ; Tiain on line at 6.24. It 
passed my cabin at 6.31, and was not cleared from 
Abbotts RiptoD. At 6.36 I received from Conington 
Be ready for the Scotch express ; at 6.07 Train on 
line for it. It passed me at 6.40. whilst line clear 
had not been receivetl for the coai-trnin. My home 
and ilislant-signuls wore, as far as mv lev-ers were con- 
cerncd, fixed nt danger. I could not see how the 
signals were standing, for the snow which covered the 
windows of ray cabin. I thought when the Sooteh 
express passed that the ooal-train would not be clear, 
because I expected it would be sbiuitod at Abbotts 
Bipton. I did not show any hand-lamp to the exprea»- 
train, because I believed my fixed signals to be at 
" danger." I did not hear the train approaching, 
on account of tbe wind, until it passed my cabin. Unoo 
in December niy signals would not work on account 
of snow, but that was in the daytime. On the evening 
in question 1 came on duty at 6 pju., after having 
been away for a week. There is no record of a ttwn 
b^tng stoppeil that evening at my cabin. If our 
signals go wrong we have no means of sending any one 
to correct them. I had told signal-titter I'allinder of 
the signals not working pro|:>erly. Referring to the 
regulations about fog-iiignalling I did nothing towards 
obeying the rule referred to. If I believed my signals 
were working properly I coidd not leave tho box. I 
heard the Manchester express apjiroach as if the 
signals were not obeyed, and I exhibited a hand-signal. 
I made a note in my book at 6.40, when tho .Scotch 
express passed, " Ran by signals," and I mndo the 
same note with regard to the Manchester express at 6.53. 
The Manchester express did stop, though it was oat* 
aide my signals. A train slacked to my down-distant 
signal at 6.35, and the signal would, therefore, appear 
to have been working properly at that lime. The last 
message I sent, or could send, to Abbotts Riptoa was 
at 6.31. 

Charles William Johnson (sworn). I am a signal- 
man at Abbotts Ripton in the service of the Great 
Northern Company, luid will have been ao two veal's 
next March. 1 was previously at Wrenthorpe aboat 
three months as signalman. I produce ray record, 
book showing that I received the Be ready signal 
from Wood Walton for a coal train at 6.25 on the 21*t 
instant, and Train on lino at 6.32. It reached my 
cabin at 6.41, and I aignalle<l, by waving my hand- 
lamp lo the engine-driver, to shunt tho train into the 
siding on the up-side. lie drew forward clear of the 
riding points without any delay, and I at once gave 
him the signal to set back. He did so, and just aa the 
engine was passing my cabin I called out to him, 
" .Shove them back, the Scotchman is elaoding at Woo>l 
Wallon." I tui-ned round then to attejid to some of 
the instniments, when I heoi'd the shunting lever 



ohtikft I funciod (hut thfl cofcl-tVAin y/as off tlic rood. 
1 larned round to look, anil notiot^il ihe erif;itiE> of the 
coal-train sboot forwanl, niid then for tlie tint liiuu 
it croHsnl my mind that tho Scotch express hod run 
into tlia coal-tnun. I had received Utt ready for 
the Scotch express from Wood Walton at 6.39, nud 
acknowledged it. Aflei- that I made no signal to 
Wood Wiilton of any sort or kind. 1 had not cluaied 
the coul-trnin, and therefore Buppo§ed the Scotch tmin 
would be Btandiiig at Wood Walton, as it would have 
been if the signals v/er« workiuR properly. So long 
an I did not clear the coal-traid it woidd he tho duly 
of the signalman at Wood Walton to keep hia home- 
Bignal at danger in clear wenthei*, and in such 
weather as ttie 2l8t I myself would have kept homo 
and distant at danger. My own signals should ha\'o 
been at danger, as my lefers were in the position 
of danger. I could not see the signals through tho 
window for the snow. I did not go to look at them 
after tho accident. The Si-st thing I remember doing 
after the first collision wits placing the levers of my 
down-signals nt daoger. I had rcccivetl notice of 
No. 203 passenger- train, the L(?ed9 down-express, 
leaving Tempsfoi-d at fi.35. I do not nimembcr when 
I got Be ready for it. I hardly knmv what I did 
after the first collision ; it never entered my mind about 
the down-express being so close, il>< I was so mucii 
excited by the first collision. I recollect seeing Mr. 
Usher come into the cabin, and the guards of the coal- 
train, t<^ther will) some passengers. The down- 
distanl-signal from Abbotts Kipton must have worked 
perfectly at 6.4 for a down-train, because it pulleil 
up a train for shunting. The cxat^ time of the first 
collision, according to tho time at which I received 
Be ready for the Scotch espress wouM have been 
6.44. The south distant-signal must have been work- 
ing till within 2U minutes of the second eoUision, 
because a train hail Iwen slacked by it at 6.36. I 
am not sure that I blocked the lino lo Stukeley after 
the first collision. If I had not been so confused I 
might have stopped the Leeds express at Stukeley. 
The peinLH at Abbotts Riptoii aro interlocked, and the 
points oonld not have been open for the coal-train to 
have been shunted without putting the down home 
and distant signals to "danger." The passengers 
were all bothering me after the first collision to 
telegraph to their nnends. 

Wxllium Trowell (sworn). I am a signalman at the 
Stukeley cabin, where I haro been for two months, 
and before that I bad been for about six months at 
Creelon. I produce my record book, which shows I 
received a signal, Be ready for 206 imssciigcr-train, 
the down Leeds express, at 6.47, Train on line at 6.50. 
It passed my cabin at 6.62, and at 6.52, a.t tliat triun 
was paaidng my cabin, I received five beats on my 
telegraph boll, which meant line blotkuil from tho 
Abbotts Riploa cabin. I then ran to my b.'ll and 
gave otiG beat and nupegged my ueedle, and Ihe 
needle was then pegged over from Abbotts Ripton, 
which meant that the line was blocked between me 
and that place. By that time the express had passed. 
If I hod received the five beats a few seconds sooner, 
I could have thrown my signal tip to "danger" and 
shown a red light from uiy hand-laiiiji to tho engine- 
driver. I kniiw nothing of any collision having 
happened [irtmously to my receiving fire beats from 
Abbotts lUplcm. I had no occaatoti to stop any 
trains Iwfore 6.A2, and therefore did not find any 
defect in the working of my signals. To ascertain 
whether my down-distanl-eignal was at danger, being 
BUBjncious because of the weather, I sent a man to it 
to see, as I hail previously had trouble for that reason. 
On Ihe 8th or 9lh of December hwt, at Creoton, I 
could not work my distant'signal property, in con- 
•equenco of the snow and frost in the rooming. 
When tho man, Charles Warren, whom I had sent to 
IDT djatuit-sigual, came bBi.'k, I called out, asking him 
wbelher my distant-signal was at danger, and he said 
"Yea, It is at danger." He did not tell me whether he 
bad done anything to it. I could not see my up- 
divtant-sigual on that night aa I usually could, because 



of tliv snow, 1 did not report the com of moir 
impeding the signal at Creelon to any oflieer of the 
company, a platelayer having gone and shaken off tlia 

Joshua J'alVmder (sworn). I am a sigual-flttfr in 
the service of the (ireat Northern Company, and bKl 
been so fivo ye^re lust November. Pi-eviously I had 
been n sign al-A tier's labourer. My attention was called 
at Huntingdon lo this collision, and I went with the 
break-down -train, because t thought I should be 
requir'ed. I reached Abbotts Riptou about 9.30, and 
disconnected the down-home and up-starting signali^ 
which showed a white light, because some veblcUi 
were on the wires. I then had to go up the ladder 
and knock tho snow off the arms before they would 
go to "danger," 'JTiere was much snow on the sigi: ' 
arms, I then went to the up-home and llie down-Mai 
ing signals and 1 had to do the same thing to tb( 
disconnecting the levers and knocking the snow 
the ai-ms, I then went to the up-diaiitnl-signal and 
found John Hall, a platelayer, there, and the whole 
of a cliair tied to the balance weight, and by uieuna of 
this extra weight of U4 or 36 lbs., he had got the ana 
up to "danger," I disconnected it, for an engitiewasoo 
the wires, and ttien went to tho down-distant-signal, 
whero there was a platotayer who had forced it to 
" danger." I did the same to that signal as to the others, 
and went «n to Wood Walton, X there found the 
down-distimt-sigmd showing a white light, I forced 
the signal lo "danger," and it flew to "all right" agntn, 
when I let it go. I thought tho signalman miut 
have his lever to "idl right.," but 1 found when I got 
to the enbin that tho lever wrts in position erf* "danger." 
It was the weight of the snow on tho wires whloh, 
kept the signal down at " all righL" I had to 
along and knock it off liefore I could grt tb« ogi 
to work property. Afler getting rid of the snow 1 
sigtial worked well. 1 knocked the snow off tlw 
wires on my way lo the other diatanl-sigiud. I found 
the home-signals at "danger" um I passed. I don't 
Know how thoy had got them to work. 1 found the 
up-distant at "all right," but when the mow 
knocked off it went to ''danger." I sent a man 
Couington and Holme while 1 went back to Abbot 
Kipton. 'I'he signals were in the same condition 
Huntingdon, and I suppose they would have been the 
same all over the tine, wherever the snow waa falling 
in tho same manner. Last December I had to etear 
tho snow ofT tho signals at Huntingdon, Hi 
Vaxloy, and Klotton, becauso Ibey wero all more 
Ion obstructed by snow. It frnqnently is so dnrii 
snowstorms, more or less; and wbeo a snoWst 
com(!S on, I go out for tho purpose of clearing 
signals. On the 21st I was out on that duty before 
tho accident. I have had orders from Mr. Scidea, my 
BUpci^or, to do s(i duiing snowstorms. 1 never had to 
do with an ikcoident in a snowstorm before. I reported 
Ui Mr. Harrison at Ilitchin, a^eouTitiug for my time* 
being out in the evening working the snow off the 
signals, but I liod no occasion to dii so last December) 
because the work woi done during the day. I never 
remembered such a night as the 21st for snow. The 
snow stuck lu everything it touched, and in lltmting- 
don ynnl the signalman called my atli-utiou to the 
eigaals at 6 o'clock, and it look me all my time to keep 
the signals to "danger." On previous occasions the 
snow has accumulated moro gi-aduully. I could not 
get the snow off by working the balance woighta on 
the 21st inslunt, and had to go up the latlder and kick 
it off tho arms. I have very ofWi found that si^n^ 
would not work in snowy weather, but have been 
able to free them by moving the balance levera oq 
previous occasions. 

jhnot I'iffffott (sworn). I am chief signal Inspector 
on tho (Jreat Northern Railway, and liave been 
so for nearly 18 years. My duties are to report 
to tho superintendent in reference to the construc- 
tion or working of signals, and 1 also suparinteod 
the signalmen and their working. On the 2let 
iuatanl I was waiting at Retford for the down 
Leeds expreso, to see it in before I lef^ the Btatioo t 
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T Ifte tn •leg it taSc in before I leave. It ie due at 
Retford nt 8,40. I joined Ibe general manager's 
apeciol train at Retfovd, and reached the spot where 
the accident occurred about 3 a.m. At Grantliam 
I left; the carriage in wbicli I had been riding, end 
went on the engine, bo as to be able to see the alaie 
of the signals and telegraph along the line, I found 
the eignaU working satlefactoi-ily all the way to 
Peterboro' ; it waa not snowing at that time-, 'ITie 
telegraph wires were broken down In many places. 
I saw no snow falling. On approaching; Wood Walton 
I found the up distant-signal nt " all right." I |jre- 
sumod that it ought to hiive been at " danger," and 
I stopped the engine at the cabin. The home-Hgnal 
was at " danger," nnd I asked the signalman why the 
distant-signal was not at " danger." His lever waa, 
he said, in the position for *' danger," and ho did not 
appear tn know hut what his signal was at " danger." 
There was a signal~fitler present, named Owen, whom 
I told to go and put the distant-signul to *' danger," 
After reporting the state of this signal to the general 
manager, I went to the seene of tho accident, aud 
found the down starting-Hignal at "all right." As the 
lines were all bloiJ^I, I did not trouble about it. 
I never knew, during 30 yenrs, a single instance of the 
snow preventing a signal from showing the proper 
indication. Some years ngo, when parts of tite rail- 
way were snowed-up, I did not see any signal impeded 
to that degree by the snow. A very deep snow only 
wonld bury the wires. On tbo night of the 21st 
1 noticed tliat the snow had adhered to the wires. 

I do not recollect a case of accident on the Great 
Northern Railway throngh the snow, cor on any other 
railway. The- weighting of the wires or arms would 
equally affect the signals. I never had a report of 
signals being affected by snow. I have not been the 
person to whom such reports woulil be mode ; they 
would go to the superintendent's oITice, who would 
deal with the matter. Tlie lost witness, FalUnder, 
attends to the msdIiinGry for working the signals. 
The snow would be more likely to be shaken oif the 
arm than oft' the wires, but if the signals were not 
worked from " all right," then the arm might Ito ffxed 
by tho snow. 

(Mr, Cockshott here staled ho 'had had reports of 
imperfect signals during snowstorms, but never cases 
of erroneous ones. The cases are very rare of im- 
perfect signals.) 

James RadcHjfe (sworn). I am tele^aph engineer 
and superintendent on the Great Northern Railway, 
and have been so for 5\ years. Prior to that I was 
engineer to the Magnetic Telegraph Company for 

II years. I have had great experience in the main- 
tenanee of telegraph wires, and tli& effect of snow 
upon them. On the night of the 21st I was roused 
up and told that an accident had occurred on the line, 
and that all the telegraph-wires south of Ponton had 
fallen down. Ponion is 25 miles north of Pelerboro', 
I came up to Pelerboro' and found the wires coated 
more with ice than with snow ; this was from Ponton 
to Peterboro', The snow or iee round the wires was 
in some cases 3 inches in diameter. I (iid not go 
further south, for the communication was maintained. 
I never knew hut one occasion, in 1866, where the 
damage done to the wires was anything like so 
extensive ; then it was greater. The damage was 
not done by the wind, but by the snow only in this 
case ; on the previous occasion it was done by the 

fViltiam Ifenry Preecc (sworn). I am divisional 
engineer to tho Post Office Telegraph Department. 
On the evening of the 21st a storm, accompanied with 
snow, commenced at the Bristol Channel, and pro- 
ceeded in a north -easterly direction, embracing a tract 
of country of about 40 miles in breadth, leaving the 
English coast about Tlio Wash. It vented its chief 
fiiry in the tract of eounH7 hetween Birminglmm and 
Hunlingdon. Its characteristic was tliis, that the 
k tMDperatnre of the wires was below the temperature 
' T nnd tho snow, so that whea the snow fell 

' 'M it froee and adhered to tlie wires in 




the form of a pipe of iee. In lome places this pipe 
attained n diameter of about 3 iuches. Its weight 
was measured in two instances. In one Case, belweea 
two poles, the weight of ico was estimated to he a ton 
and a half, but I do not know the number of wires ; 
in the other case, the weight upon a single wire waa 
about 200 lbs., in a length of about 80 yards. The 
storm was acj^ompnided by a gale of wind, which 
shattered the poles in hundieds. The effect upon 
the wires wns to breiik them in thousands of 
places. Thitt covers the dialrict Ijetween Huntingdoir 
and Peterboro". The .Great Western, the Midland, 
and the London and >>oi'th-W>stera Railways were 
affected by the stoppage of telegraphic communicalioa 
by the storm. 

Charlejt Kdatund Oldmau (sworn). I reside in 
Church Street, Spalding, and am surgeon to the 
Great Northern Company for that district. I left 
Peterboro' at 6.20 p.m. on the 21st Januaiy, in tho 
up Scotch express. It was snowing very heavily 
indeetl. I had previously started from Spalding, and 
had changed trains at Peterboro'. I noticed nothing 
between Peterboro* and Abbotts Ripton. I roda in 
a second-class carriage about the middle of the train 
and in the end compartment. There were two pa8» 
scngei'swilh me, one of whom was the valet of tba 
Russian Ambassador. The lirist thing I experienced 
was being thrown from the seat upon which 1 waa 
lying into the arms of M. Lelich. I afterwards found 
myself on tho ground, and when the crash hod ceased 
I crawled out on my hands and knees. Finding thea 
that I was not much hurt, I attended to my fellow 
passengers. Having placed the valet at the foot t& 
the signal-box, I observed the down express approach- 
ing, and rushed up into the slgnal-l)OX and said to the 
aignalnmn, '' Why on earth have you not blocked 
the line and stopped that train ? " This was just as 
the second colli^'on occurred ; and the signalman 
replied, "I have, sir ; look, ibey have come against 
their signal)*.'.' He pointed at the same time to the 
dials to show that he had blocked the line, but I did 
not notice what condition tliey were in. I went 
down again on the line to render liirther assistance, 
and quarter of an hour or 20 minutes later I went 
again to the signal-box, and noticed only one lever 
down, pulled over irom the forward to tlie backward 
position ; the rest were all in the forward position. 
The only signal-post I noticed was the home-signal 
towards London, and I saw a white light from the 
back of the lamp. 

John MeDiannid (s^worn). I am a guard in the 
Great Northern Company's service and have been so 
14 years, and for the whole time 1 have been running 
OS head guard with the fast trsuns irom Edinburgh to 
London. On the 21st January I lell Edinburgh at 
10.31 a.m., one minute late ; got to York at 3.29 p.m., 
and left at 3.48, three minutes late. We were checked 
two or three times by signals between York and 
Peterboro', and reached the latter place at 6.19, and 
left again ut 6.24, six minutes late. I found a little 
enow first in coming to Grantham, On leaving 
Peterboro' my train consisted of on engine and tender, a, 
break-van, a second-class carriage, a first-class carriage, 
two composite, three first-class, a second-class, and a 
break- carriage — ten vehicles. I rode in the iront break* 
van next beliiud the tender. I looked outaf^r leaving 
Peterboro'. I cleared the window from time to timc^ 
but OS fast OS I cleared it the snow came on again, 
I sow one or two signals after leaving Peterboro', but 
no others until the collision occurred. I am not sure 
that I did not see Holme signals, but I did not see the 
signab at Conington, Wood Walton, or Abbotts 
Bipton. It is my impression that we went into the 
coal train full speed on, the usual speed of the train. 
It did not occur to me at the time that there was any 
necessity for slackening speed. The weather decidedly 
does affect our running. I never saw a heavier snow 
than that which fell between Peterboro' and Abbotts 
Ripton on that night. I have heard that signals are 
liable not to act well in snowstonns. It is our practice 
to run more cautiously in bod weatlier, and we hare 
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mwliltiiit. I laiiKW iiolliirig nt rlio rriol'lrain wh^a 
)v«Vlu|| I'ulMl'luirii' nil tliiit i)lj(li>. I liii*» D'll noli/^nl 
th» ^tonlhitlh KM iiiKfliiiN iiiKiwIiiiii, iii'lltirr hittn 
I kMl l>»V •llflli'iilly Willi It U-r-T". W« .Ij.l nrrf (MM 
iivwr Miy niU-alHunl' llii>> >il|{lil. I 'l>it n'li.iu'iWariT'or 
IM fHkMI>ll|l<^l'> liil'TlVrii mIiIi IIid ■IfrriiJmni) nl AMx.tU 
HtjjttM). (Mr. llaiJii*!), wilMl'ir, i)iioUtii A nilf, ity'mti 
ihkt Wh<<ll «Ikii"'' W"^" ""^ vUlMr, •|iM<<l •ll'niM In* 
InmiHtiMfly i-piliiiwl, »« llwt tmlim ii'ihIiI Iw tti>ppwl 
M Ihv *tt{iiMli.) 'I'lin (ilii>HlnniM In tli/iM> niln i* Utft 
fn ratr ilWrnilim n* tn Itix r(iilu''ti«n of tlu' >|n^. 
tV> pttalnn-ilrivur "Imnhl rinliino liU >>ih*iI w *» to 
linVn Ma lv«ln iinilor mnliol. HIiu'liKnir.;; tircaiian of 
A* ««Htl)(ir mlHht, tnnki< n AifTt^n'nra of •'), -i, or 

fttniilt^t lu'twrfin I'rlnrlinro' nml Ahlmtt- ti\\iUm. I 
«r lii>Hnl i>rHiiV**l)riiMliiiiK" "f my trnin nt AbboUii 
ttoit, 1 omilif nut Itull at whnt xjifnl wi> witc 
nn whhin ti iriiln or twn on mich n niKht. I do not 
>Yf Ai wlint time llio <ifilli»fnn oi-currod. Il ii tlio 
fOfiliu'ilrlvi'r'ii duly tn rt^tfiiUti l1)tt •prtnl of the Iraln, 
unS 1 (<nnii«l tell wliitt ho nilw iii ri-Rard to nigiMla on 
iho iiigltt of llici Ulnl. 

IIWmm KUjitA Mamin (awnrn). I nm n plntolnycr 
tit \hf •rrcii-o id' tlwfc GiTiit NorthiTii CVimpBny, at 
UrluMS am) bavd Ih'mti M) olnoo l^CO. I live ubont 
tlii>M> wtnnlra walk rmin the lloimn Mtnlinn. On thu 
nifhl »J ihi' 3l»t .laniiary I wuh iit hnmo, wlien iinine- 
Iot^ <iuua to r<<toh niu; It wah William Marriott 
||« wM iivn )ti tt" !<■ !''■'' Nixnat, and 1 wi-iit tn thf 
'9mni <H>laiil-«i)Ciuil, M I iiitimlly do wlicn cnlUd init in 
j^M ^*r«r. 1 Irft Ilolnio l>ntwiu>ii Ii and 7 o'tdock and 
klNiuId iJikf nliimt a ijiiarler of ilu Ikiiii- io walk bithc- 
itenAl. WliNi I n<ached il I rnunil tlii' Aigriul atumlinf; 
M<nr ** catitiiui," lliat i* to Hay tlm arm wan lew llian 
Mt w«y nti; it VTM very nearly Into the iiumC. 'Hip 
WW knit n 111 ihat position, owin^ to the weiKlit of 
•tK-kli))t on llio nrni. I worked tho hiliinMi- 
i and dnwn, ami n ({real qimntity of Know 
When I flmt iMwdiml tin- f<\gua\ it 
d n whllit liglil, am) wlinn I knockdl the unnw 
<# ttir arm It would gti up la red, I HlnpfHid nt tlm 
iap>»\ *>ll iiIk'!' <")<I ""'■1 afioiit f) o'clock in thn 
MWtdtic. It lefl of? Miiowinff nhout 12 o'ctork. T 
tnd |i» hiv thi" "iRiinl of snow Rlmnl pv^ry half hour 
1^ tin Id ii'cloi-k. The Scotch oupreia train had 
|aa*id heSnrr I k<l^ my hoiiMn, nnd ihu up «Lo]iping 
■«kn WM in ihn yard, I httvo S<M<n out in fan, 
tat iH«i in <iu"v liefiiro lluit nt^ht. I hnva only 
Imb Mviauim-'d wiili tht> siKnaln Rincu Novemlx>r. T 
wd i<i thid -now on the lignnJ!!, bt'enuse it had 
newlnj* f^i bravily. The mow weiued to clinR 
Af -scrjLK aud I had ditllcuUy to nhnke it olf. It 
I o^ttl I router than I had *'\'er 
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Jateph Hi/h (wwara). I ain H ytars old tii-day. 
I MM HvployM ■■ lad porter at Hulma toaioa. I 
'ifmt »oA ■bat iIm! gaicii, and go on measaffea, tin tb« 
inrmini^ «.f lli« 21»i .laniuuy 1 wda »ent liy Mr, (Jrfyory, 
Ifac •faliui'OiaJter, for William MarriuU ntul Elijah 
MMmon. Il waa joat aOrr the SeolcL fxyn^ hul 

Cb}' llul I WM urnt for MarrioU and Maion. I 
I* 1^ than to go and tti to the ftij^iiula. I taw 
til 11 bodl, taA ibejr came at once to the stuion. 
'Tkm mm» wer« avat &fr ijocaara it wan cuuiing on 
fa«n'taa4 there WM now. Tho train whiili followMl 
the Hootch Mpreu had md piAncl when I left for the 
pUtabffln ; M I WM n-tumm;: I raw the MaucfaeMer 
Irsb) go hy. I wm on tli« up-plntlorra when the 
ooal inia fiwl, but did not notkitt tint Htirnals. 1 
liaani aone of than aaj tho «ml Irnin tiad run put 
■i|pi«k. 1 have sonetuiiM lieen with tlie "ipnalman 
ta the cabfai. i raautined at thn ntntion until the 
Hcotcb oxpreai bail paaKtl, and bcforo ihon I law 
Mr. GnKory come ool to meet the down-train. I ^A 
not MB Urn BtfCDalouDt nor hear bint cnll ant or make 
eo«Bplabta. Marriott soil Maaon liv« rlotf to one 
aiwUMr. I caaaot tell who It waa wud tW^ roal train 
had ran paat aignala. Mr. Grepiry cnmi- Inln iho pnr- 
trW roon to Mod tne for the plab^ktycr^. I saw Mr. 
tirffOTfaa the plalfomi whro tlte down-train arrivod; 
hr bad hern tlurrc nme time before, bvtwcieii tho time 
of ill* nrjal train and the "dowu" train. Ilr- was 
abiiul tlvrrt n>a*t part of tJie time. 1 otnnot tell 
wbrlhi-r it wn- bfifore I went into Ihu jidrtcm' rmm 
or wkib: I w»* tlicra tliat i heard thai the coal-train 
had run p«Nt rifpul*. Nn one hna aiiil anything fti 
tail alanit my ei idmeo at tho inquest. ( T/ii't xeitnett 
thoteed amal returner under fratniimliein, and it wa« 
impotnile lo get a oomplrtr itatement from Aim.) 

Grtgory (rn-callcd). I waa in the office when tho 
ooal'train paaaod, ami when tJio Bi<;nalnian tame 10 
tne. lie wid Urn roal-lmin luul run pn«t tlio vigual*. 
That, I tbink, wu befon; tlin down-train came U> the 
■ratioD I I isnnot tny dinliiiilly. I wcnl to the signal- 
atHn at once, and naw that the BJgnal-lovers were in 
the piMttiou of " dao^T." I then went lo look at the 
upHitaninii;>HlgQal, and caw it wa« at *'(lan|;cr," bot ■ 
vcrv dim li^bt. Then I went to thr. up -home-signal, 
and law it wu at *' danger." I then called the lad, 
WilU, to fetch die platelAycrs. It was from the 
levFl-cruaiEnf; 1 «|>oke to the bny, who cnmo from 
thr kimp rooiu. It would U^ about 20 or 30 yarda 
from where I ntooil to the t^y. IJo ciini>' to mc at 
the eroding, am) 1 told him to fetch Marriott nnd 
Mason, the pLvtelayers. It was immiidiatcly nt'icr thai 
tlmt 1 went to the np<home-aignal, and saw it showing 
a red lighL 1 Ilien went back to the station, and the 
down main line Irolu left, and llic down branch train 
to Itnmwy. The Scotcli eiprem had nut yet pnaaed. 
I WM satinlied that the up aignaln were working 
pro[)erly. According lo the book ihu (!oal-train tmi 
paxt signals at 6.21 : next a stopping train arrived at 
Holme ataiion at 6.25, leaving at G.2(>: next a fiiat 
tlirough tniin pnHsed on the down line at 6.<tJ) i next 
the Scotch exprfes at 6.37 ; nnd next n tlirough up- 
paasenger-trnin at 6.50. 1 liaw the boy leave no his 
erfflud rather reluctantly ; he went in the direotioa 
of the platelayers' honsos. It ia my impreasioD that 1 
sent the hoy nwny before the Scotch expre«i> paaaed i 
but I won't Bwcar it I was on tho plntform when 
the down -atop ping-train left, and alao when the 
down -fast- train nnmod ; and between tliom I atartod 
tho clown- bran ell .train. I might have (ipoken to 
tho hoy between the dovrn-fnst nnd the up-Scotch- 
oxprc*B. I am pojtitive I wiw on the crOBiing when I 
gent the Imy nwny, and I am under tho impression 
that it was on my way from the up start ing-sigTial. 
1 went to the signal-cabin a second timo alter imng 
to the up-homo-aignal. Th" porters at ilio antion arm 
named Marshall, Cleave, and a snpcrnnmerary, LeSgfa- 
ton, who has heun there about f\x nionlhti. Of the 
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other two, Marshnll few Hft^ til Holme a month 
or five weeks. Tlie boy Wills principally altcade to 
thf gates and assists luc, I I'all llu- porters by tlietr 
purnaines, I dcvct henril the Imy calling these men. 
Mar^bnll's ehristinn niime is Thonias. I went a 
Eenonil lime to the sign&l-WLbin to ask the signalman 
how liis sigonh were working. If a train wui-e 
late 1 should know it, iis I ebonlii lie expeeling the 
tiuin. When I went into the signal-cabin firat I 
Rsked him how he necouiited for (lie eoal-tnun running 
post aigrmls. He sjud he cimW not tell, and pointed 
out that Ilia levers were in llie poaition I'or " danger." 
I did not hear from him that he had conversed with 
anyone on the inBlruineuts that the cofti train had 
run (Mist signals. I have bwn nearly 13 years nt 
Holme. I liave had occasion to pull wp the expresses. 
A coiit-traio has broken down; I don't know that 
trains have rnn past signals. I cannot say whnt 
punishment I might have had if I had slopped the 
express. I did not think of being fined. Our in- 
structions are to vtovk the trains properly, avoiding 
delays. I have never been censured for stopping the 
eipresses; but they were very different occasions to 
this. It Is not the duty of myself or the signalman, 
when the train has run post our signals, to telegraph 
the fact to the'station at the immediate i-eai'. 1 have 
heard that signulraen fight for the possession of the 
telegraph circuit. I may have heard the Holme 
signalman speak of that, but he has not made a 
report, I do not know that I have made a report on 
tho snhject. I thiok 1 ehoidd have been censured 
if I had stopped tho express after having received 
line clear from Conington- I do not think that I 
would have been justified in stopping the express on 
that night. The platelayers cnme on duty as soon 
na tliey could have been expected. My impression is 
that Marriott, was at bis atgnid before the Scotch 
express passed. MoiTiott and Mason should certainly 
have seen the Manchester express pass. My idea is 
that I shonlil have been censured if I had unnecessarily 
stopped the express ; and I did not think it necessary 
on that night. I have had complaints made verbally 
to me by Osborne aa regnrils the difficultv of sending 
on trains by tho instruments, but have never token 
notice of those complaints. 

Osborne (reealleil). The coal train ran past my 
cabin at 6.21, the levers of my home and starting- 
signuls being at danger. I then called myself for 
Mr. Gregory. He came immediately, uud stayed a 
minnte or two. I told him about the coal train, and 
he went away at once. I sent on the speaking in- 
Ptrument to Abbotts Ripton, "He has run past 
signala" at 6.26, referring to the coal train. The 
tnessago might have been seen at Peterboro', St. Neots, 
Huntingdon, Abbotts Ripton, and three boxes at New 
England yard, if they had been looking at the instru- 
ments. I cannot recollect that the station-master 
expressed his intention of sending for the platelajers. 
My intention in telegraphing to Abbotts Ripton as I did 
vms to inform the signalman that I had intended shunt- 
ing the coal train at Holme. It was befoi-e the <lown 
ttsins pasaed through that Mr. Gregory came into 
my cabin. When Mr. Gregory caiuo up the second 
time he said that the up home-signal was not working 
properly. I don't think he said anything else, and he 
stayed only a very little while. We did not discuss 
stopping the express at Peterlioro'. I think that 
Mr, Gregory was not in the cabin when I received 
line clear I'rom Conington for the cool train. I should 
not telegraph to a station in the rear when a train ran 
past signals. I received notice at 6.30 that the cxpi-ess 
bad left Grantham at 5.46, and might have known 
therefore that the express had not left Pctertwro' 
when the coal train ran post my signals. The Scotch 
, express was lule at Holme. Mr. Gregory gave me no 
:iiu>tructli.<n!i when he came into the box. I have 
lolainej nf fighting on the wires to Mr. Gregory 
' Ti>4. The men are not playing tricks, but 

to send his message firat. An S.P. 

H thai i we should give up the instru- 
~ Bhoold IiftTO received from Peter- 



boro' a message in regard to the Scotch eiprcBS, 
and 1 might have received ll, but it is not booked. 
I could stop fighting on the wires. It did not occur 
to me when the htaiion-maater informed me about tlio 
state of the Holme signals that other signals might 
bo in tho same condition. There were 16 minutea 
between the express and the coal trains, and two 
block stations, and I thought the express ought to 
go forwnrd. I cumphuned to the etation-maeter of 
fighting on the wires, with a view to showing that I 
could not get through what I had to do, because thero 
were too many on the circuit. I made no written 
report, 

John Thomas Marthall (swornj, I am a porter 
in tlie Great Northern Company's service and have 
been so for a month to-day at Holme alation. I 
know the lad porter at Holme ; hia name is Willa. 
He has called me by different names. I heard 
Osborne tell Mr. Gregory that the signals would no! 
work. Mr. Gregory watched the signals, and fleeing 
they did not work properly he sent for the men. I 
saw there was a whito light instead of a red one, 
and I knew it was because of the snow. After tbftt 
I was attending to other trains and things in the yard. 
The boy Wilis I saw in the porters' room iSiet all 
the down tiiuns had gone away, I saw the Scot«ti 
express pass, but 1 don't know where the boy Wills 
was then. About tt few minutes before 7 I sow 
Wills taking the tickets of a train. I did not hew 
or see the station-master send Wills on a menage, 

Silas Bradthaw (sworn). I am a signalman in 
the employ of the Great Northern Company at 
Ablfotts Uipton, and have been there n twelvemontii. 
I WHS on day duty on the 21sl January, and left tkt 
6.7 p.m., and went to my cottage, about 200 yards 
from the cabin. I heard the first collision, but I did 
not know ut first what it was. 1 was told there had 
been a coUision by Piintling, a porter. I at onoe 
went to the box, and reached it about 6.57 or 6.5S, 
jast after the second collision. I saw at the cabin 
that all the levers except No. 10 were in the forward 
position, and I also saw that the telegraph inatramentB 
were at "Train on line" both for the np and down 
lines. I saw Johnson, and he asked me whether I 
would send the messages about the iiecident. I asked 
him what messages be had sent, and he said none, 
but he had been trying to do so. I told him 1 would 
try to send the messages. I only thought of working 
on the talking instruments. I sent messages to Hunt- 
ingdon and Peterboro", to the efi'ect that 156 had run 
into 175 coal, and that they should seud doctors and 
help, — at 7.5 to Hnutingdon and 7.9 to Peterboro'; 
and I was nnder the impression those were the first 
messages that left the cabin. It was about two 
minutes before I got the instrument, which was 
engaged. As soon as 1 got the others stopped, I 
broke in with S.P., a special message, and then in- 
formed those on the circuit that they were to keep off 
for Abbott* Kipton, where there had been a serious 
collision. Johnson wrote the measagc which I sent 
previously to my going into the cabin. I got oo 
replies from Huntingdon or Peterboro' beyond tho 
acknowledgments from both places. It was snowing 
hardest about 6 o'clock, when I went ofl' duty. I 
had had no trouble with the signals. I have never 
found any difficulty in sending my messages because 
of there being too many persons on the circuit. The 
message sent at 7.5 was headed F.J., meaning 6.45. 
I was able to send the message almost immediately. 
Johnson was confused at the time, and I felt I waa 
more able to transmit the message than he. F.J. was 
in Johnson's handwriting. At 6.5S, when I entOTed 
the cabin, Joltnson appeared to be doing his best to 
send the message. It is usual to write down a mes- 
sage before sending it. 

Johnson, signalman (recalled), I have some re- 
collection of having rung five bells to give the block 
to Slukeley. I remember BraUshaw coming into the 
cabin and trying to send a message. I first tried 
to send the message without writing it. That would 
be two or thi-ee minutes after the first collision, and 
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before I sent the five bells to Stukelej. I put the 
code time at the head of the message at which I 
first tried to send it. T used the sign S.P., and if 
I could have gained (attention it would have been 
visible to everybody on the circuit from Peterboro* 
to St. Neots. I kept trying now and then to send 
the message ; the passengers wished me to telegraph 
to their friends and one Uiing and another. I asked 
Bradshaw to send the message — he was cool. I have 
previously found difficulty in sending messages, but I 
Lave not complained, for we can't all use the instru- 
ment at once. I have never complained to my 
Ruperiors about it. We don't have much con- 
▼entation. I had been advised of the Scotch 
expD.'Ss from Es&endine and Peter boro'. It left 
Essendine at 6.1, and I was inforqied at 6.17. I can- 
not say why I did not -hear of it before. It left 
Peterboro' at 6.24, and I was informed of it at 6.31. 
The delay would be because other people were using 
the circuits. We would never put S.P. to a train 
message. I did not think it wrong to receive infor- 
mation that the express and coal trains were so near 
each other, because of the block and signals. The 
levers of the signals could not be altered after the 
collision occun*ed. I remember Mr. Usher coming 
into the cabin. He might have asked me whether 
I had blocked the lines. Holme told me that the 
coal train had run past his signals, with train on 
line. I did not recollect that message when last 
examined. The platelayers liad just gone out fogging 
at that time. I did nothing in consequence of re- 
ceiving the message that the coal-train had run by 
signals. It is not an ordinary thing for trains to 
run past signals. I did not send to Huntingdon that 
the coal-train had run past. My first duty would be 
to block the line to Stukeley, and ihe reason I did 
not do so was that I had never dreamed of the down 
train. I did not know until the Stukeley man told 
me at what time I had blocked the line. J imme- 
diately put the signals to danger. I did not get train 
on line for the express. I could not because the in- 
strument was pinned over for the coal-train to shunt. 
It is a common thing when telegraphing a train to add 
some observation as " heavy," " light/' and so forth. 
When I heard the message about the coal-train I knew 
that the Conington and Wood Walton, as well as my 
own signals, would be against the express. I had not 
the least notion that there was danger of a collision 
between the express and coal trains. Tlie Essendine 
signalman would have to telegraph to six stations 
before Abbotts Ripton of the approach of the express, 
a separate message to each place, through two circuits, 
and that would account for the time between the 
leaving of the express and my receipt of the informa- 
tion. I did not know that the first collision had ob- 
structed the down line ; I supposed it might be ob- 
structed, tliough I could not see. I did not give line 
clear to Wood Walton because the coal- train was not 
in the siding. In fine weather I would have done so. 
Rose (recalled). The reason I did not show a red 
light from my hand-lamp to the express when I had 
not received line clear for the coal-train was because 
I was using the lamp for drawing down a train of 
empties. I have never experienced difficulty in 
sending messages owing to fighting on the wires. 
The Scotch <;xpress passed my cabin at 6.40, and at 
that time there was a ti*ain of empties on the down 
line. There was a train preceding the train of 
empties which had not been cleared from Conington, 
and I was drawing the former train within the signals. 
If I had been at liberty I would have shown a red 
light from my hand-lamp to the Scotch express. 
It would l>e better if I had a speaking instrument at 
Wood Walton ; we should know the whereabouts of 
trains earlier. It would facilitate the working. The 
train of empties was stopped by my fixeil signals. 

Walter Blotch (sworn). I am a telegraph clerk in 
the service of the Great Northern Company sta- 
tioned at Peterboro'. I have been there seven years. 
I was on duty on the night of the 21st January. 
My duty was to send messages and forward state- 



ments about the times of trains. With regard to 
the Scotch express it was first reported to us as 
leaving Newark at 5.14, received by ns at 5.19; 
next left Grantham at 5.46, received at 5.47. We 
forward the information to each station as fisur as 
Huntingdon by separate messages. At this time 
there would be three clerks in the office. We 
next heard of the express leaving Essendine at 6.1, 
received at 6.9, and transmitted the train thai to 
Abbotts Ripton and Ofibrd. Next is the time of 
leaving Peterboro' 6.24, forwarded to Holme at 6J26, 
Abbotts Ripton at 6.27, Huntingdon (North) 6.28. 
The first unusual thing that occurred was that I wis 
waiting to send on a tnun at 6.45, watching the 
instrument and found it engaged ; somebody, I could 
not tell who, was calling Huntingdon. Then I saw 
(6.47) him offer Huntingdon a message with the 
prefix S.P. Huntingdon did not acknowledge it. 
Abbotts Ripton repeated the message but it was not 
acknowledged. Abbotts Ripton then left the in- 
strument. There was nothing at that moment to 
prevent the message, if Huntingdon had attended. 
Huntingdon only acknowledged the Abbotts Ripton 
code and then ceased. Huntingdon should have given 
either '^ understand " or ''not underataiid, whidi 
he did not do. When Abbotts Riptcm left the in- 
strument I took it, as he could have stopped me 
again in a moment. At 6.50 then I sent the train 
to Holme, 6.51 to Huntingdon north and south, and 
6.52 to Offord. When I had transmitted my train, 
I saw some one calling Huntingdon at 6.52. He 
called some little time, gained his attention, and sent 
S.P. message again, to which Huntingdon gave M.Q., 
which means that he was engaged. A telegraph 
derk would not think of giving M.Q., which means 
wait, in answer to S.P. Abbotts Ripton went on 
calling Huntingdon again and got attention, and 
again offered his message S.P. Huntingdon again 
gave M.Q., and Abbotts Ripton then told Huntin^on 
he must take his message; that it was important. 
I thought the second calling, which began at 6.52, was 
better than the first. I saw the contents of Abbotts 
Ripton message, which was that the Scotch express 
had run into 175 coal train, and for them to send 
assistance at once. We only send on passenger 
trains. I should leave any other work to attend to an 
S.P. Abbotts Ripton was calling Huntingdon south, 
the code being H.G., Huntingdon north being HJL, 
at 6.51. He gave S.P. three or four times. 

Richard Maddison (sworn). I am a signalman in 
the service of the Great Northern Company, and was 
in the Huntingdon south cabin on the night of the 
21st January. After 6.46 I noticed some one calling 
Huntingdon at 6.57, the Leeds express having passed 
at 6.49. I found it was Abbotts Ripton. He gave 
me Abbotts Ripton S.P. and then " To " ; I replied 
" Send code time," and then some one interrupted. 
I asked, him to do so because the other was unbusiness- 
like. After watcliing for half a minute I attended 
to my levers and shook them, in order to shake the 
snow off the arms. I noticed no calling. I called 
Abbotts Ripton at 7.2. I then got A.R., — ^Abbotts 
Ripton. At 7.4 Abbotts Ripton called me again and 
I gave M.Q., because I thought I had a train, but it 
was only an engine ; I heard it whistling, and I went 
to my signals to protect it. At 7.5 1 went to the 
instrument and took the message, *• Code time F.J., 
No. of words 16. From Abbotts Ripton to Hunting- 
don. Send doctors and help 156 into 175 coaL" 
I did not get a call from Abbotts Ripton at 6.47. 
Between 6.20 and 6.49 I had no trains in, nor between 
6.49 and 6.57. I did not get a call from Abbotts 
Ripton before 6.57. I did not give M.Q. before 
6.57. I was in charge at the time ; there was no one 
else in the cabin. I found the levers were not working 
properly at 6.34, the levers went back too hard and 
came forward too easy. The up and down levers 
weie obstructed. I noticed that the up home and 
distant signals w-*-^ '^i/Mmred at 6,8. My reasoQ ftr 
sending M.O ^mie in at 7^ 
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indicntfl an 8.P. Everythinj Bhould fjivo WBy to nn 
S.P.. but if the »ignaU finve » lie (Jiit up tlic instrntnent 
must bp left. At 6,49 I iel(>grftphoil the LpoJh exprcs-'i 
on to till' lu^rtli iMis, wblch urniipicd nbout a minuto. 
I did iiol ln-iir (ir sui- iiny eiilliiis Jifl'vi-iTi ti.17 niid 
6.S7. I .liil lu-L «■*■ tin- loiters A.K.. n.ir S, 1'. ru.r H.U. 
Abbotts l£j|>ton Imsiiitiiiiiimiwilion \ritli llii-iinnli bnx. 
Thi^ noiilh Uu\ wiiuUI lie llm pPoinT liox for luiy one 
iahiiig 10 nommiiiiioHlti with tlie sintion-mtislcr In 
address; it is lliu iiriU'i-. fi.CT was llio (iret tilnr I 
henrd Abbotts Riptou eulHng me. North Huntingdon 
urns working liia iiiMlriimeiit at 6.49, and I know it 
tMcnuse of his liook, whicli he shewed rar, I pot 
Train on lino for tlio oxpreaB Irom Otford at 6.46, 
then I would give Be ready to north box : 1 woiilil 
' on miJte the entriftt iii tlie book. Be ri>ndy 6.44, Oil 
IB 6.46 ; then t gave On line to the nortli box nt 6.46, 
and would make the entry, time it patted tne 6.49, liiif: 
cle»r to Otford 6.49| fuid rioaj' t'lom Hntitiugdon north 
at 6.49 ftlsfi. There were no cntrii-s made bv me between 
6.46 and 6.49. imd aj,'ain betwrcii C.49 nn.i 6..^7. After 
6.49 1 r«jei%-ed On lini^ li-om (Word nt 6.49 for Ihii 
down Mttiiehester guod?. I ffive north box Attention 
and tbe He ready nl 6.49. I hud nlso to attend to my 
Homaphoru sigmilw. The Manelu'Sler goods arrived 
at 6.5". I put my wgnnls up for an up train, and 
wp.nt to my instruments ;igniii. To get a train through 
thiTu must be 18 operationn, bosidi-.s bnokiiig tbo time 
of {tossing. Besides I have to work two signek, 
dropping them and raising theu. My attcutiou is 
culled to the express at 6.44 ; 1 gel line cItMr at 6.49, 
and diu'ing the ti:r.e I .'ini iiifber giving meetie^s or 
waiting for them. Between giving M.Q. and reeeiving 
the message would br about six momouts. I did not 
^vcM Q. at 6,37, but asked fur thu codu lime. 

ffar-i-y Oitmey (sworn). I nm a sigrabmui in the 
employ of the Great Noithci'n Company, at the 
St. Ni'ots Elntion. I have boun thei'L' about three 
months. I have been a signalman two yearn and 
three months. I was on duty on the 2Ut January. 
At 6.24 I received an express from I'etevlwro' 
and at 6.37 I reoLiived it from Ilolme. Again at 6.41 
1 I'oceived au express from Peterboro'. Nest at 7.47 
1 got 84 goods from Huntingdon. Aboul 6.47 I 
noticed Abbotts Hipton falling Huntingdon. Hu 
gave him S,l'. ; it wa.* to the south wibiu. After 
Ahhotla Ripton gave his SJ*., he added "From;" 
Huntingdon stojiped him and said, "Code." I woe 
then called to intend to the Scotch expi'esa. I saw 
nothing more until 7 o'clock, when I saw the messagu 
"Send doctors and help, &c." I happened to bclooking 
At the clock at 6.47. I should think it was about 
6..50 when I was called about the Scotch express. 
Tbe word code would mean the timo on the clo<'k. 

John Jotlet/ (sworn). I am a platelayer on the 
Great Northern Railway at Abbolte Rijiton. t was 
on duty on the 21st Jitnuary, and went home to gel 
tea abont ^ past 5, and about 2U minutes to 6 eame 
out again. I did not hoar any down train coming, so 
I went in again. It was snowing very Lard, i iiaw 
the coal-train coming, and I cleared the ix>inls of 
snow to enable it to shunt. I was in the signal cabin 
when tltc first collision occurred. I wont iaio the 
cabin to get my fog-signals. I ^aw the signalman 
calling on the driver of the coal-ti-ain lo mako basic 
and get into the siding, that ihe Scotchman wn« 
watting at Wood Walton. While I waa reaching the 
fog-signals the collision occurred, At^r the collision 
I went to the Abbotis Ripton porter to ask him to 
assist.. As smm as the collision occurred 1 saw the 
signalman go to the talking instrument, and take hold 
of it. I did not see bim write anything down. I then 
went away. Johnson only said the Scotchman wan 
into the coal train. 1 went up the line to stop tho 
Manchester train, and saw the ilistant-signals showed 
a white light. John Hnll coidd be sent fogging by 
tho Abbotts Ripton signalmttn. Joliuson asked 




to go fogging when I spoki 
\ being clear for the coal 
Jofiii. frail (sworn). 
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and have been so ibr SOyearB. ! never eaw sUch a 
night as that of the 2Ifit January. The coal train 
w«B Mhuntiug as 1 came up. T went into tht' cabin and 
gut my fog sigualis aud bow the collision as 1 \nw 
leaving ihi- cabin. I had intended lo go to tlic «p 
di8tai.i--i-i.al to Blleod lo it. If tU>' snow im|).-dcd 
the working I Himild have shaken il ..IT'. If f cf.uKI, or 
put down log-signals. It snowetl a hiiJe bi-fore I 
went to tea. i)_vcr hidf-past 5, and when I came out 
the eoal-traia w«^ shiuiliiig. I would not go out 
fogging unless the huow was very severe. li I am 
wanted 1 am sent for after going home from my day'e 
work. I remained in the hoUse without knowing 
what was the weather until I waa fetched out. 

Freiieri'-A Reuse (sworn). 1 am district locomotivn 
superintend en I at Peterboro'. I heard the engini!- 
driver of tho coal-train my that he lost some time 
iiwing lo washing out. The engine hail been undei^ 
prolog repairs aud llie Hteamcouid not he gut up until 
four or five minutes lalp. When he got into the ci«il 
yard his Itim wnn obHtructed, and he hud to be turned 
into auothcr lines and had then logo back to bis liiitn. 
In doing this, owing to the points being clogged by 
suow, the engine was turned down tho wrong road, I 
believe Bray, the driver, made some report abont losing 
tho time. 1 hflve known cotd trains start late. There 
is sure to he in(|uiry in unch ca;?es. If in tho parti- 
cular case, I found the bcM had been done, I should 
camion the people concerned. I think tbe storm of 
tlie Stst Jatiiiary was tho worst. 1 recollect. I havis 
hail csporiencc of rimntng in fog^ and snon-stormx. 
If the fiigimb arc not distinct, greater care should be 
InkoTi, and 9|>cod reduced ; but if Ihey could bo "oai 
a driver might he justified in not doing so, simply 
|jecan*c they might be giving wrong indications, 

Thomas Colirrl (sworn). 1 have been 21 years 
in the Great Northern Company's service, and at 
Peterboro' eight years. I commuuieatc with all 
stations down to Si. Ncots by telegii^h t^aking in- 
sti'nments. I prwlucc ii>y record honk, which shows 
that the cont-irain passed mc (in the Ci'escont 
junction cabin) at 6.5 p.m. on the 21st January. 
Tho express, 156 np, Ibllowed at 6.26; the next 
was 139 express, which passed at 6.39; then a nlow 
passenger at 6.15. A Iml who was with me told 
mo about 6.50 that Ahhotts Ripton was calling 
Ilnntingdon ; he was looking out for another mev^ge. 
I would ex[>ect tliat message from 6.47 to 6.1)3. 'I'he 
lad told me about 7 o'clock lie thuughl some- 
thing wai^ tbe matter Its Abbotts Kipton was sending 
an S-1*. I had no time to attend to it myself. 1 
beliuyc the S.F. message was " iScnd doctors and 
aasisljuicu, &iC." The coal-train would travel about 
2() and the express Ao miles an hour. The former 
would gel to Ilolme in 21 minutes, and could be 
shunted in four minutos. I said nothing idmat 
shun^ng the eoal-train ut Holme ; I thought it 
unnecessary. We regularly let coal . trains start in 
that way. It would be for tbe signalman at 
lluluiu to decide if the coid-train should be shunted 
there. There was ample time and to spare for the 
coal-train to gel to Holme, and be shunted befon- the 
express came up. It was perfectly safe uniler those 
circnmatancea to work tlie coal-irain in that way. 

?'J(A/.r (recallwl). When I went into tho cabin ou 
the night of the ot-cident I saw the signalman working 
the instruments. 1 asked him whether ho liad blocked 
the down road. Stukelcy was not mcntionoil. When 
I heard ihal he had blocked the lines 1 thought it waf 

JaiiKH Osliom (sworn). I am a telegraph lad in the 
Great Noilhcrn Company's service, nt|d have been 
so about Ifi months. I have been doing duly in the 
Crccecnt box, on the south of Peterboro', with 
witncM Colbert, who is the signalman. I waa on 
duly there on the 21st January, and watching the 
lel.graph instruments. 1 saw Ablnilts Ripton (A.R.) 
Irving lo call H.G., Huntingdon i ii way dioul 6.52, 
atid I told tho signalman A. U. could not get lI.G.'s 
nllentiun for two or three minnics. I r.iiv nothing 
but ILG. given by A.K. uuiU I iutorforod with Ctt, 
C 
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I then left off, aud 
Ahbotis Kiptun begun to call H.O. Of^in, and P.E., 
mentiing Petvrhoro' office. I did nut notice anything 
else on tlif inHtrumcntft until the miissiige, " Send for 
doclorK iirid iL«si»|.tuice." Thn S.P.'s are very npucial 
Bud ruji^ lit (lur pnhin. We do not take S.P.'s in our 
cabin, bui I should sit oni' poswinj; through. 

Mr. J'Uffiind [riM-aUcd). I iinvo fxiuuinuil the t>ouka 
at tliv variuiiB tf^lv^iiph box<:»' uu iht! circuit willi 
reforeooc to llm <mlling and uu-awfces connected wUU 
tbd accident, tuid inttdu itic following report to the 
8aperintend<;nt of lh<- line. I huvu cmeHtioned the 
BJgnulmt'U on the circuit us lu AhlHitts uipton having 
c^lfd Huntingdon at f).4T, and can gel no more 
eTidf nee lliati what lias been alrtiuly received. S.P. 
ifl regai'ded as aomeihing urgent, and u »ignalmaD 
should take it at once. If there won- fast trains 
paasing thej muHt bavi' attention. A eignalman'B 
oommon sen^e ought to have indtjceil him to tuke an 
SJ. from Abbotts Kipton inntanter. I should ihiuk 
the way in which MaddtMin accounted for him time 
between R.4f) nnd (iA9 was unfficioDt, though I eon- 
iider an S.l'. meaaage might and ought to have been 
received at that time. The trun in quoAtion having 
been three minutei passing between OlTord and 
HnntingdoD. and only half a miniito requireil for 
recording, at about 6.47 he would be watching for 
the train parsing the dit4taiit>signal, hut S.P. heing 
so unusual IVom Ablxttte Kipton. he ought to have 
been anxioua to know what it was. The signals are 
the rigndmfin'f flnit consideration, tie is on duty 
12 hours, but tliere are slack times in the day. I am 
not sure that Huntingdon could have received the 
S.P. inesaiigc before 'J.-19., even if lie hud prepared 
himself ut oncu to take it. The tneesiBge, " Express 
ran into the coal-train," the particular message which 
was aunt, could he taken in one minut«. 

Report rfferred to in Mr. Piggotfs Evidence. 

Gbkat Noktobbn Rau-wat. 

Signal Drpart.ment, 
Rctfonl, February 12th, 1876. 

Telegraph Cirrutt, St. Neoft to Pettrhoro'. 
Sir, 

1 have tjwhiy visited St. Neols. Oflbrd, Hun- 
tingdon, Yaxley, and the Crescent, Spital, and Wost- 
wood junctionti. [Those are nil comiirisod in the 
drcutt i New Kngtand north is not.] 

1 am unable to irncc anything on the circuit that 
■hnuld havp hindered the S.P. message being promptly 
doapfttchot from Abbotts Ripton, except Crescent 
junction inti>rfering while Huntingdon was being 
culle<l, nnil Petitrboro' transmitting thi^ trains ntt late 
as 6.59. 

No. 203, ilown fxpreas, passed St. Neota at 6.41, 
and vnis I^'lcgrapbcil to WcHtwood ul. 6.44. 

No. IflO, nxpreiw, left Putf-rbmo* ut 6.45, and was 
signnlli-il lo Holme at 6.52, lunl to Ilimtingdon ut 

Tlic only inti^rriiptiou I can discover, in addition to 
that reffrrt'd to by Mr, Blnlch in his evidence, is 
tlitil telegraph lad Oshom in the Crescent junction 
box stAtes he noticeii someone calling Huntbg- 
(lou at ultout 6.Mi he stopped them and liegan 
to call Abbotts Biptoii, at the same lime giving the 
Crescent junction code call "C.I." Ahbotts Ripton 
reptieil hy giving S.P. Oshom then gove up the 
circuit, and someone recommenced calling Hunting- 
don, and continued calling for same time. 

Osljorn did not see any further interference, but 
ohaervcd tliat wboi'vur was CAlling did not readily 
gain llnntingilon'ii attention. 

I am under the iinpresaion it wb« Oshom's inter- 
[losiog tlmi hiia been R-forred to as " the intftrraption." 

lev. down giKHlf, h-ft Offord nl 6.49, but Offord 
WAS unable Ui Irlegraph this train, owing to the 
instrument being i-ngagiid. 

Signalman U^uman of Ofroril states he obserred at 
dxnit 7 pjn. some one gave 8.P., bnt he neither 



intei-rupteJ nor not __ . 

gaged with the block instruments. 

The FInntingdon South box was also engaged with 
the block inatrumentH at 6.44, 6.46. 6,49, 6..52, 6.57, 
6.S9, 7.4, in addition to signalling and niokuig entries 
in his liooks. 

No one on the cirmit appears to have oWei-vml any 
intuHerunci', except the Yuxliiy ^igiiulniun. who stotcii 
he noticed an interruption between 6.45 and 6.50 1 
this IB doubtlea« the time when lad Osboru of tfao 
Crescent jtinctinn took ixisscwion of the circuit oa 
hereinbefore mentioned. 

I cannot traci? another case of anyone interfering 
with the instrumentM, cx<!ept the instance quoted by 
Mr. Blalch, when he transmitted the trains. 

Yours nbedienlly, 
F. P. Cocksholi, Ew]., Amo8 Piooott. 

King's Cross. 

Jahn Corbie (aworn). I am inspector at Peterhoro* 
station in the service of the (rrcat Northern Company, 
and have boon inspector for U ypars, 8 years at 
Peterhoro'. I was on duty on tho cvuning of the 
21st Janimry, and sent forward the Scotch cKpress M 
6.2.') at the station. 1 gate the guard the signs] lo 
stai'i. I did not know what trains were preceding it i 
that would i-ost with the Crescent signalman. There 
waa nothing unusual about the leaving of the Scotch 
express; it woa sever miiiutes lal«. 1 saw tht» tele- 
graph clerk, but made no inquiry about {ntins in 
front, nor was it my duly to do ho. Hi; rlid not t<ill 
mo of any message. [ did not sM- tlu; cnul. train [»issi. 
1 see a semaphore arm lowered, and then start a train ; 
it is my duty to act on the Creecent signal. 

IleargOirhlet/iHwiim). lam General Maiiujrer of tlio 
Orent Northern Railway and have boon so tor many 
years ; 2.5 years in the service of the oomiinny. Thii 
Scotch exprean waa stopjied at Ooncaster. I wa.« tbtrre. 
I'he train is ordered never to go through ihut xliitiun 
at more than l«n miles an hour. It stop]ied ni lake 
up Lord Colville, and the deteution was not mora 
than half n minute. We stop traina two or tliroe 
times a week to accommodal* the public, hut I might 
state positively that the officers never stop trains tor 
their own convenience. There were directors Noeing 
the Corporation at Duucn8U;r; wo thought it only 
right to stop and lake them up. I have never bean) 
of any single instance of a signal being so affocted 
by snow ns to giif a wrong indication to a driver. 
Like all mechanical arrangemcutA, signals are liablo 
to foilure, anil on imperfect signal might ba 
given. A formal report signed by every aignalmui 
is sent to the superintendent, stating if n signal biw 
failed, and why, and accompanit^d by a report from tbit 
signal-fitter explaining the defect. In December tlu) 
detect WHS tlint llie arm when moviHi for ihuigrr did 
not go quite lo a right angle, hut there was nothing tu 
lead UH to Hu>'[K>ct that a sigiml might ^ve a wronjg 
indication. The gi-eal aim of railway componicK ia 
lo kd'p time, and our efforts are exi-rtcd to prcsHrve 
pimctuality and safety, and the former should alwnya 
give way to the hitter. There is no doubt that in fog 
and Niiowfttorms drivers kw'p their trains under con- 
trol, Thu danger of signals showing wrong indio*- 
tjons wae quite unapprehended. Wo hod confiilciiCK 
in the block system in preserving an inuirvol of Bi>ac«!, 
and thought the signals might be relied upon. The 
signals which Mled were those which would be used 
under other systems of working than the block. I 
never heanl from anyone in our service that a signal 
had given a wrong indication ; we knew they worked 
stiffly. It would undoubtedly be prudent when tagaal» 
may be affected to reduce speed ; but this was a novel 
danger, and we are already considering how such 
dangers cau be avoided under all cu'cumstaiioes. 
Certainly punctuality should give way to safety, 
but when you begin to juMl.ify iiti punctuality you 
dlaorrange the tratflc, and the relative positions of 
trains ought to be, if possible, maintained. In oasea 
of fog we taki> oS trains (goods truiis), and 
it might be equally desirable in snowstorms, hat 1 
hesitate to think of disarrHnging the traffic We are 



olrCBdy reijuired ^ Onr directors to report what aro 
iho best meaus of preventing such ilangcrs. Tbc 
directors have never received reports of erfoneous 
si;];iiiklH being exhibited. With regard to contiuuons 
breaks, v/<< liave, with other compouies, experimented 
with all the koown kin<hi in use at home aud abroad. 
The reiiult of those tiiuls have not been tiommunicnled 
yot to the compauy. We have two trains running 
with continuous breaks under diSi?rcnt cunditions of 
gradients. We have not hnd sufficient experience to 
rely on the vacuum break itndor all circumistaDueBj 
owing to the attaching and detactuog of carriagea. 
Any break that can bo used muat aifonl great facility 
for interchange, and the attachment must be perfect) 
she wfi should place in the hanite of drivers power 
which might fail at tlio greatest need. Then we have 
to animge with compaiiti^ with whom we inler- 
chango Block, and consequenily to that extent the 
breaks must be universal. I think no company 
has quite made up its mind that any known sysiem 
of continuous breaks could be univereally applied, 
and it would, I think, be unwise for any company to 
furnish itself with a particulw break without con- 
sidering interchanging companies. I quite approve of 
continuous breaks, fully recognising the necessity for 
tliem. We are in the condidon of waiting and trying 
to Hud a break worthy of our adoption. The train 
which, in reference to the Abbotts Hipton case, we have 
made up for experiment, is as nearly oh possible mmilar 
to the original down express train. Frequently the 
guards at the tail uf a train caauol lieur the engine's 
whistle for the breaks. The front guard is the head 
guard. The guard." would generidly be able to sort 
the luggage in five miles ; there may be soTnetimcs 100 
parceb to sort. I have not heard of guards being 
hindered by luggage from gettiug to their breaks. 
The order for men to go out in fogs and snowstorms 
was simply an additional precaution. The men 
should have stopped to work the signals if the snow 
had l>eguu before they went home to t«a; the meals 
should be sent to them, aa provision is made. The 
clerk in chaige of eaci station and permanent-way 
inspectors are ordered to do this. On the day in 
ijucetion it is only said that anow was falling lightly 
when they went to ten, and on that night food was 
sunt out to the men. If they bad not gone home to 
tea before 8.30 they would have had something to eat. 
The driver was not bound to reduce hia speed unless 
he could not see the signals at a distance of loD yards. 
He could bring hia tmux to a stand in 700 or 800 
yards, perhaps 900 yardii on the gradient. Presuming 
the driver of the down express heard the fog-signals 
1,000 yards from the fouliiig-point, be might have 
pulled up. I might say that we have never heard of 
a train running past the home-signal after the warning 
of the distant .signal. A spee<I of 15 miles might 
have produced the same etfecls in regard to the 
position of tlie wreck. It is possible that a man may 
be engaged with a down train when he wished to 
show a roil band-Light to an up expres.s, but he ought 
to attend to the more urgent. On that occasion it 
was not urgent, because he might have thought he could 
rely on bis signals. Thire was no undertaking in the 
Great Northern Company's Act of Parliament that they 
should lay down a sejiarate line of riuls for miueial 
traffic We do not think the time has yet come for 
a third line of rails between London and Peterboro'. 
We have 35 miles of third line in operation, and 13 in 
construction. The third line is used for any down 
slow trains. We have lately been oonBideriug the ad- 
visability of putting a third line up this particular bank 
at Wood Walton, so as to prevent the delay to fast trains. 



It would be from the Conington cabin no doubt to 
Uuntiugdou. I ilo not think it reasonable tii exficct 
that the platelayers at Abbotts Riptoo, after n hard 
day's work, iihould have kept a look-out foi' the 
weather. Kvery irregularity of ciery description, 
and neglect on ibe part of fogmcn, would lie reported. 
The station-master at Holme might justly have thought 
the express could go forward on the occa.sion. If 
signals fail, the block system is perluips woixe than 
the time system. Certain cabins have no conversing 
wire, and on occasions of accident one would he 
useful, but under ordinary circumstanci^ thi'y would 
be unnecessary wliere now absent. A conversing 
instrument would be of assistance. Lord Colville was 
at Doncaster on tHe Company's business. In rt-j^ard 
to the question of continuous breaks, the practice of 
slipping carriages vrould have to be considered. The 
driver must obey signals, whatever they are, and then 
lib responsibility ceases. 

Enoch Catlry (sworn). 1 am an engine-driver in 
the Great Northern Company's service; it is 21 years 
to-dny since I entered the service ; and t have been 
driving fast trains about 15 yeiirs. I remember the 
2lBt January, when I left Pet«rboro' at 6.2.5 p.m., 
without particular instructiuns or warning. The first 
thing that ImpiMjned out of the ordinary octurse was 
pilchin;; into the i^oal train. The signals were at 
■'all right," 1 WW nothing but while lights all the 
way from Polerboro". T noticed the Wood Walton 
signals particularly, all white, distant and home. The 
distant -signal at Abbott* Etplon was a bright white 
light, not an imperfect sigiml, and visible at 600 or 
TOO yards. Il was snowing very heavily as I passed 
Wood Walton and approached Abbotts Ripton. W« 
were going from 40 to 45 miles an hour, the usual 
speed at that point, the same speed thai I go with 
that ti-ain wlwtever the weather. I did not think it 
necessary to slackc-n on account of the wentlicr. I 
saw no light from the van of the coal-train, nor the 
coal-train itself, before striking it, which we did with 
full steam on. I was- stunned, but I recollect the 
engine turning over, and then my getting off it, I 
was too much injured to make any observations after 
that. I got the fire out of the engine ae soon as I 
could, with the assistance of my mate. I did not-go 
into the signal-cabin, nor across the line, neither did 
I notice the signals. I have (U'iven that train in my 
turn sometimes once and sometimes twice a week. I 
have noticed a train shunt, sometimes at Yaxley, ^me- 
times at Holme, sometimes at Abbotts Bipton, but 
without knowing what train it was in regard to its 
number. I have never had a narrow esea))e of 
running into a coal train at Abbotts Uipton, and 
bave not bud convenwtions here (Huntingdon Infirm- 
ary) about such escapis. I bave never said that near 
Abbotts Ripton or Holme, I have " brusbetl " that 
train. I have not mentioned it to anyone. 1 ne\-er 
notice what ti'ains go up the Wood Walton bank in 
tront of me. I did not know on the night of thu 
accident that there was a coal-train in h'ont of me 
which would have to shunt to let me pass. I reduced 
my speed once at Yaxley until I could sec the signal. 
I could see the Holme distant-signal 500 or 600 
yards, perjiaps as far as usual on the night of the 
21st January, but not so clearly as if there had 
been no snow. On an ordinary night 1 can ^co 
the Wood Walton distant-signal lor three-quarters of 
a mile in passing Conington. On the nigh I in 
question, I caught sight of it at about tbi? stuna 
distance ; the snow did not interfere with my view. 
It was snowing very fast, with big flakes. 



Conclusion. 

The circiirastances connected with these two coUiaions have, in the course, of the 
above evidence, been clearly brought out ; but, in order that they may he better under- 
stood, it is accessary to select the principa! facts, and arrange them in their proper order. 
It will then be more easy, in discussing the various questions involved, to deduce the 



Icisons to be learnt from so terrible an experience; bearing in mind that the paramount 
objects of sucli an inquiry are, not merely to ascertain what inilividtials amongst the 
ofliotTs and servants of a railway Company m.iy be considered to be more or less 
implicated under tbe system of working m force, but also, and more especially, to 
determine the causes which ha\e, directly or indirectly, and in a greater or less degree, 
led U) (he disaster, and, with the aid of all previous experience, tbe remedies by which, 
in practical raiiwav working, such accidents may most surely be averted, and tiic public 
safety may best be secured. 

Tile weather on the night of the 21st January was, between Peterborough and Hunt- 
ingdon, and for some distance north and south of those places respectively, exceptionally 
Mcvert*. Between I'ontoii and Peterborough the telegraph-wires, coated with snow and 
ice to a thickness in some cases of three inches, tell down. The snow fell heavily, in 
large flakes, and in a condition to adhere to the substances on which it alighted. The 
storm, accompanied by a gale of wind, embracing a tract of country about 40 miles in 
breadth, and tr.ivelh'ng genei-ally in a north -easterly direction, after doing considerable 
damage on the Great-Western, the Midland, and the London-and-North-Westem 
Railways, struck the Great-Northern Rnilway, perhaps, about 'l..'il) or 5 p.m., but at 
all events before fi p.m., and lasted till midnight. 

Tlie first of these collisions occurred, as has been plainly seen, about 6.44 p.m., 
between an express-train, on its way from Edinburtjb to London, and a coal-train which, 
having preceded it from Peterborough, was being shunted into a aiding nt Abbotts- 
Itrpton ti> allow it to pass. The coal-train, consisting of an engine and lender, 33 loaded 
waggons, and a break-\an, left New-England, on the north of Peterborough, at .'3..5.3 p.m., 
18 minutes late. The engine was late out of tbe shed, after being repaired and having 
its boiliT washed out; and there was some further delay in starting the train, from the 
lines in the caal-yard bt'ing obstructed, from the points Iieing clogged by snow, and 
in consequence of the weather. The coal-train, therefore, passed the Crescent-junction, 
on tlie south of Peterborough, where it joined tbe main-line, al 6..') p.m., 21 nrinutes 
before the Scotch-express-train, and Holme at 6.2\, l(i minutes lieibre the Scotch- 
ex [ires^-train. The Ilolme signalman, int'^nding to shunt the coal-train at Holme, to 
avoid ihe risk of its delaying tne express-train, kept his signals at danger, as he thought, 
against the coal-train ; but he found that the engine-driver of that train, in running past 
his cabin, pnid no attention to his signals, and he reported the circumstance to the 
station- master. The evidence as to wliat then happened at the Holme station was 
unsatisfactorily given, and is not clear ; but it is certain that the Holme station-master, 
who knew from the report of his signalman that the signals at his station were prevented 
by the snow from working properly, and that the coal-lrain had run past them, and who 
might easily have inferred that other signals of vital importance to the safety of the traffic 
were likely to be similarly affected, saw and allowed the .Scotch-express-lrain to pasa at 
its usual speed through his station without taking any precautions in the way of warning 
the engine-driver ; whilst the Holme signalman, not having the means of communicating 
by speaking-telegraph-instruments with the intermediate cabins at Conington and Wood- 
\V'alton, simply infortned the Abbotts- Ri|iton signalman of the coal-train having run past 
bis signals. The coul-train, after leaving Holme, passed the Conington cabin at fa.25, 
i:i minutes in advance of the Seotch-express-train, and the Wood-Walton cabin at 6.31, 
nine mlimtes in advance of the Scotch-express-train, and was stopped at 6.41 at Abbotts- 
Uipttm, where it was timed, and the engine-driver expected to shunt, by a band-lamp 
from the signal-cabin ; and tbe signalman, keeping his own signals at danger, :md not 
giving line-clear to Wood- Walton, instructed ihe engine-driver to set back into the 
up-siding. The cnal-train, pititected, as the Abbotts- 111 pton signalman believed, by hia 
own signals, and also by the W(K)d-Walton signals, was Iieing pushed back, and bad, 
rxcepting the engine, tender, and fbiu' or five waggons, got into the siding, when the 
signalnnin, knowing, from the information he had received by telegraph, what ought lo 
be the position of the Scotch -express-train, told the cngine-drivnr to make haste, ia 
order lo prevent the detention of that train at Wood-Walton, As he was thus 
endeavouring to hurry the engine-driver of the coal-train, the Scotch -express- train 
dashed, at 6.44, into the coal-lrain at full speed, and with the steam on ; the engine- 
driver of the express-train h;iving seen nothing but white light* at the .Abbotts-liipion 
and Wood-Widtoii signals, and having seen nothing of the coal-train lufore his engine 
came into collision with it. It was thus, in the first place, the failure lo act of the 
fixed-signals at Holme, which caused the coiil-tiain to pass that station, where there was 
16 minutes to spare, anil therefore time to shunt it without any risk of delay lo tbe 
express-train ; and, in the second place, the failure to act of the tixed-signals at Wood- 
Wulton and Abbotte-Hipton, which dcprivt;d the coal-train of the protection which it 
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would otberWiSC) whilst being shunted at Ablmtts-Riplon, have received (iom those 
signals. 

As might naturally be expected, it took some little time for those who were concerned 
iti this first collision to coUlvI their ideas. The down-line as well as llie up-iine was 
hopelessly obstructed, cnminnnication ironi the north to the south of the debris was 
difficult, and the storm was very severe. The Abbotts- Hiptou signahnau is unal.ile to 
jlive a clear account of bis subsequent proceedings, but lie appears lo have at once placed 
tlie levers of his down-signals in the position of danger; and thtre can be no doubt, 
from the evidence of others on the sime telegraph-circuit, that, commencing at 6.-15, one 
mmute after the collision, he vainly endeavoured from time to time to send a special 
message to Huntingdon, to report what liai) happened, and to ask for assiftance. He 
did not, however, until eight minutes after this collision, or about 6.52, do what he 
ought to have done immediately after pulling over thu levers of his down-signals, give 
five beats on his telegraph -bell, to indicate linc-hloched, lo the Stukclcv c:iliin, 2 miles 
and 737 yards on the south of him; and as he was doing so — ;just too late — the down . 
Leeds-ex press- tram was passing that cabin. Meanwhile, a foreman -plate! ay er ran south- 
ward with fog -signals, two of which, accordmg to his statement on the ground, he placed 
and saw explode, 98 yards south of the down-distant-signal, or l,i:i6yardB from the 
Abbotts-Ripton cabin, or rather more from the point of collision; and the fireman of 
the coal-tram, in fnllowing him, placed two fog-signals, as he atnted in his evidence 
50 yards inside of the same signal, but as he pointed out on the ground 148 yards 
inside that signal^say 900 yards from the point of collision. A relief-clerk, also, who 
had been a passenger in the Scoteh-express-train, after making his way to the south of 
the wreck, proceeded southward with the engine which had lieen detached by the force 
of the collision from the coal-traiu, in company with the guard of ihat train and others, 
to give warning and obtain assistance from Huntingdon. In neaiing the down-distant- 
signal they met the Lceds-express-train, and they did their best, by opening the engine- 
whistle and exhibiting a red-light from a hand-lamp, to warn the engine-driver of that 
train. They saw some fog-signals explode before they reached tlie engine of that train, 
but it was of course impo.>s1ble for them, under such circumstances, to pomt out their 
precise position when they did so. 

Turning now to the Leeds-ex press-train, and the signal-cabins south of Abbotts- 
Ripton, it would appear that at 6.49, five minutes after the first collision, that train 
passed the Huntingdon south-cabin ; and that the signalman in that cabin, who knew 
at 6.8 that his up home- and di>tant-signals were clogged, and at t).34 that his levers 
were not working properly, was aware, at 6.47) (though he denie.'j having noticed anyone 
calling until 6.57,) that the Abbotts-Ripton signalman was trying to send him a special 
message, which he did not accept until 7'5. At 6.-52, also, eight minutes iift^r the 
first collision, the Leeds-express-train passed the Stukeley cabin, 2 miles 737 yards from 
the Abbotts-Ripton cabin, still at full speed, at the moment when the obstruction -signal 
of five lieuts on the telcgraph-bcll was being forwarded along the wires from Abbotts- 
Ripton to .Stukeley. Having seen nothing but wnite lights at the signals up to that 
point, and still believing all to be clear for him, tlie engine-driver of that train, who was 
doing his liest to keep time, approacbed the Abbotts-Ripton distant-signal, which also 
showed a bright white light, at a speed of 40 or 50 miles an hour. He was driving a 
powerful engine, with a tender and l^^ vehicles, of wliich three were break-vehicles, each 
containing a guard, behind it. He heard some fog-signals explode, about 60 yards', as 
he thought, after he passed the distant-signal. He saw the coal-engine travelling in 
the opposite direction, on the up-line, and the red light displayed from it. He did his 
best to bring his train to a siand, but he failed to do so until his engine cauie into 
collision with the debris of the first collision, at a speed believed by him and his fireman 
to lie 1.5 or 20 miles an hour, but stated by other witnesses, including the guards of the 
trahi, to have Iklh very much greater. Ami thus the second colli.-ion, with all its 
distressing consequences, occurred between 6.55 and 6.56, more than 1 1 minutes after 
the first collision ; the special nicssage above referred to, intended to report the first 
collision, and attempted, after a va/ling which began at 6.45, to be sent at 6.47, not 
having been accepted at the Huntingdon soutli-eabin until 7-5 ; the obstruction-signal 
Iiaving been forwarded from Abbotts-Ripton and received at Stukeley, as stated, at 6.52 ; 
and the Abbotts-Riptim down -distant-signal having still shown at 6.55 a bright white 
light, as if all were clear for the Leeds-express-train to run at full speed past the 
Abbotts-Ripton cabin. 

Such being, generally, the - circumstances which preceded and led to these two 
collisions, it will be desirable next to discuss the causes by which they were produced. 
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from their cabios, with their signal-levers in the positions of danger, were unwittiugl)' 
displaying white liirhts in place of red lights at their signal-posts to the engine-drivers ; and 
such misleading signals were, in fact, far worse than no signals at all. If the Isiiips bad 
gone out altogether, or had shown half white and half red, or had been visible for 
shorter distances, thon it would have beeu the duty of the wigine-drivers to treat ihein 
as danger-signals, or to approach them with caution ; but, inasmuch as these lanip>- were 
showing bright white lights, they were the fatal means of saying all-right to the engine- 
drivers when there was imminent danger, and of inducing them, in the up and down 
express-trains, to keep on their steam, and maintain to the utmost of their power the 
high speed at which they were timed to travel, under the adverse conditions of weather 
lo which they were subjected, The most subtle ingenuity could hardly devise means 
more misleading, or more certain of success, for luring the engine-drivers, witli their 
trains loaded with precious human freight, forward to inevitable destruction. These 
signals, plainly indicating safety where there was so much danger, enticed, first, the 
engine-driver of the Sccch-espress-train to pass the Wood-Walton cabin and to 
approach tlie Abbotts-Ripton cabin from the north at full speed, and to dash into the 
coal-train with his steam on ; and, secondly, the engine-driver of the down-cxpress-irain 
to pass the Abbotts-Ripton distant-siiinal, on his way from the south, at such speed that 
he was unable, with the means at his disp<isal, on receiving warnings from fog-uignals and 
from thf men on the engine of the coal-train, in travelling, say 1,000 yards, to avoid the 
second collision and its terrible results. 

These collisions thus occurred, then, not from any failure in the principle of blocic- 
working, but liecause the signals, as ordinarily used, with or without it, afforded 
misleading indications; iind it is necessary to represent plainly and forcibly, and to 
dwell upon, these facts of the case, in order, not merely to assign to the collisions their 
true causes, but still more in order that the remedies and other considerations with a 
view to saie-working may be clearly understood. The questions which naturally arise 
out of them are, (1) in. what respects the officers and servants of the company did or did 
not do their duty properly ; (2), how far the apparatus of signalling or the mode of 
working may be improved; (3), whether it be wise under any circumstances to maintain 
so high a tipeed through such a storm ; and (4), what additional means of precaution 
might under such circumstances be adopted. 

As regards the servants of the Company with the trains, no blame whatever can be 
attached to them. The engine-driver of the coal-train ran forward properly to Abbotts- 
Ripton, on finding the signals at all-right for him to pass Holme, and he was doing his 
best to shunt into the sidii:g at Abbotts-Ripton when the first collision occurred. 
The engine-driver of the Scotch -ex press-train, who was himself seriously injured, is 
much to be pitied, but certainly ciinnot be blamed, considering his instructions, his 
praclice of working, and the obligations imposed on him as regards punctuality, for 
maintaining his :ipecd when he fitund white lights at all the fixed signals, and received 
no warning of danger. The engine-driver of the Leed^-express-train, _who was but 
slightly injured, was similarly misled by the down-distant-signal at Abbotts-Ripton, 
which showed a white light at 1,038 yards from the cabin ; and was doing his best to 
keep time with his train under very disadvantagfons circumstances, when he was 
suddenly warned, by explodtng-signals, and by the men on the coa'.-enginc, of inijiending 
dan';er. The rails were no doubt in a slippery condition, It is a question how tar the 
middle and rear guards of the train afforded assistance ti' him in pulling up. He, no 
doubt, did what he could in the position in which he was placed, and no blame can 
properly be attached to him in regard to the second colUsion. But the station-master 
at Holme, who was informed by his signalman of the coal-train having run past the 
Holme signals when they were supposed to be at danger, and who found that the 
sign:ils were affected by frost and snow, might, if lie had displayed greater activity and a 
moderate amount of forethought and caution, have been the means of averting the first 
collision. He knew that, this iirst irregularity having been unwittingly committed, the 
coal-train could not then be shunted short of Ablwits-Ripton, and that it would have to 
precede the e.\press-train up an incline of 1 in 20<.) before it reached the sidmg at that 
cabin. He could see "vvhat the weather was. He might easily have inferred that other 
signals along the fine wouhl be similarly affected. It is impossible to believe that he 
would have been fomtd fault with, under such circums lances, by the superior odicers of 
the Company for sof>ijvious a measure of precaution. And be might fairly have been 
expected, as he cou/^i "ot communicate by telegraph with the Conington and Wood- 
Wallnn cabin!', to e^(,^.^ci what he seems to have considered the rigid bounds of his duty, 
\d tlie strict k-ii^,^ ^-^f hjg instructions, by slopping the Scotch-express-train, and 




wflmtniEr its engine-driver of the condition of the signal?, and of the coal-train having 
Cfone forward to Abbotts-Ripton. 

Tfie signalman at Abbotts-Ripton was clearly in no way to bliinie for the first 
collision. It "as not his fault that the coal-train, after running througli Holtne, came 
to siiuDt at his cabin so short a tiipie before the Sculcli-exprLSs-train reached him. He 
did his best to protect the shunting coal-train, h}' abstainnig from giving line-clear to 
Wood-Walton, and by keeping his own signals al dani;cr. IJut he evidently lost his 
presence of mini] lo some extent after the first collisiim, partly from the stunning effects 
of that collision itself, and partly, perhaps, (roiii the difficulty he experienced when he 
tried, on his speaking-instrument, lo report it to Huntingdon. He ought, undoubtedly, 
to have given the obstruction -signal, by five l)eat.« on his lelegraph-bell, to the Stukelcy 
cabin, at once after pushing over the levers of his down-signals to the position of danger. 
Hut he was seen to he calling fiuntingdon south-cabin at 6.4o, only one minute after 
tlic first collision, and if the message he then tried to send had been taken during the 
following tliree minutos, the second collision would not, probably, have occurred. 

The evidence thai this man, Jnlmson, the Abbotts- Ilipton signalman, was endeavourin|[ 
to tclegrapli to Huntingdon as soon as possible after the first collision, (nay be summed 
up as follows : — 

Tlie guard of the coal-train. Hunt, on going into the caliin'to see if both lines were 
blocked, understood that sucli was the case, and that Jolmson " was trying to attract 
attention, to telegraph an accoimt of the accident." Simpson, a guard of the Scotcb- 
cxpress-train, re-lighted his lamp, went up to the signal-cabin, and found Johnson 
"busy with his telegraph-instrunienls." Blatch, a telegraph-clerk at Peterborough, 
who was waiting to telegraph a train at 6.45, then sa^v some one calling Huntingdon, and 
saw .Abhotts-Kipton, having gaini'd attention, offer an S.F. (special) message to Huntingdon 
at 6.4". And it was only on Huntingdon not accepting the S.i*. message, and Abbotts- 
Ilipton apparently ceasing in the attempt, that he then telegraphed a train at 6.50 to 
Holme, at G,.')l to Huntingdon (north and soutli cabins), and at 6..')2 to Oftbrd ; so thatr 
Maddisnn, the signalman in the south-cabin, Huntingdon, who did not accept the S.P. 
message at 6.47, did. at 6..t1, accept and receive a train-message. The signalmin at the 
Crescent-juuction-cabin near Peterborough, heard, about 6..'jf), from the telegraph -lad in 
the cabin, that Abbotts-Ripton was calling Huntingdon, and at 7 o'clock that " something 
must be the matter," as Abbolts-Hipton was sending an S.P. And the lad, ()sl>orn, 
saw, abmit C.52, that Abbot ts-UIpton could not get Huntingdon's attention for two or 
three minutes. He attempted to use the instrument himself, but was sto])ped l»y 
Abbiiits-Hiplon with an S.P.. and Abbotls-Riptou begun again to call both Huntingdon 
and Peterborough. It cannot, therefore, l)e doubted tlmt Johnson, tiiough he ought 
sooner to have given the obstriicl ion-signal ol' five beats on the telegraph -bell to 
Slukeley, did commence idtnost Immediately after the first eMlllsion, and clid persevere 
from time to time in his attempts to telegjaph tlie iiccident to Huntingdon, and was 
mainly prevcnjcd by the signalman, Maddisoii, in the south-cabin, Huntingdon, from 
doing s< I till 7-5, 20 uilnntes after he began to call Huntingdon; and the same speciai 
message was finally dispatched by Bradshaw at 7.5, as It had been written by Jonnsim 
before Bradshaiv reached the cabin at 6.58, when he found Johnson was still doing his 
liest to send it 

The signalman at the Huntingdon -outh-ealiin appears to be more deserving of 
censure than any other servant of the Company. He denies having been " called '* 
from .'\bbotts-Riptoii until 6.5'/. But the evidence of others on the same telegraph- 
circuit is clear. He must have known at 6.47 that the Abbotts-Ripton signalman, who 
l>egan to call him at 6.45, was trying to send him a special message, with the prefix S.P., 
which would indicate aoniething unusual and important, and which tnight be very 
urgent. He contented himself with delaying the transmission of this mes'age more 
than once, by askini: in reply for the code-time, and hy returning M.Q., for " wait." 
He allowed the Leed-express-train to pass him at 6.49, at full speed ; the instruments 
were employed meanwhile for other messages; and it was only at 7.5 that he accepted 
from Alihotts-Hipton this special message, with Its code-time of 6.4.'j, reporting the 
collision, and asking for assistance. His own excuse lor not accepting it when it was 
first offered was because it did not commence with the code-time and the number of 
words, and was thus " unbusinesfllke." If he had at once taken it, after seeing the 
imjHirtant prefix S.P., as he ought to have done, he might, apparently, have been able 
to use his hand-lamp for slopping the Ijeeds-express-train near his caliin, — five minute** 
after ibc first, and six niitmtes before the second collision. 
^ There were other precautions, also, by the use of which these collisions might have 
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been avoided, and to which it is important to refer. The signalman at Wood- Walton, 
not having received line-clear for the coal-train, which passed him at G.IJl, and not 
knowing, even, whether if. had i-eached Abbotts-Rlpton, when ho received be-ready at 
6.35 for the Scotch -express-train, wlien he received tr;iin-on-line for it at 6.3/, or when 
it passed him at 6.40, gave no warning, even with his hand-lamp, to the engine-driver. 
He could not see the condition of his signals, because the snow covered the windows of 
his cabin. He " thought, when the Scotch -express-train passed, that the coal-irain 
would not be clear, because he expected it would be shunted at Abbotts-Ripton." 
He stated, first, that he "did not hear" the Scotch-express-train npproaching, "on 
account of the wind," until it passed his cabin ; and afterwards, whcp rt.*-called, that he 
did not show a red light from his hand-lamp to the engine-driver, because he was "usii.g 
the hand-lamp for drawing down a train of empties." But as he had received from the 
C'onington-cabin, the be-ready signal ior it at 0.35, and the train-on-line signal at 6..^7, 
he knew precisely when it ouprht to be approaching hia own cabin. Under hi* in- 
structions, he ought to have placed fog-aignals on the rails, to supplement his fixed- 
signals on such a night. This would, of course, have necessitaled his leavinii; bis cabin ; 
but if he could not do so he might at least have been ^xpt-cted in such circumstances 
to use his hand-lamp in addition to his fixed-signals to warn the CTigine-driver, especially 
as he had experienced similar difficulties in regard to the working of his fixed-signals, 
and in daylight, on account of snow, in the previous December. He subsequently 
used hiis hand-lamp to stop the Manchester-express-train, when that train was runninis 
past his signals. The subject of the use of hand-lamps under such circumstances will 
be again referred to in a separate ])aragraph. 

The platelayers, also, might have averted these collisions, if they had, in accordance 
with the printed instructions quoted in the appendix, attended to the signals, and 
ensured their working properly. But there were no platelayers in attendance at any one 
of these signals at the critical moment. Two platelayers went, indeed, to the Abbotts- 
Ripton cabin; and they were engaged, the one in reaching down fog -signals, previously 
to starting, at the signalman's rL-quest, for the down-distaut-signal, — and the other in 
leaving the cabin, aftei- having provided himself \vith fog-signals, for the up-ilistant- 
signal, when the first collision occurred. The storm came on, no doubt, at an awkward 
time as regards the duties of these men. They were finishing their day's work, and 
going home ibr their tea, about the time that it commenced ; and when they left their 
tCM, and were preparing, if necessary, for a night in the snow at the signals, it was too 
late. But the lesson to be learnt from such a state of things is a striking one. It is, on 
the one hand, difficult to blame men who, after a long and hard day's work, do not, on 
the commenccnifnt of a snowstorm, at once start, without their tea, in heavy snow, 
strong wind, and hard frost, for a night at the signals. But it is, on the other hand, 
sufficiently apparent, how great the risk that must be incurred, hi attempting to conduct 
such traffic in the ordinary wav, and to run express-trains at full speed, especially at the 
commencement of such a storm, and betbre the platelayers have had time to get to the 
signals, to knock the snow and ice from the arms and wu-es, and thus to keep them in 
working order. 

In regard to the liability of fixed-signals to "stick" in such weather, there is the evi- 
dence of several of the servants of the company concerned iu these collisions; — 

Wilson, the engine-driver of the Leeds-express-train, who had at one time been a lad- 
porter, employed to light the signal-lamps, had frequently known the signals to stick in 
such weather. Murfitt, his fireman, has " known the ejgnals to stick through the snow." 
Gammons, a platelayer, noticed, as the up Manchester-express- train passed Holme, that 
•the distant -signal which ought then to have l>een turned to red, continued to show a white 
light ; and, knowing that the snow might weigh down the arms, he watched the signal, to 
see whether it remained in the same condition after the passage of a stopping train which 
followed. He had seen the same result from snow previously, but not so badly, and 
"once before this winter," Rose, the signalman at Wood-Walton, found in December 
last, in the day-time, that his signals " would not work on account of snow." Trowell, 
the signalman at Stukely, having before had trouble of the same sort, and being "sus- 
picious because of the weather," sent a man to see whether his down -distant-signal was 
working properly. Pallinder, the signal-fitter at Huntingdon, had " very often found 
" that signals would not work in snowy weather, but had on previous occasions been 
" able to free them I)y working tiie balance-weights. Last December he had to clear 
"■ the snow off the signals at Huntingdon, Holme, Yaxley, and Fletton, because they 

the signals themselves- 

•■onstructed, with some varieties as 
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regards the details, f^o ai$ to be worked from a greater or less distance, fanr means crt 
lev'jr^ or wheels in or near the cabins, wire-connections mnning over metal pdHevs, 
halarK:i-*.veights on the hijrnaUpost-, and R>ds running up the posis. When s iener k 
pulled forward, the wire is strained, the balance-weight is lifted, and the semaphore-ann 
]s drawn doAn to a vertical position in the post, at ti)e same time that the rtd giass or 
hjU'f'Vdch: i.s withdrawn from the front of the signal-lamp. When the -ever is poshed 
back again, the balance-weight at the pojjt is depended upon, in fal'''"..". to draw the 
hlack-wjre through the pulleys, and to cause the seniaphoTe-arm to return to the 
J)ori/ontal {>ohition, at the same time as the red glass or spectacle covers the white 
light of the lamp. The present arraDgements for fixed-signals have come into gcDOiI 
employment, main)}- on the semaphore system, on account of their simplicity lod 
general efficiency ; and the balance- weight at the post has been preferred as t 
means of causJng the signal to return to danger, because there is not, in the evem 
of a wire stretching or breaking, the risk of the signal remaining at aU-rigfat, lod 
giving a wrong indication. On the other hand, when there is undue friction throngii 
the pulleys, round curves, or against intermediate objects, the balance-weight is soid&- 
tinie.s insufiident for its duty;«and it will readily be understood that when ice or snow 
overloads the seniaphore-arms, coats the wires, already contracted bj' cold, and interferes 
with the action of the pulleys, the signals, and especially those worked at great distances 
frr;ni the cabins, may too easily \>e rendered inefficient. The signals are, as j&r as 
|K>ss:ible, kept within sight of the cabins, or, if they are not visible from the cabiiis, 
ekfctric or other repeaters* are supplied to record their working, and to infonn the 
Hignalrnan whether the arms and glasses are working by day or by night, and also, m 
many (*aseK, whether the lamps are burning by night. But it is obvious that during fogs 
anrl heavy snowstorms the signalmen cannot observe the working of their signals as they 
arc (tx[)('cted to do in clear weather. 

Such Ixjing the ordinary conditions of signal-working, the experience of the present 
juteident naturally leads to many reflections as to how they might be improved. For . 
instance:, the win^s might be covered for the whole of their lengths, and protected from 
extreme changes of temperature, and from snow ; the home-signals might be worked, 
as is alr(»ady done in many cases, by rods in place of wires, which w^ould enable the 
signalmen to shake the snow from them ; and the distant-signals might be worked by 
double (endless) wires, as they have been, especially on the broad-guage system 
of railways, in addition to balance-weights ; and all signals might be furnished with 
repeaters in the cabins. Then, again, they might be kept, as a rule, at danger, and 
only lowered to all-right when trains are teleii:raphed or expected^ in which case they 
would be less easily, and less dangerously, affected by snow than when they are kept 
more constantly at all-right. And on this point it may be observed that a si<;nal stuck 
in the position of d:ni*^er would only cause delay, whilst a signal stuck in the position 
of all-rif^ht may, as is too clearly evident from the present case, become a source of 
frightful danger. It is well that these and other proposals for improvement, which are 
coiiMantly invented or advocated, such as combining sight with sound at the signals, 
and the use of detonators, mechanically applied, to supersede the use of fogmen, should 
receive full consideration and discussion, after the experience of so terrible an accident, 
caused mainly by the failure of existing signal -arrangements. But, in the course of 
such deliberations, the facts must not be lost sight of, that men are still liable to make 
mistakes, machinery is still liable to fail, and further complication is by no means certam 
in all cases to produce greater salety. Great progress has been made of late years in 

Scrl'ccting the apparatus employed, and further progress may be made. But it must be 
one cautiously, and, as henitofore, by the light of experience, as to what is really found 
in practice to conduce to safe and convenient working. It is* not wise to prove too 
much from a single case, but the lessons of this must he taken in combination with those 
of other accidents, in indicating tlie directions in which further improvement may be 
cUcctcd. 

As regards the regulations for block- working, it will have been observed that the 
Abbotts-Ripton signalman did not ^ive line-clear to the Wood- Walton signalman before 
the lirsl collision occurred, and that if the fixed-signals had not failed to act, the shunting 
coal-lrain would thus have been protected by the Wood- Walton as well as by the 
Abbotts-Ripton signals. But in ordinary weather line-clear would, in accordance with 
the priiiuul regulations, have been given from Abbotts-Ripton to Wood- Walton, wIdM 
the coal-irain was still shunting on the north of the Abbott s-Ripton cabin. Under i 
a method of block-workinu*, the interval of space between trains becomes redp< 
the short distance (6S yards in this instance) betwxx.Mi the shunting train and the 
signal-post ; and sometimes, as I have had occasion to point out recently^ in thti 
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two collisions on the Midland Railway, to the thickness, so to speak, of the signal-post. 
It is obvious that the advantages supposed to be derived from the block-system, by 
insuring intervals of space between trains, must, under such circumstances, be more or 
less nullified, and that the bluck-syslem so worked becomes only u delusion and a ynaie, 
leading; to the belief that absolute safety is provided when there is constant risk. And 
inasmuch as collisions are very much more frequeni between running trains and shunting 
trains than between running trains followinfr one another, the system thus becomes weak 
where it most requires to be strengthened. 

The printed regulations issued for the guidance of the Company's servants during 
'* fogs and snowstorms," Appendix A, will properly receive special attention with 
reference to these collisions. In those regulations ; it is provided (par. 2), that when 
** fixed signah cannot he seen at. a dutance of 150 yards, a platelaifev to act an 
" f<*g-^n.an must be placed at each ilistant-siffnal, and one must also he placed near 
" t/ie signal-box of each juncHon to assist the signalman ; " (par. 3), that " it w 
" not necessary to place fog-men at the home- or distant-signals ofany block-signal-box 
*' which is not at a statio7i or junction ; " and (par. 13), that "signalmen at intermediate 
" boxes must be proinded with detonators, and in foggy weather or a snowstorm must, as 
" far as practicable, keep two detonators on the rails when the home-signal is at datiger." 

It will be seeu that the platelayers were not required by these regulations to attend 
under any circumstances {par. 3) at the signals of the Coninj^ton or Wood-Walton 
cabins, nor*(par. 2) at ihe Holme or AblKJtts-Ripton cabins so long as the signal-lamps 
were visible for 1.5U yards ; am! that in these regulations the contingency of the signals 
requiring attention from the platelayers during a snowstorm, in order to provide 
against their ceasing to act, or acting imperfectly, is not contemplated. But the regula- 
tions did require (par. 13) that the signalmen at the Conington and Wood-Walton 
cabins should, as far as practicable, keep two detonators on the rails when their home- 
signals were at danger. In order, however, to carry out this last provision, it would be 
necessary for the signalmen to leave their levers, their instruments, and their cabins, and 
to go down upon the line during such a storm, whenever their home-signals were at 
danger; and this is one of a class of rules that is hardly likely, from the difficulty of the 
case, always to be olieyed. If, on the other hand, the signalman were enjoined to exhibit 
during snowstorms their flags by day, and their hand-lamps by night, from their cabins, to 
confirm the indications of their fixed-signals, there would not be the same excuse for 
disobedience; and the indications thus afforded would be most useful to the Company's 
servants witli the trains. The raised signal-cabins, as now constructed, with glazed 
fronts and sides, are conspicuous objects, especially when lighted up during the hours of 
darkness; and they are the objects to which the engine-drivers and guiirds naturally look 
ID passing for guidance, especially whilst travelling at high speed. Althout;h hand- 
signals employed at the cabins to wave the engine-drivers past fixed-sii^nals at danger 
are for many reasons objectionable, hand-signals exhibited in confirmation of the fixed- 
signals would be always valuable, as a guarantee to the engine-drivers, both of the proper 
working of the fixed-signals, and of the care and attention of the signalmen. It would, 
of course, be impossible, when the traffic is constant, :md trains are liable frequently to 
pass at the same time in both directions, for the signalmen in all cases to einploy their 
hand-signals in addition to their fixed signals, and it is not necessary that they should 
do so ; but the practice might with advantage be adopted more frequently, and especially 
when the Bi^nahnen are unable to see, as in a heavy snow-storm, whether their fixed- 
signals, unfurnished with repeaters, are working properly. It is impossible, at all events, 
to avoid the reflection, with reference to the present c:ise, that if the Holme signalman 
had, as the Abbotts- Ripton signalman did, shown a red-li'jht from his hand-lamp to the 
engine-driver of the coal-train, (who knew that he would in the event of the Scotch- 
eipress-train runnint^ punctually have been stopped there), the coal-train might thus 
have stopped and shunted safely out of the way at Holme; and if the Wootf- Walton 
signalman had employed his hand-lamp, in confirmation of his fixed-signals, to warn the 
engine-driver of the Scotch-express-train, the first collision wonld in all probability have 
been avoideti, and the second would not then have occurred. The Manchester-ex press- 
train following the Scotch-express-train was, in fact, as already referred to, stopped, as 
the Scotch-express-train might have been stopped, by a red-light from the hand-lamp of 
the signalman at Woud-Walton ; in obedience to which the engine-driver, after finding 
"white lights at the dist.mt-siynais, and passing the Wood-M'altun cabin at a speed of 40 
miles an hour, brought his train to a stand al the down -distant-signal beyond that cabin ; 
and the Conington signalman employed the same means to stop a slow-passenger-train 
at 7.10, when, not having got line-clear from Wood-Waltim, he observed it approaching 
him, atter passing white lights at the signals, at too high a speed. 
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It wouhl n(^t therefore, Ik* unreasonable, and it is important, to require, especially in 
such weather, if detonating signals cannot be put down in compliance with the above 
regulutions, that this simple precaution, of employing hand-signals, should at all events 
he adopted. 

But whatever may be done in these respects, and however perfect signal-arrangements 
umy Ik* made, the further question must remain as to whether it is reasonably safe or 
juKtifiable to attempt to conduct the traffic as usual, and to run at high speed throu^^h 
licavy snow-storms and thick fogs. This is a question to which I have necessarily 
n^ferred in regard to previous accidents in reports to the Board of Trade, and which 
has rcc(»ived much illustration in the evidence on the present case. The en^ne-drivers 
with the express-trains in this country, running through for long distances, have no time 
to spare in average weather and ordinary conditions, ii, even, they are not at times com- 
pelled to run some risks in order to maintain punctuality. An insight may be obtained 
)y a careful perusal of the above evidence of the dangers that are encountered in 
eiidcavouiing to keep up the same rate of speed in a snowstorm. The platelayers, aft» 
their day's work, go home to their tea, and sally forth for a night, to be spent in clearing 
the points of snow, or doing duty at the fixed-signals, which they reach too late, unfor- 
tuiiutc^ly, to preirent them from misleading the engine-drivers ; and which they find it 
iin[)ossil>le in some cases, after they reach them, to keep in working order. The signalmen, 
with the windows of their cabins frozen, and the glass covered with snow, are unable to 
look out, or to see far, and discover only by trains running past their cabins that the fixed- 
sif^iials on which they rely for stopping them must be giving false indications. The engine- 
drivei-H, with the glasses in their weather-boards covered with snow, but keeping the best 
look-oul they can, see only bright white lights, encouraging them to keep up their speed, 
when they ought to see red lights to warn them of danger ahead. The guards in 
attempting to clear the snow from the windows provided in their vans to enable them 
to keep watch ulong their trains and look ahead, find it accumulating faster than« they 
can get rid of it. A station-master to whom it is reported that a train has run past 
his station whilst the signals are supposed to be at danger, who finds that the signals 
are prc»vented by the snow and frost from working properly, and who might have known 
at once that other signals on the line would be similarly affected, allows the Scotch- 
express-train to run through his station at its usual speed, and either cares not or dares 
not, by interfering with its onward course, to give the much needed warning to its 
engine-driver. The down-express-train, in spite of Warning at 1,000 yards from the site 
of a previous collision, cannot 1x5 stopped, but is still running at high speed at the end 
of that distance. The bare enumeration consecutively of these conditions is sufficient 
to give some idea of the dangers that are and must be encountered in attempting to 
keep up the full speed of express-trains in such a storm, — dangers that were not pre- 
viously unknown, and that no degree of perfection in system, apparatus, or discipline can 
be cxpet*ted altogether to obviate, laking a practical view of human nature, and 
rcinciubering that railway-servants are as other men, and are without too many suits 
of t*lothcs, or a superabundance of waterproof materials, an idea may also be obtained 
of {\\c dilHculties under which they are expected to perform out-door duties in a storm 
\\\\\c\\ uvdv cause them to be wet through in a few minutes. And it is next to im- 
possible to provide that the many extra precautions which may under such conditions 
hv ri quired shall always he supplied with absolute certainty, at every cabin and every 
simiril, in readiness for a sudden emergency on a long line of railway. 

Thoro is, however, one improvement which may with advantage be introduced, as 
to tho ilosirability of which theix? can be no doubt, which has formed a frequent subject 
oi^ rocv>nunendation to the railway Companies, and the application of which would no 
cioiibt have pix^vented the second collision, with all its terrible consequences, from 
ov\urrinu\ l\>ntinuous-bix*aks in the liands of the engine-ilriver of the Leeds -express- 
tr {\i\ would have enabled him easily, after the warnings that were given to him, to bring 
his train to a stand within the distance allowed. And this appeared so important a feature 
ill the case, that it Uvame desirable to request the Company to allow of some experi- 
n\onts IxMng niade on the subject. The Compimy were good enough, accordinolv, to 
prvniilo two tniins, one lit ted with a>ntinuous-breaks, such as they had previouslv 
prepared for exjHTiment betbre the Uoyal Conunission on Railway Accidents, and the 
orlu r as nearly as could Ix* arnmizeil in the same way as the Leeiis-express-train. The 
rt^sii!:> of those experiments will Ih> founl in the Appendix, from which it will fae 
ols^rvcvl that the tirst three trials were made with the vacuum-brtak-troin, which w 
stopped by the iiid of cvntinuous-breaks, on a fsdling gradient of 1 in 2tX>, when Urn 
ling at to miles an hour, in one ease in 410 yards of space and 26 seconds of timt, 
\ another case in 451 yards and '30 seconds ; whereas the same train, with thr«> 
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breaks ami the teuder-break applied, at a speed ut' rut her less thau, 41 miles uii buiir, 
was only pulled up in 631 yards and 44 secoods. It appeared possible, with reiereuce 
to the last-mcntioned but first-tried experiments, that some of tbe break-blocks might 
not be ijuite free of the wheels ; and the three next trials, with hand-breaks only, were 
made with a train differently composed, as shown in the Appendix. The object oi 
these trials was to give "an idea, as far as could be obtained under a totally different 
condition of the rails, as to what might have been done proportionately on iJie night ol 
the accident, — (1), if the engine-driver of the Leeds -express-train had i)een assisted by 
all the guards in the train, and (2), if he had, from the first warning he received, done 
his best to puU up, wholly or partially unassisted by the middle and rear guards. These 
three trials were all on a falling jfradient of I in 200, and the distance of pulling up 
varied, under the conditions stated in the Appendix, from 795 to 1,125 yards uf distance, 
and from o5 to 70 seconds in time. On the night of the accident, the rails having been 
much more slippery, all of the distances above mentioned would, of course, have been 
materially increased. 

The proportion of break-power employed on the Leeds-express-train on the 21st of 
January — three break- vehicles (besides the tender-break) to 13 vehicles, — was, perhaps, 
as much as can in practice be expected witliout a system of continuous- breaks, and was 
more than is frequently employed. But the defect of the system of hand-breaks worked 
by separate guards in different parts of the train is well known, and has often been 
stated. The guards near the middle or end of a train are frequently unable to hear the 
break -whistle, and the engine-driver is thus unable to obtain their assistance when he 
most needs it. It appears from the evidence of two of the guards of the Leeds-express- 
train that they did not on this fatal night hear any fog-signal explode or the break- 
whistle from their own engine, though they state that they heard and saw the engine of 
the coal-train ; but it is bv no means certain how much assistance they gave towards 
stopping their train before the second collision occurred, as they thought, at a speed of 
30 or 40 miles an hour. If, on the other hand, the power of readily applying break- 
blocks to every wheel of the train, by means of the vacuum or any other good system 
of continuous-breaks, had been in the hands of the engine-driver, he would have l)een 
able, after going over the fog-signals and seeing the coal-engine, without doubt or 
difficulty, to hiive brought his train to a stand far short of the debris of the first 
collision. 

On a general review of the case, the causes, direct or indirect, of the first collision 
may thus be summed up: — 

1. The late departure of the coal-train from Peterborough, which prevented it from 
reaching and being shunted at Abbotts- Uiptou before the approach of the Scotch- 
exprese-train. 

2. The failure to work, during a heavy snow-storm, of the signals at Holme, which 
prevented the coal-train, running late, from being stopped and shunted at Holme, as 
intended by the signalman, out of the way of the Scotch-express-train, and without the 
risk of danger or delay to that train, 

3. The want of judgment and precaution exhibited by the station-master at Holme, 
who might otherwise, after the report made to him by the signalman, and on finding 
the effect produced by the snow upon his own signals, have inferred that other signals 
were similarly affected, and Imve taken measures to wani the engine-driver of the Scotch- 
express-train, and to prevent him from being deceived by them. 

4. The absence of telegraph-speaking-instruments in the signal-cabins at Conington 
and Wood- Walton, by means of which the signalmen in those cabins might have been 
informed of the coal-train having run past Holme contrary to the intention of the Holme 
signalman, and have been warned of the pmbable condition of tlieir signals. 

.'). The action of the snow and ice upon the signals at Wood- Walton and Abbotts- 
Ripton, in preventing them from responding to the action of the levers in the signal- 
cabins, and in thus causing them to be, not only useless for warning by red-lights the 
engine-driver of the Scotch-express-train, but also a means by the exhibition of white 
lights of luring him forward at full speed to the collision. 

6. The peglect of the Wood-Walton signalman, who did not cither obey par. 13 of 
the printed regulations applying to '• fogs and snow-storms," requiring him, in such 
weather, to put detonators on the rails, as far as practicable, when his home-signal was at 

langcr, nr even employ his hand-lamp to give warning to the engine-driver of the 
icotch-express-tfaln. 

7. The absence of the platelayers or " fog-raen " from the signals at the critical moments, 
fhcn they were so much required, either to clear the signals of snow and to cause them 



to work properly, or eUc, if they coiild uot ensure their eflBcient working, by eneaus of 
detonating-si gnaiB, to warn tlit- ciijiinc-drivcrs of the trains. 

H. The running of fast-through -trains at full speed through auch a storm, described 
!iR having been the most severe ever known in thnt part of the country, without the 
udoption of extra precautions, such as the dctentitm of slower trains, the use of hand-lamps 
in the signal-cabins, and the employment of platelayers at the signals. 

.And the causes which operated more particularly in producing the second colliBion 
were : — 

!). The want of notice, until eight minutes after the first collision, from the Abbotts- 
Ripion cabin to the Stukeley cabin, by five btata on the telegraph- bell, of the obstruction 
on the down-line caused by the first collision. 

10. The delay of the signalman at the Huntingdon south-cabin in accepting the special- * 
message which the Abbotts-Ilipton signalman, who commenced to call at 6.4.'j p.m., 
endeavoured, after ol)taining his attention at 6.47 p.m., to send him, to report the 
collision and ask for assistance; which s[ieci;d message the Huntingdon signalman 
iniizht otherwise have receivcfl in time to admit of his stopping the Leeds-express-train, 
and preventing the second collision. 

11. The tail urc to act of the down-di slant-signal worked from the Abbotts-Ripton 
cabin, which continued to show a white light when the engine-driver of the Leeds- 
expi ess-train passed it, neatly eleven minutes after the first collision. 

12. The want of continuous- breaks in the hands of the engine-driver of the Leeds- 
express- train, to enable him to avoid the second collision, which was the occasion of so 
much loss of life, after receiving notice from detonating-signals, say 1,000 yards from 
the site of it, and immediatfly afterwards from the men on the engine of the coal-train, 
of something being wrong. 

The most important remedies to be considered with a view to the avoidance of such 
collisions are : — 

1. Improvement in the apparatus of fixed-signals, to prevent them as far as possible 
from becoming incflficient iluring frost and snow, and to cause them to afford indications 
to the signalmen when they cease working, or are not working properly. 

2. Improvement in the working of fixed-signils, by keeping them habitually at danger 
instead of at all-right, so as to render them less liable to stick in the more dangerous 
position of all-right. 

3. Improvement in the printed regulations for the guidance of station-masters, inspec- 
tors, engmc-drivers, signalmen, and platelayers, as to iheir duties during " fogs and snow- 
storms.' 

•i. Careful supervision in regard to the working of fixed-signals at intermediate, as 
well as jit the principal block-cabins, during snow -storms. 

.'). The employment by the signalmen of hand-lamps, especially in severe weather, 
in confinnation of the indications of their fixed-signals. 

6. The provision and employment of speaking-ielegraph-inslruemnts in all the cabins. 

7. The temporary stoppage of less important traffic, and the reduction of the speed 
of fast trains during severe snow-storms, when it is more diflicult for engine-drivers and 
guards to keep a good look out, for signalmen to see out of their cabins, for platelayers 
to keep the fixed-signals in erticieiit woiking oider, and for all the out-door officers and 
servants of railway companies to perform their duties satisfactorily. 

H. The employment of continuous-breaks, by means of which the (rains can be brought 
to a stand, on warnings of danger being received, within more moderate distance?, by 
the action of the engine-drivers, without trusting to the guards, who are freijuenlljr 
unable in cases of emergency to hear the break-whistle from the engine, and who cannot 
therctnre be relied on to co-operate with the engine-drivers when their assistance is moet 
required. 

JJ. The construction of an additional line of rails, already in contemplation, for slow 
tralBc up the Conington Bank. 

It is no more than an act of justice to acknowledge, in concluding this report, that the 
Great- Northern Railway Company has always borne a deservedly high character for 
the labour, care, and expense which have been bestowed on its signal arrangements, and 
in regard to other means which have been pnivided with a view to the sate and punctual 
running of fast- through -trains. It might reasonably have been supposed, before the 
^uiT ' *hese collisions, tliat it the fixed-signals of any Company were unlikely to 

y it would l)c those on the Great-Northern Railway. Rut the example 
les thus the more striking, and it serves the more strongly to inculcate 
ly to be derived from these sad events, namely, that the attempt to 
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ehuve or aigBalmsa. This wOI aot nfinc Ac «ii* 
in «jnn^ or ngudman frnn tfe rwy^Mati^ if 

HfodiDg fn- the plaleUyers. Tbe iofpcdbHS «f p». 
mancnt-wkj will anuigp for relief nwa d^aU ^ 
fijw fir HDvwslonn continue. 

Tlie derka in charge art: rnjairad to agree wsA fc 
innpeclr^rs of permanent- war upon tb« [" 
bo Kent for to act as fogmen,' anil the a" 
men muni be kept posted at the I 
nn<l nignai-liojceB. 

A »upply of hand-lampe and detonalon Btnt te 
kept lit ihe several etutions and janciione &r ik 

Rcreriiug to the repulations foi block workup 
Irnina innet not during foggy weather, nor in a eb^w- 
Htorm, be considered as " out " until thi< la«l vdiidi 
I1H8 [xtHsed the home-signal pOHt, and i« coniinniiic 
its journey, and bus passed out of sight of the MgnU- 
maii. 

Signuliiien at iutertnediala bozcH must be provided 
with detonutors, and in foggy weather or it snowstonK 
luuot, us far as practicable, keep two detonators oa 
the rails when the home-signal \a in danger. 

Engim^nien and firemen must keep n good look-oat 
for signalE, and in cose of fog or snowttiorin, or when 
from any ustvs*^ the fixed Bignal<i are nut visible as 
poon a» UHUul, the sjieed must immediately be r«duc«d, 
HO that the enginemen may be able to utop the train 
before reaching the died Hignals. 

>Mteii a deloualor is mo 01-er at a distant-signal, 
the engineman munt immediately bring hia train 
under perfect control, aa provided by Section 6S of 
Ihe Kules aod RcfruUlioais for enginemen nntl Stvmeti. 

When m drtoiwlor is ran over at a bomo-aigual or 
MV a jvDdWD, the tnia bum be atoppcd IrtUi ih» 
kart poainUe detagr. 

' cdtd to tbe kXkmm^ f-caenl regn- 
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conduct heavy railway-traffic as usual, and to run express-trains at full speed, through 
heavy snowstorms, must be attended with very serious risk, even though the best known 
means of safety in common use be provided. There can be no doubt of the advantages of 
punctuality in ordinary railway working. It is a ^ood test, in one sense, of efficient 
management, and habitual unpunctuality is inexcusable. But occasional unpunctuality, 
which is in practice unavoidable, ought not to be the excuse for an accident, and even 
punctuality may oe purchased at too dear a price. It would be far better to submit 
to the temporary stoppage of certain trains, and a reduction of speed of other trains, during 
such exceptional weatner, than, in attempting to maintain punctuality with very fast 
trains, to incur serious risk of such collisions. 

I have, &c. 
The Secretary^ H. W, Tyler. 

{Railway Department^) 
Board of Trade. 

I concur in the above report, 

Charles Bowbn. 
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APPENDIX A. 



Rp-isBUP o( Circular No. 617a. 

TiiE Ghkat NOKTiiKitN Railway. 
Fo^ and Snowstorms. 

In fc'ggy weather, wIicd the arms of thp Bpmnphort'- 
signalH cannot be seen pUinly, the signol-Iampa niiiat 
be kopt bui-ning by day n» well aa by night. 

When, fi'oin fog or snowHtoriu, fixed aigiiale nt 
Btntions and June tiouH cannot be seen at a dislitnce of 
150 yards, a platelayer Ut act ai* fogman must be 
placed at each dixlant-signal, and one must also be 
placed near the signal-box of each junction to ussiiit 
the signalman. 

It is not necessoi'y to place fogmen at the homo or 
distant-signals of any block signal-box which is not 
U a station or junction. 

Each fogman must be provided with a hand-lamp, 
a set of flagti, and with 24 dctonntiog or fog-nignals. 

The fogntan stationed at the distant-signal is re- 
quired to keep two detonators on the rails whenever 
the fixed signal is at danger, but the detonatoro must 
be removed from the rails when the fixed signal is ai 
"nil right." 

The fogmnn at tbe junction will ikct onder the 
instructioiiB of the eignuhnun, and will as-tiat in 
bringing tniins in uh may Ik.' onlere)} by tile Bignali:ian. 
Hp will tnko care to have three detonators on each line 
of rails when thi; home-signal for such lino of rails is 
at dangur. 

Ac a junction witli a furuigu line the Great Northern 
Compuriy'H fogmcii must be placed im the lines which 
are nwintained by the Great Northern Company ; thus, 
at Marsh Gate, Doncuster, where Hnes from London, 
Leeda, York, and Tliorne form the junction, Ihe Gjeut 
Northern Company's fogweii must be placed at the 
junction to aMnist ihe signalman and protect the traffic 
at the fouling- points of the lines, because the junction 
is maintained and worked by the Great Northern 
('•oiupany. Great Northern fogmen must also be 
placed at the distant-signals on the Iiondon, Leeds, 
and York lines of this junction, these being niaintainoii 
by the Great Northern Coupany ; but on the Thorne 
line, which is maintained by the Manchester. Sheffield, 
and Lincolnshire Company, that company muut provide 
fogmen for the distant-signal and repeater. 

In case of fog or suowstorm the clerk in charge of 
the station, or the signalman in charge of the junction, 
must require the attendance of platelayers to act as 
fogmen. 

The inspectors of permanent-way of the respective 
districts are instrucTMl to select men to Etct as fogmen, 
and these men will go to the signals in case of fog or 



snowstorm, oven if not summoned by the deA in 
charge or signalman. This will not relieve the cl«irk 
in cliargo or signalman fVom the respoa<ibility of 
sending for the platelayers. The inspectors of per- 
manent-way will arrange for relief men should the 
fog or xDowstorm continue. 

The clerks in charge are required to agree with the 
inspectors of permnneot-way upon the plBtelByers to 
be sent for to act as fogmen, and the Mldress of thea« 
men must be kept posted at the respective statioD* 
and signal-boxes. 

A aupply of hand-lamps and detonators must be 
kept at Ihe several stations and junctions for the 
fogmen. 

Ecfcriing to the regulations foi block working, 
trains must not during foggy weather, nor in a snotr* 
storm, be confiderod as "out" until the last vehicln 
has passed the home-signal po^t, and is cootinning 
its journey, and baa passed out of sight of the signaU 

Signalmen at intermediate Iwxes must be provided 
with detoDotors, and in foggy weather or a sDowat<inn 
must} OS far as practicable, keep two dctonatont on 
the rails when the home-signal is in ilangcr. 

Enginemen and firemen tnuat keep a good look-out 
for signals, and in case of fog or snowstorm, or when 
from any cause the fixed signal.i art! not viaible aa 
soon as usual, the speed must immediately be reduced, 
so that the enginemen may bo able to Ktop the train 
before reaching the fixed signals. 

When a detonator is run o\-cr at a ilislont-tdgnal, 
the engiiieman must immediately bring his train 
nnder wrfact couirol, ns provided by Section 68 of 
the Rules and Ri-gulations lor enginemen utid firemen. 

When a detonator is run over at a liome-si)rnal or 
near a junction, the train must be stopped frith tbfi 
leant possible delay. 

Attention ia called to the following general rogn- 
lations ; — 

'* The absence of a signal at a place wht^re a rdfnitl 
" is ordinarily shown, or a signal imperfectly exhibit«id, 
" is to be considered us a danger-signal, unil treated 
" accordingly," 

P. STiBMNn, Locomotive Kngineer. 
R. Johnson, Engineer. 

FllANCia 1', COCKBIIOTT, 

Superintendent of the JAbp. 
London, King's Cra^s Station. 
December 1872. 
Circular 466a, dated 23rd January 1H7I, is lierehy j 
cancelled. 
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Gkeat Northern Ua.ilwav. 

Hkoclations for Train-bionalling by Block Tklkhuapr. 

Diae/rams of laitrumenU. 

Up Line. i)uwa Line. 





1. The needle ol' iliu msmimoot must always in- 
dicate tbe state of the line it repreBeiits, anil lie 

.jged over to " truiri on line " or rn " line clear," aw 
pie cnae may be. 

2. liisLL Signals. 

To call attention - • One beat of the bell. 
Be ready - - Two beats of tlie bell. 

Line blocked - - Five „ 

Stop and examine train - Six „ 

Upon hearing the bell the eignalman must imme- 
'iatelylook at the instruments on the section ringing, 
d be prepared to rGceivc the dial signals. 

3. Dial Signals. 

Passenger train on line - Two beats of needle to left. 

GooiLi or cuttle „ - Three „ 

Mineral or bal- 1 

last train ' f " ' ^'w"!" " 

blocked ■ - Five ., 

clear of passengfir train - Two beats of needle 

u> right. 
„ goodsorcatlle train Three „ 

{mineral or ballaHt'l 
train - > Fonr „ 

„ light engine - J 

>ine cleared - - - Five „ 

The processor signalling a train is as follows: — 

On tbe appi'oach of n passenger -train to station 
A., the signalman will call the attention of 
station B., and give two beats of the needle 
to the left hand. Station B. will repeat 
this signal, peg the needle over to " train on 

* line," and give the ho ready signal (as in 
clanse 2) to station C. When the train 
approaches B., it mnst be similarly signalled 
to C., where the signalman will, in like 
manner, forward the be ready signal to 
station D. When the train has passed B., 
tlie signalman at B. laasl call the attention 
of station A., give two beats oE the needle 
lo the right haml, which A, will repeal, 
and peg the needle over to "line clear." 
Until the signal " line clear " has been 
■"eceived from station B., no train or engine 
mnst be allowed to depart from station A. 
(except as ordered in clauses 17 and 2] of 
these Reguhitions}, nor must the line at B. 
be obstt'ncted after the signal " train on 
line " has been received. 

5. Trains are to be considered " out " and the signal 
line clear" must be given to the station in tbe rear 
tmediately the last vehicle has passed the station 
»me-signal post, except as provided for by clauses 
»nd7. 

6. Where tin- line is on n "falling gradient," the 
clew "signal mual not, in the case of a train 

• 7. i 



or engine that Iiub -iui.[,o,i, b.j yivv;n I,, ihe siiiit.ion m 
the rear until such train oi' eugin.- is agiun in motion 
and proceding on its journey. 

7. During foggy or snowy weather the signal " line 
clear" must not be sent to the station in the rear 
oQtil the train or engine that has stoppe*! at the 
station has passed the home-signal and is preceding 
on its journey, or has been sbunt«d into u siding clear 
of the main-line. 

8. Should an unusual time elapse after the signal 
"train on line" has been received, w-ithout the train 
so signalled coming in sight, the signalman must phtce 
at " danger " the signals controlling trains approaching 
in the opposite direction, and having stooped tlie 
first engine or train ho must verbiUly inform the 
engineman and guard the reason, directing them to 
proceed cautiously, and to bo prepared for emergc-noy. 

9. No dial signal is, under any circumstances, to be 
considered as understood until it has been repealed 
back to the station from which "it was received. 

10. Before the line is blockeil for shnnling or other 
purposes, protection must be secured as follows : — 

If the up-line be rei^uired, five beats of the 
bell must be given to the station next 
below. If the down-line, the bell must 
bo similarly rung to the station next above. 
When the needle has been unpegged, five 
distinct ticks of the needle to the left hand 
must be given by the forwarding station ; 
the same numlwr of ticks must be I'epeatal 
by the receiving station. The needle must 
then lie fixed to " train on lino." 

As sDou OS the obstruction is remove<l the 
bell must be rung again, and five licks of 
the needle to the right given and repeated, 
and the needle fastened over to " line 
clear." 

If it be reqnired to obstruct both up and 
down-lines, notice must be similarly sent 
to the stations in each direction. 

11. The signal "stop and examine train'' is only 
to bo used in the event of a signalman observing 
anything unuanaj during the passage of a train jMiat 
his station, such as a broken axle, vehicle on fire, 
hot box, &c., &c. Any signalman receiving such 
signal must immediately place at danger the signals 
controlling the line on which the train is approaching. 
Having done so, he must repeat the signal back to 
the station from whence it was received. 

12. When a train has become divided, and is 
rnnning on a falling gradient, the front portion must 
not, when the lino is clear for it to proceed beyond 
the signab, be stopped, so as to risk its being over- < 
taken by the second part, but when such train is 
running on a rising gradient, or where the line is 
perfectly level, the first portion must be stopped, and 
shunted into a siding as expeditiously as cireiim- 
sLunces will permit. 

i;i. Signalmen must in all cases carefully wiilch 



each troin iw it piwaL'*, iitnl »ulwly llieiuM-lvcn tlinl ilm 
wbol(< (if the trniD h^e itiMHud, uutl tbnt tbo Uoc ie 
frc«i iVoDi olistruciion Ix-fort pi*ing ihe HigAAl * litie 
clcur " to till- Bintion in llic rew. lliey murt also hv 
particulnr to (ibRervt; whether the Itwt vehicle wirries 
R rwi notico bonrd by lUy or an wWitionul tail lamp 
hj night, an an iniiicitlion tlial a " special train " in 
ibllowing. 

14. In thp fvunt ol' a Hecoiid onfpn'; or triun 
■rrivin^ at a Higiiul ntation borora the pnxeclin^ tmiti 
oroiigiiu- has liifji Ivlcgraptiud ti« having [huwciI the 
■latiiiii in lulvaiiee, it iniiMt Iw lirimglit t<i a slainl \iy 
ihc >ii^nnl« beiug kepi ai daitger ; thi- unginc-iimn 
mnitt tLt^ii Ix! tolj to draw tlie tail of his tmiti within 
the nigimlH, aud there await ftirtler ortU-rs. Such 
train must net ligaiu be Htarted until tlie guard or 
engineiutui receiver verbal iiutriietioTiR Irum the 
aigualtnau Ui that effect. 

lA, Should ail en^ue or trun pass a aigiial sUttiou 
after daik without tail lamps on the last vehicle, ibe 
signalman luuat, immediately he ha« furwiu-ded the 
fflgual *' train on line," if nucb train Im' travelling on 
a level line or n rising gradient, at omm give the 
sipu&l "Hlop and examine train," If, however, the 
train lie rnnning on a falling gradient, the aigual 
"stop and examine train" must not Ixi uMd. He 
mu8t not telegraph '' lino elear " to tlie ntation ill the 
rear, but uiuMt call nuch station in the unuhI luitnuer, 
and on gaining; attention, mutit give w^vun tiokit of the 
needle lo tbe left hand. Thin sigiuil lukviug been 
acknowleilgeiJ, lie will aguin Moek the neodlt) over to 
the woidH " train on line," the Bignalinau at the rear 
station will thereupon stnp any train ur tiugme 
following, aud vei-tNUIy itietrocl the eugiiieiuau U> 
pro«!«d cautiously lovrards tbe nuitiou in advance, 
iai'orming him why it is neceiwary that he nbuuld do 
ao. Ah soon as mich train or engine has pa«n<^ the 
signal station fiom whence tbe caution iiigiml wao 
received, the Nignalmsin thiri' will ruciMnmeiiee HignaJ- 
ling in the ordinal'} manner. 

m. Ho obelmction muitt, urider any circumHtauc«S) 
he allowed on the down main Hue after "train on 
line " has heeji received from the down Htalion lu rear, 
DOT must the up main line bo obitructed after " train 
on line" had bcpn received fnmi the up Htaiion in 
roKT. 



1". If a iiciilh- -uililcniy lii',-i.iii.-.-i viiiicaj. luid tin 
action takes iilace on moving iJm handle of tlw 
hinmlBent either to the light or the left, it !» on 
indication that the telegraph is broken down. Under 
such cireuniHlattcei) no other train or engine ia to be 
allowed to proceed on that soetioo of the line imtjl 
it iiae been stopped, and the engiueman and guard 
cautioned to go forward at reduced npecd, *o as to be 
prepared to Ktop at any momunt, should it be necessary 
to do so. 

la The nignftlmen on giving a Higual must soo 
that lh<-ir needles am Wmily and completely blocked 
over ; and when the noodles are bloekeil over at the 
opposite end of llie seetion, they muitt keep the pins 
out of ihn bandW of Uioir instrumeiile aud see that 
the handles are perfectly perpendicular. 

19. The needles anil bells must not lie worked 
quickly, but eacli movement must be made slowly and 
distinctly. 

20. The block instruments must not under mny 
circumstances lie used for conversing. 

21. Guards must not reJy upon tbe telegraph, but 
must, in wwe of stoppage, go back with signalt" anj 
protect their tjaiiio (tblH duty being perfonac*l by 
the rear guard when there ni-n two or more guar^ 
with the train) an re«piired by the general rogulationH 
of the Company, and Hueli giuird muMt iu all cases go 
to the next signal xtiLtion in the roar, and, with tw^ 
least' possible delay, iuform the sigimlmau on duty of 
the stoppage. .11' a train or engine is aflerwnrda 
nllowod by the sigualuwu to fidlow on the name line, 
the guard of the train which in blocking the line 
mn«t ride on the engiut? and point out to the ongine- 
man whore he left hin train. The train or eugtno 
Ihua following must luu at rolucod speed, and grtotl 
caution must be obnerved by all concerned. 

These instnictiomi will lie in force troui and afWr 
1.0 u.m. on the 1 St February 1872. 

The general block signalling regulatiouH, datm] 
22nd May 1867. are hereby cancelled. 

iKANCIS I". COCRSIIIiTT, 

Ijuperinlendent's Ofllce, Superintendent of the Line. 
King's Cross, 
January 1872. 
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UXKAT NOUTllKKN KaILWAV. 
IjtMRttTIOHB I'tiK SIGNAl.I.lKO TkaIKIS Jl* l-.LKrrillc 

Trlkuiiath. 
[Cireidar WSa.} 

From i>nd ai'ler 6.0 a.m. on Monday. ith July 1873, 
the titcular dated (iovembcr 1672, will be cancelled, 
aud the following system will come into operation at 
all telegraph stations between King's (.'rostt and 
York. 

Special passengci' und horse-bgx troine (thow nut 
in tbe monthly time table) are to be signalled iu the 
same manner at: foHt ptisecnger trains. 

Kach station is I« fsignid ballant trains luid light 
cngiucB to the next telegraph station to which tbe 
trains or engines aiv proceeding. 

All other iroiuH are to bo Hignallcd in the following 

l}t>w» Tkains. 
P C Tbkpbvoiiu. — i-Bst pusseoger trainii to Alibott*i 
Ufpton and Uoluiu. Goodit aud mineral trmns 
to St. Neots. 
N X St. Neoth. — F'aHt paM>eugi-r troint) to Uuut- 
ingdon, I'eterhoro', Westwood, New Kngbuid 
North, Tidliuijlon, aud EaHudiue. All tmius 
to iluntiijgdou end Abbotln Kiptou. Goode 
' and mineral tiaiuii to Otl'urd. 



D Ojtoho. — Goodii and miuemi trainx to ] 

U G llctiTiNGDON. — All trains to Holme. Slow 

passenger and giiodu trains to I'eterlioro', 

Spitnl, Westwood, and New England North. 
A li AuuoTTB KiPTOS. — Mineral trains u> Holintt. 

PasscngeraudgoodH trains toC'rescentJuncti 
U O UoLidE. — I'aHsenger trains loVelerboro', Goods 

iind mineral traino to Spilul, Westwood, t 

New Knglund Noi-tli. 
Y X Yaxlky. 
CI Ckksc-kkt Junction. 
P E Pktkhboko'. — Passenger Inune to Wcrrington, j 

Tallingion, Esseudiue, Uytbaiu, Corby, und 

Grantham. 
E 1 EsHKiiuiMK. — Slow paxaenger and goods tnuna to 

Uytliam, Corby, aud Gran thnui. Mineral Imins 

to Byttmm. 

Ur TuAiNB. 

Ebbekdike. — F'ast passenger trains to Werringlon 
juiiction, New England North, WestwtHjd, Kpilal, 
Peierboio', Crescent junction, Abbotts Itipton, 
and Oflord. Slow puueenger and goods trains 
to Talllugtou and Petorboro'. Alinenl tratiis lo 
Tsllingion. 

Petxsbobu'. — F'ael passenger trains to Uolme, Abbotts 
Kiptou, Huutiugdon. Offord, St. Neoia, Sandy, 
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Biggleswnde, HitcWn, and Box B, King's Cross. 

Slow passenfpr trains to Holme, Abbotts Rtpton. 

Hiintingdon, and Offord, 
Crescent JrNCTiOS, — Goods trains to Yaxley, Holme, 

and Huntingdon. 
Yaxley. — Gooda and mineral tntins to Holme and 

Abbotts Ripton. 
Holme. — Fast passenger trains to Tempsford and 

Sandy. Goods and mineral tnuns to Abbotts 

RiptoD and Huntingdon. 
AuBOTxa Ripton. — Goods trains to Ollbrd. Goods 

and mineral trains to Huntingdon. 
Huntingdon. — Fiwl paasengei- trains to Biggleswade 

and Arlesey siding. Slow passenger and goods 

trains U> St. Neots. Goods and mineral trains to 

OEfbrd, 
Opkord. — Goods and mineral trains to St. Neot«. 
St, Mkot3. — Fast passenger truina to Arlesey, Hitchin 

yard box, and Hitcbin. Slow passenger trains 

to Tempsford and Sandy. Other trains to 

Tempsford and Sandy. 
Tempsfosd. — Slow passenger and goods trains to 

Biggleswade. Mineral trains to Sandy. 
Whenever a train signalling station requires special 
information respecting the whereabouts of a partieular 
train, the clerk, or signahnati in charge of the instm- 
ment, must ask for it, and the station called nmsl 
refer to the book, or to the clerk in charge, for the 
correct information, and reply with the least possible 
ilelaj. 

The wires between London and York ni-e divided 
into eleven circuits, ae follows : — London to South- 
gate, Southgate to Welwyn, Welwyu to Hitehin, 
HiUihin to St. Neots, St. Neots to Peterboro', Peter- 
boro' to Essendine, Easendine to Grantham, Grantham 
to Newark, Newark to Retford, Retford to Doncasler, 
Doncaster to York ; thus, Kingd Ctosb will commu- 
nicate with Hollo way, Edgwarc Branch Junction, 
Hornsey, Wood Green, and Southgate ; Southgato 
with stations! as far as Welwyn ; Welwyn with 
stations aa far as Hitehin, and so on. It will, there- 
fore, he the duty of terminal stations to transmit the 
information signalled to them to the stations as 
ordered above. 

In Fiignatling fattt trains to stations beyond the 
torminna of the circuit the through wires should be 
always used. 

Signals muat, if posaible, be forwarded immedlatoly 



after the entry of t 

made in (he time book ; and should the instrument 
be engaged with other services, the station having a 
train to mgael will, after two minules of such entry, 
interrupt with the prefix M.T., which takes precedence 
next after SJ"., but where the through wires are 
used, five minotes must be allowed to elapac Ijoforo 
any interruption takes place. 

In signalling, it is necessai'y to give the uumber 
of all trains, as shown in the railway company's 
ordinaiy tinie or working excnrsion bills, togi^ther 
with the time of their departure. — thus: uumber 
seven, ten fifty-three. Cattle, goods, and mineral, 
and also special trains, are to be diBtingui.shed by 
spelling name before signalling [he time — thus ; No. 
four goods, eight ten ; number eight special, six 
four, and so on. 

In transmitting trains, the following fotin must be 
carried out; for example. No. 55 passenger train 
leaving TuxfonJ 9.45, having to be transmitted by 
Retford to Bawl.ry, Retfoi-d will signal it thus — 
Number fifty-five left T.S. nine forty-five, and so on. 

Tnun signals roceived must be immediately entered 
on the slate (where one is kept) and in the trwn 
book with the time such aigmils were received ; and 
when a special train is signalled, the telegraph clerk 
or signalman must, in addition, immediately enter it 
on a message form for delivery either to the clerk 
in charge, inspector, or foreman, and ohtaun Ills 
signature for it in his railway message delivery book. 

If from any cause trains have not been signalled 
in accordance with these rules at stations where clerks 
are employed, a report of the circumstance must at 
once be forwarded to the telegraph superintondeDt 
at Retford. At stations where the telegraph ia 
worked by signalmen, tlie report must be sent to the 
clerk in charge. 

At stations where there are te1^;rapli clerks 
the time of the departure of thi^ trains must be 
entered in the telegraph train )>ook by the platform 
policeman or porter, as may be arranged on the duty 
sheet, and the telegraph clerk must enter the time 
when the message is transmitted. Where the instm- 
mentf! are in charge of and are worked by signalmen, 
tiiey must themselves make the entries. 

Francis P, Cockbhott, 
London, King's Cross, Superintendent of the Line. 

3rd July 1873. 




APPENDIX D. 



FoRUATioN of 5.30. p.m. Down Exfrkss. 

January 2Ut. 1876. 
Engine 4». 



L 



York— Break, G.N. 

Newcastle — Third, N.E. ; composite, N.E. 
„ Composite, N.E. ; break, N.E. 

Leeds — Composite, Bogie. 
Third, G.N. 
„ Second-class break, G.N. 
Bradford— Third, G.N. 

„ Composite, G.N., large. 

HaUf ax — Composite, G.N. 
Hull — Composite, GJf. 
HaUfax— Break, G.N. 
Total 13. 



FoQUATioN of H,0 p.m. Scotch Exi-ress. 
January 21st, 1876. 
Engine. 

Glasgow— Break, G.N. 
Newcastle — Second, N.E. ; First, N.E. 
Glasgow — Composite, E.C, 
Perth — Composite, E.C. 

Edinburgh— First, E.C. ; First, E.C. ; First, K.C 
Edinburgh— Second, E.C. ; Break, G.N. 
Total 10. 
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APPENDIX E. 



Great Nortiiehn Railwat. 

Serik» of ExperiiiipnlK made on Februnry I7lh, 

1876, with thi' Break-power iiltachod W I'aBsonger 

Ti-ains. 

The train wan composed of eloTon carringes, witb 

Iwo six-wheeled and one four-wheeled breakx of th^? 

G.N. CompanyV make, in all foiii't«eii vohicUiss 

arrfttiijed in the following order : — 



A Micond train wwt now procured at PeierSoro" for 
the purpose of more thoroughly lofitiug tlie ordinarj 

breaks. 

This traiu was compospd of the follow-iug vehideo. 



Six-wheeled break-van 
Four do. thjrd-clafw otrriogo 
componite do. 



Four do. 



I>o. 
Four 



do. 



Do. do. 



third-cifuiH 

composite 

do, 

do. third-claas 
break 
third-etnas 
fioini»OHit« 



Do. 
Do. 



do. 



1,412 



1,544 

1,420 
278 
111 

1.432 
7iJ0 
652 
371 
47 
50 

1,047 



The enginn was of the express passenger clasB, with 
7 feet driving wheels uncoupled, and weighed 32 tons ; 
the lender had six whrcis, and we'glied 26 tonn, 

I'ho tulal weight of the train, incbnling t^ngine, 
tctidor, breaks, and varriagea, was 20A tons. 

The triola were madu between Huntingdon and 
Holnii? stations, on tlie up and down-line^. 

Ist trial, — On down-line, with ordinary tender- 
brmk and guards' breaks in two six-wheeled and one 
four-whceU'-il vans ; st^^um shut off at Abbotto Rtpton 
down dtstant-cignal. 

Grndiunt falling witli Ci-ain ■ - I iik 200. 

Spc'od ( j uilo in 22 secooda) per hour=40-9 miles. 

Train ran after steam was shut off ■ 631 yariLi. 

Time occupied in pulling up - - 44 a«y»ndii. 
NoTB. — Thu hind break was not applied. 

2nil trial. — On the down-tine with Smith's Vacuum 



brpnk ! steam shut off 


\t AblioLIs llipton 


down 


distant- 


Bigiiut. 












Gradient falling witli train 




I in 


200. 


Kpewi 


|)er hour 






45 n 


ilcB. 


Train 


ran after s 




oE 


410 


yards. 


Time. 


occupied in 


pulling up 




26 aeconda. 


ard triij 


— (.)n down-line with 


Vacuum 


brt^ak ; 


Btcnm shut 


off at UdmoJowndibtj 


nt-eignal. 




Gmilicnt falling 


with train 




1 i 


i200. 


Speed 


jier hour 






4r. 


milea. 


. Tfnin 


■ttu after oUMiW Wds shut off 


45 


yards. 


Timo ocuupiiH] iu 


puUiug up 




aO seconds. 



Four-wheeled break- v 



D... 

Six 



Four 
Do. 
Do. 
Six 
Four 
Do. 
Do. 
Six 
Do. 
Do. 

Do. do. 
The engine ( 
passenger class, ' 



first elasa c 
composite 



do. 



do. 
do. 



do. 

third-class do. 
break do. 

composite do. 
third-class do. 
composite do. 
break-van 
composite carriage 



do. 



No. 
1,004 



279 
224 . 
1, 649 J 



47 
60 



1,047 
II was of the ezpreaa 



1 in 200. 

45 milett. 
795 yarda. 
55 aecondfl. 



break van 
' the second trai 

eight-feet driving wbeclo, nn- 
eouplod, and with a bogie frame on four wheels under 
iho lending end. The engine weighed 39 tons. The 
tender had six wheels, and weighe<t 28 tons. 

The total weight of ihe train, including engine, 
tender, breaks, and carriagco, wa« 200 tons 6 cwc 

4th trial. — ()n up-line with ordinary tender-break, 

and guards' break iu two Four-wheeled vans. Stcaw 

sliut off at Huntingdon up distant-wgnal. 

Gradient falling with train 

Speed per hour ... 

Train ran after steam was shut off 

Time occupied in pulling up 

NoTK. — The hind break waa not applied. 

5tli Iriid. — On ilown-line witJi ordinary l«adt-r- 

break, and guards' breaks in two four-wheeJed and 

one six-wheeled van!). Steam shut off at Al>l>otls 

Ripton down distant-atgual. 

Gradient falling with (rain 
Speed per hour - - . 

Train run after steam was shut off 
Time occupied in pulling up 
(jth trial. — On down-lino witli ordinary lender- 
break, and guards' break in one four-wheeled van 
only. Steam alnit off at Cuniugtun down distaot- 
signal. 

Gradient faUiug with train - 1 in 200. 

Speed |K;r hour - - - 45 milca. 

Train ran iiftf^ir steam was shut utf 1,125 ynrda. 
Time occupied in pulling tip - • 70 accunds. 



40-9 milea. 
two yard a. 
Si) Bticouda. 



APPENDIX P. 



Lui of Killed. 

1. Siuidcrson, Miss Margaret. 

2. Sanderson, MixM EliKalratb. 

3. Fosbori^, Miss S. 

4. Foaberry, Miss. 
*). l''oBborry, Mrs, 

•J. Jolliffp, Mr. beuiumiu. 



7. Sanderson, Mr. Jamus. 

8. Atlgoud, Mr. J. C. 
y. AUgood, Mrs. ,1. 

10. Atlgooil, Mr. D. 11. 

11. Noble, Mr. 

12. Boucicaull, Mr. W. Dion. 

13. Mure, Mr. ThoniBh. 
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APPENDIX G. 



Index to the Evidence. 




Name 

of 
Witness 



Oakley, Mr. - 
Johnson, Mr. 
Cockshott, Mr. 
Figgott, Mr. - 



» 



Radcliffe, Mr. 

Rouse, Mr. - 

Preece, Mr. - 
Oldman, Dr. - 
Bray 
Faulkner 
Hunt - 
Catley - 
Scott - 
McDiarmid - 
Day - 
Wilson - 

Falkinder 
Wills, Robert 
Simpson 
Robinson 
Edis - 
Murfitt - 
Osborne 

Jakes- - 



General manager 

Engineer - - - 

Superintendent 

Chief signal inspector 

Recalled ... 

Telegraph engineer and 

superinteadent - 
Peterboro' district locomo- 
tive superintendent 
Post Office Telegraphs 
Passenger by Scotch express 
Driver of coal train - 
Fireman do. 
Guard do. 

Driver of Scotch express 
Fireman of do. 

Head guard of do. 
Under guard of do. 
Driver of Leeds express 
Recalled . - - 

Fireman of do. 
Guard of do. 

do. do. 

do. do. 

Driver of Manchester express 
Fireman do. 

Signalman at Holme • 
Recalled 
Signalman at Conington 



18 

3 

4 
12 
18 

13 

17 

13 

13 

5 

5 

5 

19 

7 

13 

6 

6 

7 

6 

7 

7 

8 

9 

9 

10 

16 

11 



Name 




Pago 


of 


Qualification. 


of 


Witness. 




Report 


Rose - 


Signalman at Wood Walton- 


11 


ff " " 


Rolled - . . 


16 


Johnson 


Signalman at Abbotts Ripton 


11 


5» ■ ■ 


Recalled - - - 


15 


Bradshaw 


Signalman at Abbotts Ripton 


15 


Trowell 


Signalman at Stukeley 


12 


Maddison 


do. Huntingdon 




« 


(south cabin) 


16 


Gurney - 


Signalman at St. Neots 


17 


Colbert - 


do. Crescent cabin, 






Peterboro' 


17 


Osborn 


Telegraph lad at do. 
Signal fitter 


17 


Pallinder 


12 


Blatch - 


Telegraph clerk at Peterboro' 


16 


Gregory 


Holme station-master 


10 


» 


Recalled - - - 


14 


Gammons 


Holme foreman platelayer - 


10 


Clark - 


do. under platelayer 


11 


Marriott 


do. do. 


11 


Mason - 


do. do. 


14 


Wills, Jos. - 


do. lad porter 


14 


Marshall 


do. porter 


15 


Wright 


Abbotts Ripton platelayer - 


9 


Jolley 


do. do. 


17 


Hall - 


do. do. 


17 


Corbie - 


Inspector at Peterboro' 






station ... 


18 


Usher • 


Relief clerk - - - 


8 


W 


Recalled - 


17 



k 



• ^ 



.'4 
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tffE REPORT OF THE COURT OF INQUIRY. 

HKLD IN PUltSTJANCE OF AN OEDEE OF THE BOARD OF TRADK, 
DATED THE 9TII AUGUST 1876, INTO THE CIRCUMSTANCES ATTENDING THE 

Collision on the Somerset and Dorset RaUway which occurred 
near Radstock on the 7th August 1876. 



I 



Board of Trade, 
{Bailway Depurtmput,) 
Sir, TFIiUelmll, 1th September 1876. 

In compliance with the instructions contained in the Order nf the 9tb ultimo, 
I linve now the honour to report., for the information of the Board of Trade, the result 
of the public inquiry into the circumstances wliich attended the coUisiou that occurred 
on the 7th of August, at 247 yards on the north of the Toxcote signal-cabin, about a 
mile from the Radstock station on the Somerset and Dorset Railway. 

This inquiry was held under the Regulation of Railways Act, 1871, with the 
assistance, as legal assessor, of Mr. W. W. Ravenhill, barrister-at-law, at Bath, in the 
Guildhall, which the Mayor and Corporation of tliat city were good enough to place at 
our disposal. The Court held six sittings, and examined 42 witnesses, who were, 
with two exceptions, officers or servants of the Company, and their depositions aro 
printed herewith, as well as short portions of evidence given by two of them, Mr. Dilford 
and Mr. Percy, before the Coroner. 

I also sat as assessor to the Coroner, having been appointed by the Board of Trade 
on his application, and made a statement in his Court on the depositions taken by him. 

This collision occurred on a single line of railway, between two passenger-trains, — 
a down-special-train from Bath for Radstock, and an up-relief-train, running special, 
from Bournemouth for Bath, — whilst travelling between Wellow and Foxcote in opposite 
directions. T\velve passengers and tlio head-guai-d of the down-train were killed, and 
28 passengers and six servants of the Company were more or less seriously injured. 

The Somerset and Dorset Railway is laid throughout with a single line only. On 
the 31 st of July last a Bill received the Royal Assent under which it became leased by 
the Somerset-and-Dorsct Railway Company to the Midland and London-and- South- 
Western Railway Companies jointly. It has been worked for some months past 
imder a Joint-Committee of these two last-mentioned Companies, but with the same 
local management as before. 

The collision oceun-cd on the extension line from Evercroech to Bath, vrhich was 
opened in July 1871, with an undertaking, as to the mode of working, which will be 
found referred to in the evidence, and is printed as an Appendix (A.) to this Report. 
In May 1876, a new signal-cabin, called the Foxcote cabin, established by the 
Somerset-and-Dorset Railway Company, was sanctioned by the Board of Trade, on the 
section between Radstock and Wellow, to control a colliery-siding. This cabin, about 
one mile north of the former, and rather less thau three miles south of the latter 
station, is provided ivith levers for working the usual out-door signals and the points 
of the colliery-siding, as well as ivith block-tclegrapli-instnmients, and a telegraph 
speaking- instrument for communication on the circuit from Glastonbury to Bath. 

Etidence. 

Mr. Ilarri/ Chapman, engineer of the Somerset anit 317 yards. The poinl of collUton 'w Bl 1 yards witliiii 

DoFM-t Railway (sworn). — I put in a plan of tlic the distant-signal, and 928 yaris iVoni whero 

SomorHCt and Llorsct liailway 1)etweeii Kadxtock and the driver could luivc eeen thai signal if it luul 

Wellow, a dislance of 3 miles and 70 chains. There been lighted. The point of eollioiun was 67 yards 

Ik an intermediate signal-cabin, called P'oxcotc, at outside the home-signal, and wan betwoeu llie homo 

the Jir'aysdown colliery-siding, about ouo mile from and distant signals. The drivers of the trains ap- 

Undstock, and rather lesti than three miles from Wellow. proaching each other would have seen cadi other at 

The train from liadstock was proceeding up a 200 yards. 
griulieut of 1 in 198. and the train from Weilow 

wa.s running down that gradient. The longlh of Mr, Alfred CoUon (sworn). — I am aislstant en- 
that gradient is rather less than 30 chains. Thei-o gitieer on the Somerset and Dorset Railway, and 
is a curve of 30 chainu radius, about 20 chains long. prepare<l the diagram put in, being a plan of the 
At the Foxcoto signal-cabin there is Saxby and site of the Kadstock accident. Towards Lath there 
Fanner's patent locking-apparatus, and there are tele- in a home-signal I HO yards, and a distant- signal 
graph instruments supplied by Maunders & Co. The 858 yards, from the Fos cote cabin. To wards Bad- 
point of collision was 67 yards on the Rath side of st^wk there is n liomu-signal 221 yards, and a diatant- 
ihe bome-sigtud on the same side of the cabin, and signal 888 yards, from the cjihin. The curve an 
61 1 yards inside the distant-signal, Thd timt sight of widch the collision occurred has a rndins oi' about 
the home-signal north of Foxcote is at 1,423 yards 30 chains. I put in a plan of the toiegraph olTice at 
for 20 yards; the second sight is at 1,168 yards for Glastonbury, which is 15 h. by 12 11. 3 in. The 
20 yards ; the thii-d and uninterrupted sight is at only room having communication with the ofEoa is 
360 yards. The diatant-aigoal is ouly visible for a small lumber-room on tbo south uf it. The plat> 
40220, A 2 



form betwcoii tho toli-grnph office ami tlie rails it 
12 ft. wiiic. The tfi!fp-ii|ib ofBcd is nl tli*- noulh of llic 
Kf,i.tion buiWiug. wilh tin- .-xiciition of n eiimll tlwJe 
nmni. On the wirlli of it tlicrr an- the iii«i)«!Wr'ii 
oHlco, lh« hooking oHlce, iiml thf waiting- rooms. 
Tlicro in t> ftliiHun panel nl the north-west carn-^, 
liclwct-n liispectflr Wooii'a iiflii-e ami llw lelfgrni-h 
office! it i» about 18 inchcg wiuan-. Tho fronl 
door lins no sliding paiipl. 'I'hp plan i» to nyale, 
excoptitig in regnnl lo the widlli of tliK plfttform. 

Mr. Almikom Diffiml («worn).— I nm mip,Titit«n- 
(li'nl of the Somciwl und Dorset Ilailwsy, nnd have 
luiil till' iiuiiiHgi-mpnt of the train BPrvico for ubtmt 
N yenm. Tho changi; in ihe ownersliip, by ilspn»>ing 
into tilt" himdii of the Miilliiiiil anil Sonth-WcBttTii 
Btulway Compnniin,— "n tlie I3th of July of this year, 
f,he (Intu of th<! Unyal usiwtu to l\w IJill, — han not 
aftVctcl my po«iliori. ! have had no fiesh inslrnotioim 
from anyliody. The iwrt of tho railway whore thu 
a<:ciil<-nl occurred wbh opened in July 1874. Since then 
th« Foxooto nignnl-tntliin has been erectnil, tiiid it wria 
opened for traffic on the 24trt May 1875, when the 
colliery Biding was also ready for opiming, Rti<1 was 
o|Mmcd at the same time. I put in the general rwgula- 
tionn for working thi- .Sniuernet and Dorset single line. 
Tho inslnictiona in the little paper produced, conttuning 
inxtnicttoufl foi- working the aiugle line by hlock- 
tclngraph, ai-o the same ac lho*e exhibitrd in the 
signal-t^aliins on a largur lu^alc. They were iwued in 
this fonii in July 1874, having been in opcfinlion 
Bineo lftfi4, ami having been in use ever since, A 
larger boanl put in ooutalus only instniction* 
rcf^rding [ho working of the lelegrajih instrii- 
nuinis, with tho exception of one paragraph. No. 30, 
which reiatos to Hiugle-lioo working, and aim para- 
graph 9, which describes the prefixen to Ije attached 
to (liHiTeiil meiwageM. Paragraph 30 applies to tlio 
whole lino, am) is devised t« keep the croming 
itgent ut UUwtonliury informed by station agents of 
iho ruuuiug of tho tmiuti, ho that he might know how 
to dpal with th« (Towsing place*. I saw both of tho 
instruction boards ruffrreil to hanging in the Foxcotn 
signsl-eabiu on the day following the aocideiit in 
nue^tion. Riiles 1 to 14, and the remainder of the 
iiiplruotionit (ri-ad) apply to Hndstoek and WelUiw, 
and in a degn-c to Foxeote, but that not being a 
ei-oiuiing-pla(T, Mime of tho other nile* cannot npply. 
The Foxcote signal-cabin luw been inserted since the 
ntloa were drawn up j but before then »lnlion», not 
crowing- places, Sputisbury, Mfwbury, nnd other »ln- 
tlon8,includingtlin» junctions,eTi«ted. Windsor Hill, 
fttiit Foxcole are the only places on the Dath and Kver- 
creeoh tine neither orosBing-plaoes nor stations ; aiid 
they have bticn <rieclcd since the opening of Iho lino, 
and since tht rules were drawn np. The Foxcote 
signal-cabin was eslablixhed to control the Braysdown 
colliery siding. The dgnalman'w duty there would 
be to give "lino-dear" lonnLof the sintions. providnl 
his sidinfT was clear, and hih ]H>ints and MignnlH were 
right, nnd he liiul noi given " line dear " lo a train in 
the oppositi! dirtvLiun. Ue baa the usual instrumenlt of 
a atatiori, two blix^k-telegrnpli inr^niments, one to lUd- 
stock and imu t^i W'ullow, nnd a iiprnkiag inBtriiinout, 
but 1 am notwrlain witli what places it ia incomnnmi- 
cation. There tire home and distant signaJa in each 
direction ut Foxoole. They ought to have been lighted 
on the niglil of the accident, but I do not know that 
they were. Tliu instructions abont communicnling 
with thci crossing agent would not apply to Fuxcotc 
OS it U not tt cros!tiug-placo. Thu Foxcote signalman 
acts on hit) own motiou without such instructions 
i'rom tho crossing agent, All he hoe to do is to 
receive "Una dear" for tiaius, and then pass thorn 
on. If trains are out of course U' not in the working 
litnv table, a Ktation -master CAn sctid them foi-wnrd 
without an order from tho crosf-iog agent, if he had 
'' line cluar '' from the station beyond, ond there was 
mi train due in the opposite direction. The security 
would rtvt In the block tdcgiaph from Foxcote that 
there wa» no train coming from that direction. Whnn 
rho i>lAtiun-maBt«r at ltad»tock w^nds a train Ibrward 
Uiwanls Wdlow, ho conunutiicuU-s not utKcasarily with 




'ollov, but with FouwlCMtd obtiiiu " line clear" 
fW>m there only. Wellow could iinly neud a train 
forwnr<l aflJ-r eommnnicalion with the Foxcultf ai^niil- 
mull, and that man's duty woulil bi> not tii do so if In> 
luul already a truiu coining from Bndntuck. I rely upuii 
the signalman at Foxeoti< that trains shall not lie sent 
from Itadstuck and Wollow in opixwiie ilirections at 
the Fname time, and that without eumninni cation with 
the erodMing agent at Ghwtonbury. That may Ic 
done in the case of all trains. The coliin at Foxcoti.- 
is used HO as to allow a second train to follow from 
Kadslock to Foxcote when a preceding train has 
gone on from Foxeote to Wellow, ho that although 
Foxcote is not a crossing- place, two trains may bo 
following between Kadstock and Wellow at the same 
time, protected by the block :<lAtion at FoxcoUt 
(Certificate sent to Board of Trade provides that 
only one engine in steam, or two or more engines 
coupled together, shall tie on the portion of lino 
between iWlstock and Wellow at one and the xamo 
time. Sec Appendix A.) Tho instructions, 1 considtTr, 
cover the working of these intermediate cubins, as 
1 consider such posts to be " stations." The fiignalmnn 
receives instructions to allow an irreguhr train to pro- 
ceed by rule 13, with a re<i dog by dny and arwl ligbt 
by ni^ht. When, according; to thai rule, lu> wea an 
engine wilh the red flag, be knows it is his duty to jet 
the ti-nin proceed oat of its ordinary course. There 
are two pointsmen stationed al Foxcote, takin|{ dnly 
alternately, lht> hours being fixed by the inspector 
(Wood). Tho liMt paragraph on page 37 is faiUiinlly 
carried out. (Foxcote lijie clear cabin book put in.) 
■ITio Foxcote line clear book isnot inspected according 
(o that rale, as it Is not a station signal-cabin. Tli« 
trains that camo into collision were the 9.15 p.ifi. 
8|)ecial liuin from Bath to Katlstock. due to reacb 
lUdntock at 9.45, and n diviilod portion of an ordinary 
train from Bourne moulh al6.IO, to iiadstock 0.25, and 
due to leave again at 9.27. The first portion of that 
train was in the working time-table. Lithei- al Wim- 

borne or Bournemouth tlio train was divided, and the 

Krtion that came Into collision was in no time-tAble, 
t had been advised by telegraph. 'Fhc first train 
was timed to leave Bnlli ntd.15, biit was very lal«>. 
The other train hud no time, and the preceding tr>un 
should carry the traiu-slgnal, if my instructions were 
carrieil out. The crossing agent at Glastonbury 
would have been informed that the Itath train •*>■%* 
running late, in order to ileal with itH erowag-placm. 
It would be his duty to advise only the agent* at 
crossing- places of its running late. Other station* 
heed not have been informed by him. As regardu 
the relief train in tlie opposite direction, it was llio 
Glastonbury croeaing ngeot's duty lo aiiviee all station* 
of the runninj^ of that train, but not the Foxuotc 
c^in, which has not been con»idcR-<i a " station " in 
that respect. Tho station aecnlH at crossing-pUccs 
have the whole responsibility tinder the cronaiiK 
agent for crossing tinins. Had trains been dcsptilchcrt 
simultaneously from Kutlstoek anil Wellow in oppcwilo 
directions they woutii Ix- pulled up by the interlocking 
of the signals at Foxcote. Foxcote introduced a new 
block -«eati on, and the signalman thero \» nnder tha 
instructions, except, of course, lu to crossing, which 
he does not perform. Tho Foxcote signalman may 
be oonstdereil as a station agent. Windsor llilJ, n 
similar post, wan opened some time this yew. I'laios 
would pans through Foxcote witliont stopping, provided 
the signals were down, in the cow of a tinin lumsing 
Foxcote without stopping, the )>igiialman thcro would, 
immediately on ret.«iving notice of the train leaving 
Kadstock, ask ijermission for it to proceed to Wellow. 
If ho did not pet " line dear " from W<-!low the signalji 
would be against the Kadstock train. It would bo 
nothing unusual for a train to npproneh Foxeoifl at 
ll.lUp.m.. the time of the (Collision. The ordinary 
trains pacing Foxcote run up to 12.25. Tho agent 
at lloilstock would have had information by iclegmph 
of the running of the relief train and its lime of 
leaving Wimborne, and could calculate its time for 
itfldntock. The Weymouth cpecial irnin was also 
due nbout the same time. When 1 mcBtion tho 
croesiug agent X indnde his assistant, who rviicve* 



f 'Mm. Tim Fos«it« cabin *ilb inspected by Colonel Rich 
Bonie timiMii Mny lf<76, mid since then there have been 
no ftltcrations nt Foxeolo, T put in all the letters I 
hiivp receivcil from Mr. Percy since llie Ist .Tninmry 
1H7K resjiLVting dilticulties he has cxpci'icnceil in 
pfiforming hitt duties. There ore 14 or 15. The 
first was a complaint of Pjllc, in regard to which 
Mr. I'ercy nnd tbo eCationmiister did not agree, Knd 
the rosutt was that the crosaing wom not chungeil, 
nod some delay occurred. Second. — Complaint of 
Bath. The fault was there admitted. Third.— Well ow, 
FcUrnai'y. Complains of several bad cases at that 
Btation. The statiomnaster puts the blame on hla 
own clerk, who neglected to attend to the instrument. 
The clerk said it was Glastonbury's fault in not 
calling properly, and he added that the inatrnraeut 
was weak, a statement denied by the telegraph 
di'pLrtment. Fourth complaint. — Bincgar, Sht'plon 
Matlet seems to have been iu fault. The stution- 
matiter acknowledges that there was remissness on 
the part of Bignalman Rodd. The guard of a train 
should have iuformed the telegraph cleik at Shepton 
that a bank-engine had come with his train. Fifth, 
23d March 1876. — Inattention at Wellow, the papers 

ai-o lost. Sixth, 27th Match 1B76 Complaint of 

Sliept«n'»inattentisn, The Htntioo-masteraays he had 
"taken up " with the telegraph clerk for his neglect. 
This clerk stated that he had overslept himself, but 
pleaded that a train had been overUidcn at Evercreech. 
Seventh. — Radslock. Complaint of inatt^ntioti. The 
station-master repUes that the telegraph might have 
Itcim nepleeted but no train was delayed. Eighth. — 
Complaint of Chilcompton. There was no train in 
question in this case. Ninth. — Compiaint of Mid- 
Boraer Norton. Papers lost. Tenth. — Complaint of 
Wimborne respecting train advices. The Htation- 
master expresses regi-et and trusts there will be 
improvement. Eleventh. — Complaint of Shepton. 
Twelfth .^ — ^Complaint of Midsomer Norton. It 
was stated that there was no delay of trains and 
regret was expressed. The clerk was attending to 
other duties. Thirteenth. — Complaint of Shepton. 
Puult admitted. Fourteenth. — Complaint of Kadstock. 
Resulted in serious irregularities. The atation-masler 
says Mr. Percy exaggerated. Mr. Percy could not 
retract, and added another eomphiint. An inspector 
Bfut to inquire, repoilcd that Uadstock was in fault 
in the case. Fifteenth. — Complaint of Bath's inatten- 
tion. It wa.s replied that the clerk could not get into 
the ofiiee. These were all the complaints within the 
given time. There ia no crossing-order required when 
iraiiisareinorder.but one IS always used when tlicy are 
otherwise. Of the trains that came into collision, the 
down train should not have Itei^n allowed to leave 
Wellow without a crossing-oi'der, because the 
Rtjttion-mastt^r had receivi^l telegraphic advices of the 
running of tlie irain which cane into collision with 
tbe train from Bath, and also beeanse the train from 
Weymouth, of which he had a spuciul printwi time- 
table, was dne at Wellow before the special from 
Balh had left that slntion. As regards the lip-train 
that camo into collision, there is no absolute rule 
for Wellow to need a crossing-order before sending 
on the train to Uadstock that met the up relief train, 
but there is an absolute rule that the down Bath 
train should not liavo left Wellow without a crossing- 
order until the arrival tliere of the up Weymouth 
train, becjmse that train waa over-due at his station 
before the ilown Bath special was started from his 
Btation. Rule 30 of the Electric Telegraph Ucpartment 
applie3 to this. The up-speeial would have required 
a crossing-order before leaving Radstock for Wellow. 
It was the station-muster's duty not' to allow the 
engine-driver to leave Radstock without a crossing- 
order ; and it was the duty of the engine-driver, 
before leaving Itadslock to have asked for a crossing- 
or<ler or for instructions as to where he should 
cross the down-special. He was not justified in 
leaving Radstock without either a crossing-order or 
obtaining information as to the position of tho down- 
s|)eciid. It was tlio du^ of the station-master at 
Radstock not to have sent forward the up-special on 
the night of the accident without communicntion with 



Glastonbury. It would be his duty, under his rules, 
that he should ask wheiv the up-fpecinl should ei'oss 
the down-train, which was ovei' due. Mr. Percy's 
coni[)Iaint.s referred prindpally to thi' want of train 
advices. As wwn as the up-train of the collision had 
asked line-clear from Midsoiner Norton to Kailstoek, the 
latter should have communicated with GInstotdtin'j' 
that be had got the notice of tliat ti'ain, und that he 
had received no notice from Wellow of llie train from 
Bath. It is undoubtedly necessary that the crossings 
of trains, of which there are no printed time-talilee, 
should be carefully provided for, and, if anything, 
more so than the crossings of trains which are in the 
time-table; and rule 30 applies to Radstock in this 
ptiviicular instance and to Wellow as regards the 
Wemouth train. Rule 14 rendered it incumbent on 
the engine-driver of the up-train to Inquire for a 
crossing-ortler at Radstock. I travelled by the 8.11 
ri.ra. from Glastonbury to Poole on the 7th August, 
and found the train very heavy, so I determinc<i to 
run it back in two portions. First I had to ascertain 
wherii 1 coidd get an engine and carriages, and when 
I had done that I sent the message, which Mr. Percy 
has already produced, to him at Glastonbury, (!)n 
my return to Glastonbury, about 5.20 p.m., I vfent 
to Mr. Percy's office and saw him, and found that 
he hatl received and understood my message. I had 
nothing more to do with the train, and left the matter 
in his hands in the usual way. When a train is rnn 
in that extraordinary way, I leave, as always, the 
crossings to Mr. Percy. I have nothing to do with 
crossing arrangements. I am as much shocked as 
anybody to find what duties the boy Hillard has 
been allowed by the station-master to perform. I 
consider that the station-master Sleep had no authority 
to leave his station when he did, at 6.30 p.m. on the 
7tb August, I think Mr. Wood's arrangement was 
safe for the ordinary woiking of the line, whieli 
permitted Sleep to leave duty at 6.30 p.m., but it was 
not expected that he would absent himself when there 
were special trains. Ha<l no accident occurred, 1 
should certwnly have censured Sleep for doing so, 
if it had come to my knowledge. If an inspector 
observed sucb conduct he would report it, I do not 
consider it necessary to instruct a station-master, aa 
in Ihe case of Sleep, to i-cmiun ou duty ; his sense 
of duty to the Company ought to govern him. If 
Sleep went from Wellow to Midford withoitt my 
leave, be was doing what he had no right to do. A 
station-master is never off duty, and he may not 
leave liis town or village without my permission. 
According to Mr. Wood's arrangemt^r.t, llillai'd and 
Gillardwereinjointctiargftut WeJlow, andl think that 
would be safe, I watt not aware till this inquiry of the 
way iu which the work was done. The station-mas tore 
on our railway have irametlialc supervision of the 
working of the signab. Uillard and GiUard would 
have to agree when in joint charge us to the working 
of the Kignals, bnt perliops not so far nH to the tele- 
graph woi'k. An pjctra wire on the Bath circuit 
would undoubtedly be advantageous, and before this 
accident occurred an extra wire had lieen onlered. 
1 do not think train-oil vices or crossing-orders have 
been delayed iu consequence of the pressure on tlie 
present wire, I never heard before this inquiry of 
the O.A. signal, and I have now been informeil that 
it is used as a terminal for raessngos, to show that 
they are completed. I consider that its use to check 
such a message as was sent from Railstock was 
improper. I consider that Mr. Percy can only 
arrange crossing-places on informatiou fi'om the 
station-masters, but if T had been in his portion on 
the 7th August my anxiety for the up relief-tj'ain 
would have led me, if I was not otherwise engaged 
in more impoi-tnut matters, to make inquiry of it to 
Itadstock. I take the words, " I will arrange Ihe 
crossings," in Mr, Percy's message to bo superfluous; 
only he could arrange its crossings, anil I have not 
a shadow of doubt that after receiving that order 
it should still be the duty of Radstock to inform 
Glastonbury of the train in questjon. It was the 
duty of the Uadstock station-master to have a 
crossing-order before sending on the Wimborne traio. 
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shoiiM have left Aatj at II.SO p.m. on Monday 
liftd it not been for tho accident. I acted according 
to rulo 30 of the Electric TeiegrapU Department as 
t« tnun advices. I do not record the ehaugea of 
croBsing-places in a book, but have my croe«iug-Di'deni 
to show. The first notice I received rcgardiiig tlie 
relief-train waa a mtssiige received at 4.19 p.m. from 
" Superin ten dent of line, Tcmplii'ombe, to Mr. Percy, 
" Glastonbuiy. I have Bent one of tlic engines 
" of 12..50 npgoods back to Wimbome, running lo 
" times of l.oO down. It will work from Wimborne 
" to Bath as 6,10 up ordinary, wbieli train will follow 
" special with excursion passengem." I look it to 
meun that the special engino sent from Templecombe 
would bring the 6.10 train, and that the 6.10 would 
follow a Kpecittl train from Wimboi'nc. I first of all 
adviaed all stations from Templiicomlie to Wimlwrne, 
(sending to lirst place at 4,23,) tliata special engine had 
left Templecombe for Wimbome at 4.10 p.m., ci-muing 
No. 14 up-truin at Blandfurd. I then lelegrapheil 
In the station- mas ler at Wimbome iit 5.48 p.m., U» 
advise me as early as possible wliut time the special 
which wouhl follow No. 18 up-traiti would be ready 
to leave Winiborne, and received a reply by tele- 
graph, — not a coded message, and of which a copy 
wai not taken, — that she would be ready to loavo 
al 7.10. I tlien sent a message at 7.18 p.m., "Fi-om 
" I'crcj, Glastonbury, to all stations, A special 
" train will leave Wimborne at 7.10 for Bath. I 
" will orrange its erossangs." Foxcote was not 
incluiled in those messages sent to all stations ; it xa 
not generally included. There was another message 
ut 7.13 from me to Wimbome, Bailey Gale, and 
Blandfonl to say, "A special train would leave 
" WimlKn-ne at 7.10, crossing No. 12 down ordinary 

train at Bailey Gate." Also a message sent to 
station-master. Templecombe, at 9.7, " Keep up special 

train at Templecombe to cross No, 17 down 
" onlinary train. Repeat." This messuge was 
ipeated, I then eent a message to Wmcuitoii 
at 9.13 p.m., "No. H down ordimiry train will cross 
" up special at Templecomlie. licpent." It was 
repeated. Those were all the messages relative to 
tliut train. I produce my book of advices os to 
running of trains, (showing that I received a message 
from Wimhorne that the special hod lefl there at 7-24. 
No arrangement was made for the crossing of the 
special tniiu from Wimbome with the down special 
train from fiatli, with which it c;>me into collision. 
Tbo renion was that the train from Butli whs due lo 
reach Badstodc, nnd would leave liadslock on itd 
return to Balli, beforo the up-fipociol train might 
reach Evercreech junction. I got no advice of the 
late running of the train from Bath until I asked for 
it in llie Urst place al about 9.50. 1 asked whether 
it had left or what time it would leave, and received a 
reply that the train was not reaiiy. Neither tho 
question nor answer was recorded. 1 was then en- 
gaged with other crossing-orders till 10,39 p.m. I 
then called Bath, and asked him for the adnco of tho 
special tmin, asking if the special had left. They 
gave in reply the signal wait n minute, by means of 
the letters M I N. After a minute or so, being 
anxious about the train, I called Bath again, and tho 
dopai'ture of the train nufi then Iidcgraphed from 
Bath, and my clerk called out 10,23. 1 instructed 
him to cull on the speaking instrument to Batli ticket 
platform to ask about the train, and found that she 
passed thet'c at 10.48. 1 was then engaged with my 
crossing-orders for other stations on the line up till 
10,59, when we commenced to call Wullow. Wc 
could not get Wcllow's attention until 11.12 or 11.13. 
Being ansious, 1 asked. " Whore is down special ':" 
;They replied "Over T," from which I understood 
tbut she had l)een taken on the block at Foxcote and 
passed there safely. They added, to "OverT" tliat 
«Up wos on from T"' about 11.12 or 11.13. I 
understood iVom that that the doivn-fain would have 
gone safely into Radstoch, and that the up-train 
would have left Foscote for Bath. I next called 
Kadstock, and asked for the down -special. It was 
replied, "1 don't know," and to the best of my 
reuolleetion they added that llie iip-Ppecial had lell 



Radsiock. This would be about 11.15. The mes- 
wiyes referred to wore sent either liy myself or my 
clerk, by the speaking instrument in my office. 
We procewlcd lo call Wellow, bat could not get 
its attention. I found a defect in the telegraph 
(no doubt cfinsed hy the collision), which prevenletl my 
working Iieyond liadstock and Foxcote. I kept 
ti'ying to ascertain particulars of the down-special 
from Radstock. t was told from Itadstock that Ilie 
don-n-«pecial from Batli had not reached tliat station, 
and at 11.37 I leumt from Radstock that there hod 
been on accident. In a few minuteB 1 sent for ilio 
superintendent's chief clerk ; lie came to my office, 
and I informed him of the accident. We went 
together to Mr. Wood. I was in my office with my 
telegraph-clerk from about 7 p.m. till the time of tlie 
accident; my assistant, Seymour, hod left mo about 
6.30 p.m. Any train working out of the ordinary 
course and not in the time-books I ^iboiild advise its 
lime of starting. &,c., as in the case of the engine nud 
special -train already referrcil to. No crossing- nhieu 
ought to be appointed or employed for tnuns not 
working as prescribed in the time-tables, except 
under arrnngcmonta by myself or my assistant. 1 
should say that trains do not often cross out of their 
ordinary course without my direction. It does not 
happen every day. As a rule I receive advices of 
trains in order to manage the crossing-places, but occa- 
sionally the station-masters neglect dial duty, and I 
am unable to niake proper arrangements for crossings. 
I then make inqniries, as I did about tho Batb train. 
It might be daily that I have to ask at* to the coursu 
of triunswhen the Btaiion-masters do not send iuformn- 
tion as they ought to do. I have difficulty frequently 
to obtain the attention of a station-master when 
making such inquiries. Otherwise there is iio diffi- 
culty iu getting information. I find a diHiciilty 
sometimes ui ohtiuuing attention CQrly enough to 
oirange the trains and it is chiefly through having 
lo secure attention. There would be no difHcuily 
if station-masters obeyed then- iustrnctious, and scut 
me the advices properly. Tho result of the want of 
information would be delay to trains. I can hardly 
say that trains never change out of course without my 
arrangement; it isnverymrulhin^,butithiLs happened. 
John Locke was the telegraph-clerk who was with 
me in the oIHce. I slionld never inform tho Fuxcoiu 
man of crossing arrangements, but I should odvisu 
Radstock and Wellow of any cliange aUccting their 
stations, Foxcote would not telegraph to uu', nor 
would Radstock and Wellow signal trains to me. 
I should have no advice between Bath and SUepton 
Mallet. Taking a train learing Bath: I should be 
informcil of its departure, and if an up-train were 
late, I shoulil be informed by Wellow of the running 
of ihe trains, or I should ask Wellow, but I should 
not know directly fi'oni the station-masters. I have 
made written complaints about my inability to get 
proper infonnation about trains from station-mastei's, 
as above slated. They have been numerous, I have 
no other duties than ibat of croasiag agent, Tho 
system of changing a crossing-place is as follows : a 
train coming from Bath, timed to cross on up-train 
at Wellow, nnd the np-train being late, it would l>o 
Biy duty to send an onler " Keep No. — up-tr^n al 
Radstock to cros.<i No. — down-train at Radstock." 
That keep-trmn order would be repeated lo me froni 
Badslock, to show thai it was correctly undcr8t»n<l, 
and I ebonld then telegraph to Wellow " Send on 
No. — down-train lo cross No. — np-train al 
Rudstock." This message is repeated to me. 1 
always get the keup-tniin message acknowleitgcd 
before sending iho send-on order. The compbiitits 
referred lo have not increased of late. I might got 
OS many as three on one day, and not any more for 
a fortnight. 1 frequently ste the answere addressed 
to the superintendent by the station-masters to laj 
complaints, but' I make no written note of them. 
They are returned lo the superintendent, I noted 
the time, 11.37 by tho clock, wheu I had information 
from Radstock of an accident having occurred. The 
books kept ill my office are a train advice book 
anJa note book. The latter book is used to record 



traiiu. I have a letter copying liook 
tiich I preaerve some letters. I wroto oil the 
mowftgeB which my clerk tranBinitteii, When blanks 
tini U'ft in the train advico iiook of the tiroCH of 
vi-ry late triiin§ arriving, when there ia no one in my 
ulBce, tliey ore filled up from siibficqnent inforniation. 
ITwoilo not get the advic« of a train at the proper 
;iine, we oak for it. and ihva put it in the book, so 
there are no liUinks. The Iraiu leaving Wiinliorno 
was rcgubirly roporteil, nnd thu Bnth tr»in wus rcpiirteil 
Irom Buth. Knowing thut one train left Evercreech 
at 10 o'clock, anil the other left^ Bath at 10.43, it 
(icoiirred lo mit that tlm down train would get to 
Kiulstock and return to Bath in front of tlio u[>-Bi>ecittI, 
1 ahould cnlcuUta that the tiain leaving Bvorcreeoh 
at It) would reach BuUtock about 11.15. I learnt 
yesterday that it reached UailMtoek at 1 1.2 thnt 
night. The Bath train, I should ealcnlate, would giit 
to Radstock at 11.15. I was wailing for the up- 
special to rcni'li Riulsbtck, and to get advice of it, to 
nrranfrc the crojiwng. Generally 1 only get advieeji 
from RndAtoi-k aft^r asking, but Bomotimei* they send 
(hem Alton tnncouHly, and I do not record those advices. 
I was occupied with crossing- orders or I might have 
asked Kaflwtock for the oihice of the train. Ii 
took me 14 minutes to get the attention of Well ow 
nbout the down-train, and that was why I did not 
aflk about tlin Hi)-spccinl to RnilBtock. It was from 
10.59 to 11.12 or 11.13, exci-pt for one minute, that 
I was engaged calling Wellow. During that minute 
my clerk was taking a train lulvico from Templocombe. 
This hook as«ials me in arranging croasing-placcs. 
All trains are reported, but I have no duty to perform 
except as regards the trains whi<Th are (mt of cnnrM>, 
nnd the croHsing-pliices have to bo change<l. The 
train advice l>ook is the one npon which I r(<ly for 
changing the crossing-plactw of trains. It would 
aispist me further lo luivc a liook with mn^^*stAtio^H in 
it. It was what I wanteil on ih'' night of thence- 
cident. The firBt train wna due to leave Bourne- 
mouth at 6.10, atid ought to have crossed the Bath 
train at Wellow, which T arranged ; next ciime the 
train from Bournemouth tliat met with the accident, 
and, thirdly, a train leaving Wimliorne at H.ll. I 
produce the croiMing onlfrc cent ou thu day of 
the accident from 9 o'clock }),m> (1) Binegar, sent 
9.7, repented 9.H. (2) Chileompt^m, sent y.9, rei««ted 
9.10. (.'!) I'yile, Rent 9.15, n-pcntt-il 9.16. (4) I'liii- 
nard, sent 9.19, n-|M«>ted 9.20. (.5) Shopton Mallet, 
flcnl 9.24, re|)eated 9.2.1. (6) Binegar. sent 9.26, rr- 
puat4H| 9.27. (7) KvererOH-h iunetion, sent 9.27, 
repealed 9.2H. (8) I'ylle, sent 9.30, rciwatol 9.31. 
(9) Bath, sent 9.5.'i,re|>caU-d 9.58. (10} Wellow, sent 
9.59, repealed 10.0. (11) Wellow, sent 10.19, repi-ated 
10.20. (12) Uu<lnUH-k, :j.-nt 10.22, repeated 10.23. 
(13) Wellow. Told Wellow at 10.35 to keep the 
Satli s[H:cial at Wellow tu croNs an up ordinary and 
up npeuiol troia Burnlutni. Repetited 10.36. (14) 
RadHlock, heut 10,35, repeitteil 10.36. To wind the 
Buinluim Iralu to crotis down liatli train at Wt'llow. 
(15) Winimiori, seat 10.57, r.'pealeil 10..W. (16) 
Tcuiplouombe, sent 10.69, ri'|ieal«l U.O. (17) f'olc, 
nenl 11. 15,rei>onted 11.16. (18) Wincanlon, neul 11.17, 
rupealed 11.18, There were these IH <>rD)wing orders 
1ii'lwi'en9 and 11 p.m. on the night of the m-ci dent. 
Tin- cuhi! whore ihe accident o<M:urred was the firat 
iiUui[i)>i on that day to crosa trainn without my ordei'. 
Kiu'h ('roBsing requii'es two forms— n keep order is 
Ni lit firet and repeated beiltre the seud-on order is given. 
The two croaahigs for No. 16 train wore m^compliHhed. 
I produce the note book referred to in my lormer 
evidence. It is kept as my n-cord of any delays 
which 1 mar hav<i to account for. I had none suuh 
foi' the day m queMtion. The complaints produced by 
Mr. DIlTord on- idl lo my knowledge l.lint I made within 
the lime. In regard to the evidenciiof Juhn thu telt.'- 
graph clerk at KudF<t4ii-k as tu the erotwing of No. 1 8 
down goods train by the 7.10 from Wimlwme, I ex- 
jilaiu Umt No. IS down goods train was timed by the 
printed laljles to crusN the Weymouth train rnnuing 
1)2 minutes liehirid the 7.10 Winiborne tiiiiu al .Shep- 
ton Malkl, und as ihe 7.10 Wimborne train wa.>< 
ruuuiug aliead of the Weymouth train, which was 



timed to crom No. IH nt Shopton Mallet, tliereroro 
th« Rhepton Mallet station -mnster could not «t&rt 
No. 18 down goods train until after ihe op Woymoutli 
train had reached Sheptim Mnlict. Tnisiing lo tliul I 
delilierntely did not make a crossing place for Ifaoiw 
trains. It Is very rarely that we have such clreum- 
HtanceK, but I have under similar circuniHtuncos dono 
the name thing before, I sent telegram prodnced at 
7.40 on the day of the accident, saying I would pro* 
vide for the crossing of the 7.10 Wimborne train, wid 
consider that I did ho. I advised Sheptou Malli-t in 
the message quoted above how the 7.10 Wimborne 
train was running. I have no record of tlio 
places which telegniphed the Wimborne train to nie, 
bnt I remember thmo, viz., Wimborne, Tcmplecombe, 
and Evercreech. The Wimborne train left Ever- 
crceeh junction at 10 p.m., whereas No, IH down 
goods train waa due to arrive there at 9.46. In repanl 
to John's slatement, lliat he attempted to ti-legmph in 
regonl to the Wimbnmc train, I give it a contmilo- 
tion. John did nflrnvards give mo O.A. whrji I 
tried lo ask him something. There was no attempt 
from any station after Evercreech junction lo «en<l 
any message as tn llio Wimlrarne train till the coUigion 
occurred, and I did not nsk any station about ii. It In 
not possible that the clerk Locke In my olHce couhl 
have received any i|ueBtion or given the O.A. wttlioiit 
ray knowing it. After completing the crossing orttera 
for TemplecoinlK' and Wincanion, we linmeilbl«lv 
called Wellow, commencing at 10.59, and kept on till 
11.4 or U.5, when ray clerk took the depailure of n 
train from Templecombc. It was at ihui momeat, 
about 11.5, that ho made inquiry of IladMock oliout 
the up relief train and received O.A. 1 did not know 
this when I gave my i-vidonce here Ihe other day, Aud 
all I know now is from what my clerk told me. My 
clerk tolil mo that he took iho train fVom Temple- 
combe, asked Hadstoek nbout the u]) relief tr«in, 
received O.A., and inuncdiatdy re^nmod calling WM- 
Icw. We continued caUingWeUow till 11.12 or 11.13 
about the Bath special. The Rrst iuformntion I re- 
ceived fVoiu Kjula lock was about 15 minutes alter the 
up relief train had left Kadslock. It was after I 
received the meswigii " Down over T, and up on f^ui 
T. " from Wellow that I receivc<l that informatiou 
from Radslxwk. It wits about 11,12 or 11.13 when 1 
loceiv'il the mesBoges from Wellow ''Down over T. 
and op on from T." Tlii-y came together as one mesBogc, 
then? lieiiig no |M<rccptible interval between tltem. 
There wii« nothing licfore or aftei- I'rnni Wellow, The 
iiieHsngu did not excito any iL]>pi'e hens ion in my mind 
at that time. After this, about ll.l.M called Had- 
BU>ck, and got the reply that t1iedown>trnin was not lu 
and thu up-train had left, I am not dear us lo whether 
it was then Rudstovk gave O.A. in reply to my ijuen- 
tiouH, or wlifther ttadntock did m at nil, but 1 have ita 
doubt it wad dune. I can remember no other cuae 
except the cue referred to In which I did not arrange 
the croahdng plocea of trains on tlie day of the ucd- 
deul. 1 cousider It wn« the duty of Itadidodc 
under the regulations to luive iiifonne<l me when 
iht-y n-eeived notice of ihe up relief train rtiiin 
Midsomer Norton ; aud it wa." iilw> iJie duly of Welluw 
10 iidvisi- me of the Biith h-pecial « hen it l.'fi Miclfonl. 
1 did not ask Radsloek alMiul ibe up reliel' traiu, 
beeuiisi.' I did not espLt-l It to 1k' iheiv. [ deny thut 
lliK meHsa^ from Rmlstock wii-* rejeeied, Ux'aiipwt my 
clerk W'i8 engaged at another iuslnini>-iit httiweuu 
10,51 and 10,59. At 10,59 t loukiil al the dock. 
I lutt llie office for two or three ininule*, hut I 
ihiuk my clerk woiilil have told me of any moiwnf^ 
be bad received, i did not remember until 1 heard 
JohnV evidence that at 10.30 he asked how tb« 
excursion trains were coming, but 1 know ho diil w>. 
Before 10,61 1 was in the oflice about thn-u runls 
from the instrumeuta. I looked at the cJwk when I 
left the ofRee, and it wan 1 1 p.m. precisely. It wonid 
not have iH'cn mor" than five miniiles that I wn» ont, 
but I did nol look at the cli>ck when I n-turiiod. On . 
my return 1 found my clerk callijig Wt-Uitw. H la 
not Ihe pructieu of station- inaHtern lo idlow tmin« lo 
go on unless they ^jet a Keep onler frum me. Tlii'y 
mIvIm iiie fnvly of thu iHieitiou!^ i>I ihi; Initno, I du) 
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not 1p:ivp Ihe office from 6.30 to 11 p.m. I feel 
corlain that if I h»d been the Railstock station -muster 
I shouM not have allowed llip up relief train lo lenvu 
Radstock .station without eomranni cation with the 
crossing ngent. If I had been checked in the inquiry 

I Bhould hiive peraisted until I got a reply, I do not 
think if I had been the slation-mn^tiT nt Wellow I 
Bhotild have let the Bath special leave wirbout com- 
munienting with the crossing agent. I consider it 
was hi* duty to have communicated with aie. There 
was no stop nt all in the messBgo " Uowu over T, up 
on from T." I remeraher now a little correction I 
have to malce. At 10.39, after we Lad sent Kadstock 
a send-on order to send on No. 16 np special to cross 
Pfo. 7 down at Wellow, it was then Rad.ftock made 
an attempt to say something. I don't know at all 
what they were going to say, and I Told my clerk, 
" Stop that, and get the T. A. from IJath," that is the 
train advic? for the down spet-ial from Bath. I did 
not tel! joii that the other day, because I did not 
remember it. He did not do it at 10.54, but at 
10.39. I knew it could not be the Wimboine special ; 
■he could not run the distauco from Evercreech to 
Badstock in 39 minutes. I could not ammge the 
crossing places in the absence of nny inforumtion 
from either the station-master at Radstock or the 
gtalion-mastcr at Wellow. Hillanl's evidence quoted 
as to what happened at Wellow between 11. 1 5 and 11. IS 
as to the exchange of signnls on the block instruments 
between him and Foxcote between the two parts of the 
message " Down over T. and up on ft-om T. is not cor- 
rect. At 10.39 on the 7th August my clerk Locke was 
in the office when Radstock was going to say some- 
thing, and I stopped him. The needle was held over by 
Radstock, with a view apparently for him to send a 
message, when I told Locke to stop hiin and call 
Bath. There was no one iu the office except myself 
and Locke. I flatly contradict that Radstock was 
stopped again at 10.55, or that he made any attempt 
to communicate again ai^r 10.39. If Locke hnd 
stopped him I should have been aware of it. The 
plan produced is a correct plan of my office. Of the 
five instruments shown as on the shelf on tlic plan, 
Ko. 1 is the post office instrument. No, 2 applies to 
stations between Wells and Bumhnm, No. 3 applies to 
stations between Glastonbury and Wirabornc, No. 4 
to the principal atBtions between Highbridge aad 
Wimhome, both inclusive, and No. 5 to the stations 
between Glastonbury and Bath, and is tlie instrument 
referred to in the present case. From 10.51 to 

II o'clock, my clerk and I were engaged with No. 4 
instrument in making inquiries as to when the up 
goods train would leave Templeeombe, and sending 
crossing orders, sent respectively at 10.59 and 10.57 
to Wincnnton and Templecombe. Whilst Locke was 
working at No. 4 instrument I was standing close to 
him, ns far as I remember, on the side of No. 5 
instrument. I had been writing crossing oiiiers at 
the table between 10.51 and 10.55. I do not re- 
member doing anything between 10.53 and when the 
crossing orders were sent. I know I was standing 
by Locke and near the instruments. At 10.51 Locke 
had ascertained from Baih ticket platform that the 
down special had passed there at 10.48. I saw the 
mei>SHge sent and replied to. Then I took No. 4 
instrument and asked about the goods train. They 
said, "Ready in alminute," at 10.53. I then loM 
Locke to call Wincanton, and I sat down to write the 
crossing orders, knowing Locke was engaged with 
No. 4 instrument. I was sitting sideways to the 
Bath instrument when writing, and could not see that 
insti'ument. It was impossible that Locke could have 
received anything from Rodstfick at that time, and 
replied O.A. without my knowing what occurred. I 
am not quite sure whether Inspector Wood came into 
the office or not, but I am sure he looked tiirough 
tlie trap. It was shut, and it wa^ about 10.40 when 
Inspector Wood opened the trap and looked tiirough 
it. He asked me whether I had any advice of the 
train from Bath. I replied that I had not. He 
further said, "If she has not lefi, stop her, cancel her 



" running, because there is plenty of room in the 
" up-tr:iiiis to take the passengers from Midford 1 1 
" Bath." He said nothing else in regard to the aii. 
relief train. He did not ask any question in r^nriL _ 
to her running. I did not ask Itadstock after 10.3«. | 
what they had wanted to say when we stopped the.ni,. 
1 do not think it was necessary under the cjrcu'n- 
HtaDces. I do not know of tho instrument being 
shaken angrily at Glastonbury when stations per- 
sisted in communications. I Itave told my clerk 
when sending a crossing order to stop and attend to ft 
Htation which had called more than once. I do not j 
believe that n station has ever been treated in tho way , 
described by Mr, John, when persisting with A) 
message. I had calculated tliat the up relief tr^otj 
would reach Radstock at 11.15. 1 made such a calcii-- 
latioii nftcr 10 o'clock. I do not know whether I (lid. I 
so before 10.39. It would, I think, be before II 
o'clock. It is 17 miles from Evercreech to Itodstock, 
and u train stopping at every station would take 
about iin hour and a (]uarter to run the distance. I 
knew at 10.39 tlint nothing could then be known of 
the np-train at Riulstock, It cunld not get near Rikd- { 
stock in 39 minutes from Evercreech. At 11 o'eloclc.j 
I left the office and returned at 1 1 .5 or i 1.6, and my 
clerk was culling Wellow. I took tlie instrument and 
went on calling Wellow to 11.12 or 11.13, ami what 

I have before staled as to what followed is correct. 
There is no written message from 10.39 till 10.55, 
or any entry, except the train 10.43 in my advice 
book. If Inspector Wood said he came into the 
office I would submit to it, because I was very busy 
nt the time. 1 fancy he said something aliout my 
being busy, and he would not then speak to me. My 
clerk told me yestertby the door of Ihe olhce was 
locked, but my recollection of it is not clear now. I 
may have unlocked tho door lo let in Inspectoj- Wood, 
but I do not remember. The iloor was locked becauea^ 
when we are busy passengers come and inquire aboutij 
trains and distract our attention. There would be pBa* 
seugersatGlastonburystationon the evening in question. 
It would be before 10.39 that Inspector Wood communi- 
cated with me. I was not interfered with by the 
passengers or anybody else on that night in doing my 
work. Mr. Diffoid was, not in my office from 6.30 to 

II o'clock, and I had no conimunicntion fi'om Mr, 
nifford during that time. I saw Mr. Difibrd at 5.20. 
I showed him the message I hnd received from him 
respecting the up relief train. The substance of the 
conversation was that Ihe number of passengers 
required an extta train. I might hare told him what 
ftrmngercents I proposed to make. The coumiunica- 
tion with Mr. DitTord was to the effect that ilic special 
train would follow the ordinary 6.10 train from 
Bournemouth, which train would carry special liglits. 
I also told him that I thought I had better inform all 
stations of the ninning of the special iu addition to the 
lights. Nothing passed between us as lo its crossings, 
or as to any precaution to be adopted in regard lo it. 
Inspector Wood does not instnict me in regard to 
crossing places. I am solely responsible. Wln'n In- 
spector Wood spoke aljout cancelling the Bath iruiii, 
I remarked that I thought it would be loo late to 
stop it. We began calling with that object at once, 
perhaps when Mr. Wood was In the office, but he left 
immediately. There was no discussion between us as 
to the arrangements that would be required in conse- 
quence of the Bath tniin being late- In reference to 
my previous statement, " Generolly I only get advicea 
from Radstock after asking," that would not render 
it the more necessary for me to ask them the position 
of the u{>-train on that night, even after they had 
tried to communicate with me, and I had promised to 
provide crossing places. When I soid "We" in 
regard to calling Wellow, I meant my office; and it 
might mean either myself or my clerk. My clerk 
told me that while I was out of the office from II.O 
to 11.6, he was engaged in calhng Wellow, and taking 
n train advice from 'Templecombe. I was not in the 
office when my derU asked something f.f Ra<lstock 
and got O.A. in reply. 
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Before the Coronpr on tTie 12th Sopt'?m1>er, Mr. 
Percy gave further evidence ae foIlowB : — 

Several titaes hisfore tnuna haw nin like the iip- 
relief-train in qneslion, but not Ihn entire length from 
Wiraborne to Bnlh. For pueli trains I ihonlil lie 
ndvisetl by Mr. Diffonl m to ihe time of their leaving 
the Btarting poiiiL As I nm not responsible for 
Rinking lime tables generally I do not eonsitlor that 
1 wiis responttible for making a time tnblo in the case 
of the up-relief-traiii. 1 ha*I never done so before. 
I did aot expf'Cl n time table for the up -relief-train 
from the Buperintendent. 

John Loeke (swora). — 1 nm a tolegroph clerk in 
the seri-ice of the Soraersor and Dorset Company, and 
have beoii bo abont fire years. 1 have been working 
with iho crossing agent at Glastonbury about two 
yenr!>, having to send such niessages as I am directed. 
I make entries in the Train Advice Book produce<l 
by Mr. Percy. There is a clerk wlio relieves me. 
There are few persons who make entries in that book. 
The entries are made at once, ne F^oon as they are 
received. If we do not receive the times we nak for 
ibem, and then put them in. Bath is veiy bad — tho 
worst. Wimborno is rather bail. When the time is 
not sent we keep oskmg for it until it is sent. That 
liaa to be done daily. O" the day in question I came 
on dnty at 9 o'clock in the morning, and was on duty 
till 8.30 next morning. I had an hour for dinner and 
an hour for tea, returning after tea at about 20 minutes 
to 5, from which time I did not leave the office until 
8.30 next morning. We wero hiisy nil the evening. 
All entries re^peeting the apcciiil tnun that came into 
collision from Bath, as well as the Unth trdu itself, 
were mude by Mr. Percy. I took the roesaage at 724 
from Wimbome, but none of the subsequent meesngoa 
entered in the book. I was engaged with other in- 
struments. I have nothing to do with the crossing 
of trains, only acting as I iim told. I took the notice 
of tho down train from Bath at 111.43. I thought 
Bath signalled tho train as louring Bath at 10.23, so 
I made a second inquiry, thinking, as it was 10.46 
when the message was received, there must have been 
n mist^e. I signalled B.A. to the ticket platform at 
Bath, nnd got the time of ])aABing theri>, which wasl0.4H, 
at lO.W. Wb keep a Note Book, where wo register 
delflVH in consequence of s I ution- mooters not ad vising us 
of the trains. I was calling Wet low fronri0,.59 to 
11. A. but could got no Bttontioii. At 11.5 I bugau to 
call Uadslock, and tbey first repUal " fiood," and liift 
the iristntroeut. I got attention on that occasion lo 
half a iniuute, and asked " Where's down special ? " 
1 called a second time, and asked if they refbsed lo 
answer my question respecting the down special. They 
leplled " Don't know ; " meaning they did not know 
where the special was. At U.7i 1 called Wellow 
again until about 1 1.9, when Mr. Percy began to call 
Wellow. I could get no attention. Mr, Percy said, 
I don't remember at what time, " Down isover T, and 
up left T:" T being Foxcote. I then thought it 
WHS all right. Mr. Percy then called ftadslock again, 
and asked where the down-train was, and tbey told him 
ihey did not know, and Naid the up had left Kodslock. 
We were then alarmed. I hardly know what bap- 
fwned after that, I do not know at what time Infor- 
mation of the accident was received. On that night 
the instruments were in perfectly good order before 
ihe accident, but nftcrwurds they could not com- 
municate further than Foseotc. I have seen some of 
the written complaints of Htnlion-miistcrs not report- 
ing trains, and not answering colls. The complaints of 
the want of atlcntioo on being called have been 4 or 5 
limes a week, There was no one else in the office 
liut Mr. Percy and myself during the whole evening. 
I produce two books — a note-book used by Mr. Percy, 
myself, Seymour, and a clerk named Asfaford, but on 
the evening In iiuostion ojdy Mr. Percy and myself 
were in Iho office. On August 7th nothing material 
Ut the accident was entered therein. The other is a 
train report book. In that book nothing is entered 
of train report« from Kodstock and Wellow, bccatise 



there are no columns Per them. (Mr. Difford ex- 
plains he established the book to inform himself how 
the trains were running at ccrtsin juncUons. Ho 
docs not consider it necessary to have a book for 
train advices from all stations, and Mr. Percy, when 
offered such a book some time ago, slated that it waa 
not re<|uired. Tlicrc would be more trouble than it 
would be wortli.) In the train reports book on the 
7th August Mr. Percy made entries lliat the up 
relief train left Wimborne nt 7.24, Templocombe at 
9,17, and Evercreech at 10 o'dock. That the Wey- 
mouth train left Wimborne S.Il, arrived at Temple- 
combe 9.34, left 9.47, left Evercree^ih 10.23, and that 
Burnham special left Evercreech 9.45, arrived at Bath 
11.40. Tlie Bath train was entered IOJ23 aud 
itltered 10.43 as the time of iLs leaving Bath. I came 
buck from my tea about 4.45 on the day of th« 
accident. I do not know whether I afterwards left 
the office) but fn>ut about 8.30 to 1 1.6 I was con- 
stantly in the office ; I do not remember le&ving 
during that tim<!. I forgot whether I asked Radalock 
any verbal questions during that time, I sent « 
crossing order ut 10.39 to Railstock, and it wa« then. 
that they attempted to ask a question, and Mr, Percy, 
UH ho stwted in his evidence, lold me to leave it and 
ask for a T.A. from Bath. I expect I gave Bad- 
slock S.U. It would be about 10.39. I am perfectly 
certain it was not later. I know I did not give Rad* 
stock O.A., as stated by Mr. John, at 10.55. I waa 
in the office at 10,.56. There were crossing orders 
code<! 10.55 lo Wiucanion. At 10.39 I had no other 
communicalion vdih Rudstock thau tho ordor referred 
to. When I stopped Itadslock, they had only held 
over the instrumout, and bad not said a word. It 
does not very often hn].ip<<n that people arc treatod 
like that when tbey want to t^lcgtsph. I ww 
eugaged till H o'clock sending orders lo Temple- 
combo and Wincaaton. There are five inatrnmcala 
in our office, and I can say that uo one was calling 
from 10.50 to 11 o'clock, What Mr. John said must 
have been nnti-uo in regard lo being stopped nbuut 10.55 
in a qufistiou to Gliutonbury. The next communi- 
cation with RaiUtock waa 11.6. I Iiiul been calling 
Wellow from II to 11.5. At 11.6 I asked Itadslock 
" Whei'e is down special ? " and they said " Good." 
There was no interruption to mo in giving that mes- 
sage i but I gnv<! Ilie whole message, " Where is down 
special ? " twice, Knd John gave me O.A. If John 
stated he stopped mc twii'« when I got as far aa 
" Where ? " his tsvidencc is incorrect. When John had 
given mo " Good " to the two first' messages, I aaked, 
" Do you rcfa-te to answer my qneallon ? " and his reply 
was " Don't know." I am quite certain he did not 
say thr up s[)ecial had passed. There is a difficulty 
in working the Bath instrument, owing to the 
business on the circuit. Sometimes it occurs on all 
tho instrumeiils but more often on the Bath instru- 
ment. As tar as I can remember, I was the only 
pcrM>n in our office who sent n message between 
10..50 and 10.59, whoa Mr. Percy called Wellow. 1 
do not remember any difficulty with the crossing of 
trains ou tbo 5lh of June Hank Holiday of 1 876. We 
have beeji busiiT than wi: were on the 7lh August. 
Sometimes the trains have been dchiyud a few 
minutcH at such busy times. I know I was I'-ngaged 
on Wimborce through instrument and other isstm- 
ments from 10.50 till 1 1 o'clock. I did not touch the 
Radstock instrument during that time. I cuunot uy 
positively whether Mr. Percy did or did not do so. 

Mr. Pern/ here stattxl : Then- ur 
that circuit ; it Is possible that any o 
Imve received the message, and given O.A. Tbe'll 
stations are Bath, Bnth ticket platform, Midfbrd, 
Wellow, Midsomcr Norton, Chifcompton, Bine^sr. 
Masbury, Shepton Mallet, Evercreech Village, Ever- 
creech Junction. Any one of these may have pro- 
tended to receive a message from Glastonbury, and to 
have sent a reply. 

John Loehr resumes. — I remember Mr. Wood coming 
into tho office about 10.30 p.m. or 10.40 p.m. on tb« 



1 1 stntious on 
e of them might 



n 



I 



night of the acddent. It wna before we finished 
Modipg the aend-on order to Kadatock. 1 know the 
door of the office was locked all ihe evening befoi-e 
Mr. Wood came in, but I cannot romember unlocking 
it for Mr. Wood, who I believe was the first to eoter 
the office. Hh askert Mr. Percy if the down special 
had left Bath, and Mr, Percy replied it had not left. 
Mr. Wood then said, " Better cancel her, there will 
be plenty of room for the passengers in the up-troins." 
I lio not remember nnything flse passing. I know 
that Mr. Wood left the office before we commenced 
to call Bafh with that object, and before we finished 
sending the send-on order to Radstock. About four 
or five minutes before Mr. Wood came into the office, 
he spoke through the trap. He was going to ask 
Mr. Pei-cy about the down-train, bnt seeing he was 
busy he sftiil, "All right ; go on," and t-nme into 
the office a little later. That was all he said through 
the trap. ilr. Percy told me to stop the message 
at 10.39. 1 know nothing about the att«n)pted 
message from R4Mlstock at lO.o^. About that time 
I was calling Wincanton, to send them a crossing- 
order. Mr. Percy was then writing the onlcrs. I 
did nothing between the time when I was engageil 
with Bath ticket platform and when I began lo call 
Wincanton. The crosisiog- orders above referred to 
were written about two minutes before they were sent. 

I did not leave the instruments between 10.51 and 

II o'cloek. I was engaged with No. 3 and No. 4 
all the time. It is impoesiblo that Mr. Percy could 
have given the O.A, to Rad,?t«ck without my seeing 
it, but he might have done it without my remembering. 
I did not give the O.X. myself, it would be im- 
possible for Mr, Percy to give it without my seeing 
it, and it is possible he may have given it without 
my remembering it. Mr. Percy took the message 
from Wellow himself. 1 was standing at his left 
hand, and am able to say frooi bearing him rea^l it off 
tfaat it was one coTitinuous message, and that there 
was no break in it. I have never shaken up the 
instrument angrily, as described by Mr. John, nor 
have I seen it done by any one else. Mr. Percy is 
rather particular in seeing and hearing what stations 
have to say. Radstock very often advises us of trains 
without our asking them. They send train-advices 
with and without our asking them about an even 
number of times. About 10.40 we called Bath for 
two minutes, and after waiting we called them again, 
and they gave us a T.A., which I took as 10.23. Mr. 
Percy said it could not be 10.23, so I telegraphed to 
Bath ticket platform, and I'oimd it was 10.43. It is 
our practice if a station tries to get our attention 
an<l is checked, not to ask them afterwards what they 
wanted. I never knew a case of stopping a message 
by O.A. nntil that at 10.39. I am snre they were 
not stopped again by O.A., but I may have stopped 
them again by 8,K, when calling Bath between 
10,40 and 10.45, bat I do not remember doing it, I 
might have done it, because I was already working 
at the instrument on which the call would come, I 
know I conld not have done it later, because I was 
at the Wimbome instrument. Mr. Percy went ont 
at 11 o'clock. I did not notice the time when he 
came in again. I knew the up-train left Evercreech 
at 10 o'clock, and the down-train left Bath at 10.45, 
but I was not anxious about the up-train even aftei- 
Radstock's attempt to get attention. 

Alfred Danrio (sworn), — I have been signalman 
in the employ of the Somerset and Dorset Company since 
the I3th June this year. I have been all the time at 

IFoKCOte. On the 20th of last May I went to GUstonbury 
to see Mr. Difford, and on the following Monday I wa.'* 
taken on as a porter at Radstock station. From the 
time I became a porter I was allowerl to go when I had 
time to the Radstock signal cabin to learn signalman's 
duties. I went nearly every ilay into the cabin, but 
did not touch the instruments or levers. I tried some 
of the levers, but was not strong enough to move them. 
I do not remember having ever touched either block or 
speaking instruments in the cabin at Radstock. My 
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hours, when porter, were from 7.30 a.m. to 7.30 p.m. one 
week, and another week from 8 a.m. to the last up pas- 
sen^r train due at Radstock at 9.25, p.m. I went into 
the Radstock cabin (hiily until the afternoon of Tnesilay, 
the 13th Jnne. and was learning till the following 
Monday, when I began to learn the duties at Poxcote 
cabin, I cannot take a message or send one on the 
single needle telegraph instrument, I can read and 
write, but I cannot write well nor read excellent 
Everything went smoothly lo the time of the accident. 
I only had occa^on to use one signal-lamp at night, 
except when a special might come from Bath. That 
lamp was on the up^orae-signal post. We have late 
trains going up hut not dowii. The up distant-Kignal 
would he lighted from Railstock if lighted nt ftU, but I 
do not know that it was lighted. The down train 
from Bath passed mo at 8.37 on the 30th June. The 
Line clear book produced was at Glastonbury during 
July, and we had another for the time, I begin duty 
at 6.5 a.m., and keep on till 4 p.m. I am then relieved 
by my mate until 6.5 next morning. The man on night 
duty waits until the lust up goods train passeji ; on nqe 
night pointed out it was 12.20, another, 1.36, again. 
12.28, 1.39, 12.20, 1.0, when it passed. The first 
I would hear of a train approaching me is " Line 
clear" being asked either from Wellow or Radstock, 
then I give three bi^ats to the right, "Yes. line 
clear." They say "Train will start" by three 
bents to the left, and then I pin my needle owr to 
the left, whieh means " Train on line.' IJ^Tien the train 
has arrived I signal four heats lo the right, having, 
when Wellow or Radstock has said " Train will start " 
telegraphed for "Line ulear" to the other, and if it be 
not received, stop the train by red flag or red ligUl, I 
can see the up-distant signal by day, but I have never 
seen it by night. It is lighted by people at Radstock. 
If they give me trains fi-om Radstock and Wellow at 
the same time I would block the line by six beats to 
the left. The train from Radstock was the first I 
heard of when I had " Line clear" at 1 1.2 from Radstock 
I gave three teals to the right " Yes, line clear," 
and it came on to my signal cabin. A previous train 
gomg towards JJath was not off block at Wellow, and 
I slopped the other train near my cabin in consequence, 
by showing a red light with a hand-lamp, in addition 
to the signal-lamp of the home-signal. I do not know 
whether the distant-signal lamp was lighted. I 
brought the train from Radstock to a stand a little 
past the home-signal and close to my box. I then 
waited till ^they unblocked from Wellow, and when 
they signalled the arrival by fonr beats to the right, 
I replied with four heals to the right. Then I 
asked *' Clear for the train " which was standing nt my 
cabin, and obtnineil " Yes, line clear," by three beats 
to the right. Then I signalled "Train will start," 
and they gave three beats to the left to signify line 
hlockc<l, and pinne<l their needle for me to send my 
train on. I showed a green light with my band-lamp 
to the enfpne- driver, and he started as soon as he 
could. The next thing that happened wa.s that this 
train came in contact with the other train. The Brst 
thing I heard was the shock of the collision. My 
signals were against the down train, I lighted the 
home-signal lamp myself when I thought it was getting 
dark and enginemcn might not see the arm. I put the 
lamp in the box and pulled it up. It was alight at 
the time of the accident, and immediately afU^rwards. 
I had only once liefore lighleil that lamp, which was 
for a sjieeial irain. I got no messages after the acci- 
dent. I am cerl^n that at the lime of the accident my 
needle was pinned to " Train on line." I know nothing 
of crossing trains. We ai-e supposed, if we have " Line 
clear " from Wellow or Radstock, to let a train go on 
to the other place. I lofjk for the lamps and flags of 
passing trains, I cannot say whether there was any 
such signal on the Radstock train. The previous up 
train to which 1 refer is marked wrongly [gpeeiat 13) 
in the Ixiok. I gave " Line clear" for it at 10.44 to Rad- 
sloci. Ra(l3tockgnve"Tminwilletart"at 10.44,andl 
gave " Train arrived " at 10.48., but the train ran past 
my cabin nearly to when; the collisioti took place that 
B2 



mbreqnently occurred. The tnun was backed, how- 
ever, and lit 10.48 I entered its <bparturo. Tlie 
arrivid at Wellow wa§ slgualled back 11.4. I had 

Keviously enlcred 10.58, whieli was a mistake in my 
)king at the clock ; I caiinol account for it in any 
Other way, I nuule the correction immediately. 1 
stopped tlie train which I marked or arriviug at 11.5. 
be<»uso I had not got " Line clear" for the Biirnham 
!• inin till 1 1.4. I put down in the book " CoUijiion took 
|Wftcell.6i, W. took on the train for Wdlow 11.6," 
[ Deforo 12 o'clock the same night. The Itodstock 
[ bain stopped at my cabin four minutoi before I let 
[ it go on. I am certain Wellow did not ask to send 
a train before the Biwlstock train arrived. I was 20 
t yearsofogconthe ]9thMayhist. Irecejvo Iflf.aweek 
wages. I bad no oil for my distant- signal laDipH on the 
I nigfat of the accident. Ithad nolcomefi-om llighbridge. 
I-I put the last of my oil into tlie Iiome- signals' lamps. 
If I had had oil I should have lighted ilio lamp of the 
distaol-signol towards Bath. I had not lighted that 
ilgnnl'lamp before. The latest train from Bnth is 
usually 8.16 from Wellow. 1 had invlruciionti to light 
the diatant-Hignal lamp, but could not curry them out 
that niglit ns I had not enough oil. When we want 
oil we tell or wrile to Mr, Jarreli, Rjidslock etiilion- 
mostcr, and we put a laltcl for It for Hlghbridgit on 
the can, and then we put it on the bank ouj^ine and 
that tiUes it to Kmlstuck. 1 had a difUcully on ths 
njght nf the accident in attracting the otleutiuu of 
Wellow on tlio telegraph iastrument, J waM about 
two nunntengi'l ting it. I wanted to get "Line clear" 
for the train from Rmlstock, which had come to 
n Btand at my cabin. The last communicatiou befoi-e 
then that I had had from Wellow was when he Big- 
nalled ihe arrival of the Burnham special. It was 
directly after Wetlow announced the arrival of the 
Burnham special I began to call them os above. 
They had not auuoitncod the arrival of the Barnham 
special before the train from Bndatock reached my 
cabin. It was about four minutes after the arrival 
of the train from Badstock that Wellow announced 
the arrival of the Burnham train. As sooa as I ankcd 
" line clear " I got it. The train from Raihttock would 
therefore have been standing six minutes at luy cabin. 
I got the arrival of the Burnham train from Wellow 
at 11.4. I should not like to say that I tohi an3body 
after the aeeident that I could not attract the 
att«ntion of Wellow. I cannot nay whether I did or 
not. I lighted the up home-signal unmediately after 
train Ko. 16 goods hatl passed. I lighted that first, 
and tlie homC'Signal towards Badstock afterwards. 
The oil I put in the home-signal lamp on the night of 
I aeeident was a. very small person. The lamp was 
w tiurning brightly when I pulled it up to its place. I 
I idid not see it again. I ^ut into tlie lamp all the oil I 
I twd. I cnnnot say thut I told Mr. Jaiivtt I was so 
Eeonfnsed and frightened that I did not kno^v what 
V? was doing on the night of tlie accident. I may 
^bnvi; Raid BO, I am awnre of nothing that confused 
and frightened mo before the accidi-tit. I cannot 
remember oniitliog to give the beats to signal arrival. 
It does not hap|K-n very often that niv arrival bents 
ure not acknowledged. Wellow and luidstock must 
often pivo the beats to signal the arrival of trains. I 
wrote " special 7 " in my " Line-clear book " becau(H3 
I wna expecting that train, the Bath train. T wrote 
it at 8.46, after sigualling a down gooils train. I 
1ind lighted my aigual lump, ns I think, ticfore the 
l<.46 train went through. That was tlie down ti'ain 
jirevioUE to the Bath train. I made the written state- 
ment produced after the accident, and signed it. I 
WTole it after Mr. John came into the c&bin. I cannot 
tell when, I think John came alone to my cabin, and 
told me to make a note of it. He was present when I 
wrote, but ho did not tell me what to put, and I did 
not show it to him afterwards. I am sure I wrote 
it myself without consulting John. I put it in my 
pocket until the policeman (Fnraie) cnme, to nbom I 
gave it. I guessed the time at which the collision 
occurred, and the half minute is obtained by the time 
allowed after the np relief train had been started by mu 



antil the oollision accuned. The 11.2, the time die 
Wlmborno train was sent from Badstock, I put in 
wbenitwss signnllcd, but the 11.5, 11.6, 11.6 I put 
down when told to do bo by John. He did not tell 
me what figuies to enter, only to put down my time 
if I hatl not done it. I wtoI« the memorandum after 
putting the note at the bottom of the page in the 
" Lino-clcar book,"wlnchaUo I had written at John's 
suggestion. The memorandum was written before 
the constalde came in. I knew we had to put down 
in the book any irreguhirities tliat occurred during 
the day, but I did not know wc had to make a report 
such as the memorandum. I first entered the flgurea 
at the top of the page, 1 secondly made the memo- 
randum at the bottom of the page, and thirdly the 
memorandum on the SL-parate jxkper dhted 7th August 
1876. John told me to make ii note of it, and then 
1 wrote the longer memorandum after the note in the 
book, I made no rough copy of the memorandum ; 
I only wrote what is produced, and that is the originaL 

Jiimrx Slrip (sworn). — I am a « lotion -master in 
the service of the Somerset and Dorset Ituiln-ay Com- 
pany at Wellow, and have lieen so about 10 months. 
HeCoro thi-n I wbb a signalman at livcicreecli junction 
for about six months. It was then that 1 joined the 
service of the C'onijiany. I am prettv well acquainted 
Avilli the legulaiioDs ; I work liy iJiom occasionally, 
sometimes in ihe absence of the telegraph clerk, aod 
sometimes when he is present. The single line 
arrangements for the working of trains are attended 
to chiefly by the telegraph clerk. 1 receive 23t. a 
week pay, and the uniform. I was at the station 
wjieii the presc-iit collision occurred. Freviutis to that 
I had been off duty since 6.30 p.m., Iiaving come on 
duty nt .1.30 a m. At 6.30 I left duty altogether, and 
the telegraph clerk and signalman wore in charge of 
the station. The telegraph clerk only was in charge 
of the single line arrangeiueots and the telegraph 
inslrumeuts. His nume is Arthur Hillurtl. He lias 
been at Wellow a few days longer than I have. I 
was present some time after 1! p.m. 1 do not know 
pjtactly when the down sjiecial from Bath arrived at 
Wellow. That train had to cross two other trains 
at Wellow. I came from Midfurd by that train. 1 
made imiuiry of Hillard on my arrival, and he referred 
me to the telegrnph written messages he liad received 
in regard to the trains. I produce the meaaage* 
in quvstion. A. received 7.56, B. received 10.4, 
C. received 10,24, I), received 10.40. I obeynl 
those messages. I did not receive any other telet^ph 
messages. I gave the authority to the guard for the 
down Bath special train by which 1 arrived, to Leave 
Wellow after a detention of about three minutes, to 
start for Foscote. The position of the trains was this : 
Tiie up ordinary goods train was stjtuding at the 
station in front of the up Burnham special, which was 
standing on the Badstock side of the Wellow home- 
sigual. In order to got this train inside Ihe signals 
we had to move the up goods train forward on the 
loop in the direction of Bath ; then the Burnham 
special cuine on to the loop where the goods truiu had 
been standing. Whilst the Burnham train was 
standing outside ths home-signnl, tlie block had been 
kept on to Foxcote, and as soon as it wna brought ou 
to the loop I told Hillard to signal her arrival to 
Foxcote, iiud to obtain " line eh?ar " for the departure 
of the Bath special, and to start thut train, I did 
not see the signals pass, I was standing i>|)|>(isile the 
signal bcx, and Hillard was, as for as I remember, just 
behind me. He would have to go iuto the booking 
office to work the instruments. He appeared to go in 
for that purpose. I did not go iu witli him. .Vs be 
came out I met him at the door. 1 asked if it 
was all light, and he replied " Yes," That was all that 
psfisod lictweeu us at that time ; and I stepped mlu 
the office myself. I saw it was all right tu start the 
train, its Foxcote hud blocked the line ( tlie needle ot 
the instnnneiit wus blocked over to the left, as if for 
that pur{>ose. I saw that, betore the train was started. 
I said nothing to the engine-driver. I knew of the 
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relief train from fhc tolegranis, nnd also from seeing 
a double reil light on the up ordiiiKry passenger train, 
which indicated " special to follow." According to 
my ridee I had nothing more to do for the Bath 
train. The up ordiDary train referre<i to (No. 18), 
accoRling to my book, readied Wellow at 10.3, and 
started af^in Rt 10.7 (?) T heard Mr. Difford's evi- 
dence, I think that, under the rule^ I was right in 
despfttohing the H&th special as I did. It wus ac- 
cording to my nsual practice. The up Weymouth 
train WHS due at Wellon- at 10.32, when I despatched 
the down Bath special. That would make no dif- 
ference in the opinion I have already gi^en, unless we 
had been advised by the crossing-agent at Glaston- 
bury. The Bnlh special would have to cross the 
Weymouth train at some plnce not indicated in the 
time lable. Rule H refeiTcd to. I uonsider that rule 
would apply only to ordinary trains running out of 
their usual course. I do not take it to refer to the 
case in question. The train from Bath upset the 
working arrangements for that ci'ening by being late. 
According to the time table the Bath and Weymoulli 
trains haa not to crops, so they do not come under the 
letter of rule 14. Glastonbury should have advised 
me if the up trains were not running in order. In 
regard to the i-elief train, I tnisted entirely to Glas- 
tonbury, who had promised to ammge the crossings. 
I should not hear about the crossing if it were not to 
occur at Wellow. T was not in the office, and I can 
give no account of Mr. Percy's complaint that his calls 
were unanswered from Il.O p.m. to 11.13 p.m. I had 
been to Midford chiefly for pleasure, and I was off 
dnty at the time. The trains appear to have met 
owing to a miii understanding, and I attribute it to the 
crowing arrangements ; but they could not meet 
without a mistake on the block, either at Wellow or 
Foscote. I have an idea as to how the iu'cident oc- 
curred, but I decline to soy what it is, bec»uee it might 
implicate me. When I looked at the instrument on 
entering the office, I did not notice whether the needle 
WB« calling Wellow. I think I should luive noticed if 
they had been calling " W " for Wellow. I must have 
heard it, A man attends to the clocks twice u week. 
He says on the platform, without always seeing the 
clock, it is such and such a time. We sometimes ask 
the time from Glastonbury. I supposed our clock to 
be right on the day of the accident. After the Bath 
train left, Hillard and myself went out of the office 
together; it would be about 11.10 or 11,12 p.m. I 
heard Mr. Percy calling about 11.15 or 11.16 when I 
returned to the office. He naked, " Where is down 
special ? " It was not n coded message. ' I answered, 
" Down special over T " ; the clerk did it under my 
instruction. I had no other message afterwards from 
Glastonbury. Aliout 11.20 or 11.21 the telegraph 
wires became entangled. I examine and sign the 
" Line-clear book " every day. After the down Bath 
t!pectal starteil I was in the office, and heard the tele- 
graph clerk working the instrument. I turned round 
and inquired what be hod done. I found that he had 
blocked over the instrument for a train from Foscote. 
I remarked to Hillard and two goods guards who were 
in the office, that the down train could scarcely have 
got to Badslock in the time. I do not think Z looked 
at the book at that time. The train would pro- 
bably run from Wellow to Foscote in sis miuuteji. 
According to the book produced the Batli special left 
Wellow at 11,10 for Foxcote, and the u[i relief train 
was on from Foxcote at 11.18. Thus, eight minutes 
had elapsed from when the Bath special left until I 
obsened that the other train was on from Foscote. 
It would take two minutes more for the train to run 
from Foscote to Radstock. The needle of the block 
instrument in my office remmned pegged over to the 
left as for a train from Foscote after the collision. I 
ilid not see Hillard ask for " line clear " for the up 
train from Foscote, The WeUow needle applying to 
Foscote must ha\e been released loo soon, before the 
Bath special reached Foscote, I do not know whether 
Hillard uskoi! for it to he releosetl, or whether it was 
done without his n^uest. Nothing passed on the 



speaking instrument between Wellow and Foscote. 
The first thing I saw between the blocking to Fox- 
cole WHS the blocking from Foscote. I saw the needle 
vertical between those times ; and while Gla.«touburj 
was asking "Where is down special?" I would 
naturally look round to that question, lo see whether 
the down special was " Over T ; " and when we 
replied " Over T," we meant it had actually pn-ised 
Foscote, I told Ilillai-d to send that I'eply, and Hil- 
lard did it, as far as I know. I told Hillard to send 
the message that the d^wn Bath special liad passed 
Foscote, taking it for granted ihat it had done so from 
the upright position of the needle. We liad received 
no notice by oiTival signal that it had passed Foscote. 
I added immediately lo the message " Down over T " 
to Mr. Percy. " Up on from T," sending it because I 
saw the needle vertical. I think that while Hillard 
was sending to Glastonbury " Down over T," he re- 
ceived notice of the up train from Foscote. I added 
"Up on from T" on seeing that the needle waa 
blocked. It waa just after both parts of the message 
had been sent to Mr. Percy that I made the remark^ 
" I should thiuk that train had not time to leave Rad- 
stock." I am not sure that I saw the needle vertical, 
as staled above. Foscote asks " line clear " from 
WeUow as soon as he is asked " line clear " from Rad- 
Htock, and thus a train may be only leaving Restock 
when Foscote asks for "line clear." My telegraph 
instruments have been working well. I cannot aay 
for certain whether, on my arrival from Midford, and 
on going lirst into the office, the state of the block 
instruments. It was about two minutes aflerwatds, 
when I had been out and returned again, that I 
noticed it. The iuatniment was then Uockcd as for 
a train to go to Foscote. I saw the pin wiis out, and 
the instrument blocked over; lam perfectly certain. 
Within a miuule I started the train, and the needle 
liad then been pinned over from Foscote fur the train. 
I went into the office for the purpose of si;eing if 
Foscote hod piimed over for " train on line." 1 asked 
the boy Hillard if all was right before I saw the 
needle. I went in speciidly to see the slHte of the 
needle, and started the train on my owu knowledge. 
The next thing I saw on the instrument was about 
11.18, when I saw that Hi Hani had blocked fur the 
up train. I am governed by the " Line-clear book " 
as to the lime. It was then I said I thought it was 
quick for the train to have reached Kadslock, and the 
lip train to have come on. My opinion is that the 
moo at Foxcot« was confused, and did not know what 
he was doing. He is inexperienced for au emergency, 
and might have unpinned our needle. I do not 
remember whether I told Hillard to send to Glaston- 
bury the message, " Down over T," When the needle 
is vertiad I take it for eranted that a train has 
arrived. Wliat I meant the other day when I said 
the accident might have oocuri-ed through the crossing 
arrangements waa, that if Radstock and Glastonbury 
had been in proper communication, the up train ought 
not to have left Radstock. It was when I returned 
from the accident that I noticed the " Line-cleac 
book." The figures were 11.15 when I saw them, 
aad tho blot was there. I think Hillard is pretty 
accurate in making his entries. He may make a 
mistake. I should think Hillard was absent about 
four minutes, when he went to collect the tickets ; it 
is quite possible that he should collect ihem in that 

{Hillard says he sent the messages " Down overT " 
and " Up on from T," and Mr. Sleep was there; but 
he does not know whether he instructed him to send. 
them.) 

Sleep continues : I hud intended going to bed when 
I returned from Midford. I remained at Wellow 
station for some minutes af^r the down train was 
aignalled at Foscote. It was some time between II 
and 12 that I went towards the scene of the accident. 
It was about 11,20 or 11.21 that I noticed the 
epeaking instrument working very strong. I did not 
go at once down the line. I stopped about the station 
doing nothing. I do Dot thiuk I noticed the line clear 
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book Yiefore I left for the accident. lam certaii 
did not do so. I went to the signal-cabin at Fox( - 
about 10 minutes after arriving at Foxcote. Dm. 
told me, '' You sent train on without line dear;" :> 
I replied, I hail not done so. (Dando rememl>' 
seeing Sleep there, but nothing of -whU pause' 
Mr. Jarrett came into the signal-cabin while I vr- 
there. I met a passenger between onr liome a?- 
distant signals Avho ssid there was a smash. I car 
not say why I stopped at the station, but it was n* 
because I thought there n^ght be an ac ci de nt , 
might have gone to bed if I chose* I ndglit faa\ 
dtajed there for gossip. I had no other leaian i 
remain. When I said I thought the Bath train lui<- 
nm ver}' quick, I did not think there would be uj. 
accident*. I did not realise when the mefwagei ^'Ddwi. 
over T, up on from T" were sent, that m oollimo}. 
was impending. 

I 

Arthur Hillard (sworn). — I was 15 jean of age^in 
October Inst. I receive Is, 6d, a wedc. Mj hoar^ 
are from 8 a.m. till after the passing of the kit np 
passenger train, due at 9.34 p.m. I am generaUj on 
duty from 8 a.m. till 10 p.m., M-ith a holiday on Sua- 
day. I am a t<>legruph clerk at Wellow, in the anrioe 
of the Somerset and Dorset Railway Company. I am 
in charge of tlie telegraph instruments, and when the 
statioD-ma:>ter is away I am jointly with the signalman 
in charge of the :^ingle line arrangements. I have to 
take messages and crossing orders, and to teU the 
engine-drivers whether they are to go on, oat of 
course, by giving the drivers the crossing oider. If I 
get a '^ Keep tmin ** order I keep the train. The sig* 
nalman does not interfere with this, his duty being 
confined to the points and outdoor signals. Formerly, 
for two or three months, I had to be on duty ftom 
5.1o a.m. to 7.30 p.m. I was not able to get up ereiy 
morning at the proper time. My landlord called me. 
I never drup asleep over my instruments dnring 
the day, nor felt confused. I prefer coming on duty 
at 8 o'clock. On the day of the accident I came on 
duty at 8 o'clock, and was still on duty at 1 1 pjn. I 
have been telegniph-boy, and learning, for about three 
years. The station-master wus off duty from 6.30 p.m. 
on the day of the accident, and I was in charge with 
the signalman (William Gillard). The signalman did 
not assist nie, being otherwise engaged. I received 
the four messages, A, B, C, ond D, already put in by 
Sleep. I told ^Ir. Sleep of the messages when he 
arrived at the dflict', and asked wliat antingenients 
were made. Ho then went out to let the Bumham 
si)ecial pass the up goods train. I should have had to 
manage them if he had not come back. I think I 
should have sent the goods on first to Bath before the 
Burnham special. Mr. Sleep brought the Bumham 
special to where the goods train had Ix^n, and told me 
to announce to Foxcote its arrival at Wellow, and to 
ask Foxcote for '*Line clear" for the down Bath 
si>ecial by "vvhich he had arrived. The needle when 
I went to it was blocked for the up special. I took 
out the pin, announced to Foxcote the arrival of the 
Burnham special by four beats to the right, and then 
gave him three beats to the right for ** Is line clear ? ** 
fie repeated this, signifying " Yes.** I then gave him 
three beats to the left, signifying "Train will start." 
He immediately pinned over the ne«?dle to the left 
for "Train on line," .and I put down 11.10, the time of 
the departure of the Bath special. I wiis going out 
to tell Mr. Sleep that it was all right for the Bath 
train to start, when I met him in the d(X)rway. He 
said, " All right down? " and I said ^ Yes. " He w^ent 
out and started the train. I then went out to collect 
the tickets of the passengers by the down truin. I 
always have to perform that duty. I also book the 
passengers when the station-master is away, and 
when the porters are away I help with the luggage ; 
but I never work the signals and points. It took me 
two or three minutes to collect the tickets. 1 came 
back to the office and cancelled the tickets with the 
punch. When T had done that, I looked round and 
•«»w thv ! ox cote block-instrument in an upright 
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BpeuHl-relicf-tmiu from Wimlmrne. " Lint* clear " was 
naiuid for it from Midsoincr Norton nt 1U.35 ; it nae 
put on block at 10.46, n'ucUwI llmlstook at 10.58 ; rwki'd 
" line clear " to Foicot*, which wiis given at 10.66, left 
Itadstock at 1 1.2, and Foxcoto sigonllptl arrival at 1 1.6. 
At 10.68 Midsonier Norton iisltcd "lino i-loar" for the 
Weymouth train; at 11.19 it wua put on lilock, nt 
11.29 nrrivod at RiuLsUK-k. No filial was made 
forward to Foxcoto in regard to it, Ijecause I had 
heard of the accident, i heard the (engines whistling, 
anil thought there whm soincithing wrong. I ran down 
to tJie office anil foiinil Eglon, the telegraph clerk. I 
nskM him il there was anything the matter. He said 
thei'B was, and that there was a collision somewhere, 
hut he did not know where. I ran back to the box, 
where I was obliged to rttmain. The lost down-train 
I hafl on that day was No. 18 ordinary goods, which 
left Radstock at 8A9. I ouinot oecuunr for the 
figures scratched out undrr the hewling of "down- 
tniins " Hpecial, 9.29, &c., except by enpposing ttmt I 
must have entered an np-tratn in the down column, 
and correctt^d it later. I luwereil tliu Bignul for the 
up-rolief-traio to leave Hoilstock at 10.58 or 10,.^9, 
but she did not leave until 11.2. I hud onlerB from 
Mr. John to let it go on. He Iitui eullwl to me in the 
box, and snid it wiia the 7.10 t«pi.'ciul coming, and I 
was to let it go on. I asked him if ihnrtt won not a 
crossing-order required. He said, "No, it waa not 
'* necessary as Glastonbury was going to arrange 
" crossings." Nothing more [utsscd, exct-pt that I 
said "all right." I took that as sufficient to let the 
trw'n go forward. I think that wliile it is necessary 
to have crossing-orderN for advertised trains, it is 
equally necessary for a train not sdvLTtifted to have 
crossing-orders. I think the regulations requini it. 
J mean No. 12 rule. 1 Imd no power to refuse to 
allow the train to go without a crossing-order. When 
s train has left me and readied Foxcote they unpin 
and give four l»«tt»i. They omit the beats Bomctimes, 
but very seldom, and aim|>ly let the needle bncome 
vertical. Uamlo works with me generally nt Foxcol*, 
but the change of duly is there 4 p.m., while the 
cluingi^ of duty at Radstock is 2.30 p.m. I do not 
find any difFereuee in the working of the two men at 
Foxcotc, and I could not tell whether I was working 
with Unndo or the other man, so far as the mode of 
working is concerned. Now and then, when 1 bavp 
had to run ilown and tighten or slacken my wires, I 
have come back and found my needle vertical. 
1 have no other duties to take me from my cabin. 
The practice referred to has not happened from 
Midsomer Noi-ton ! only from Foxcote, The arrivals 
at Midaomer Norton are signallei! by shaking the 
instrument up, and giving one beat of u bell 
with the needle standing vertical. I do not know 
how that mode of working arose ; it is not prodded 
for in the regulations. Thny generally give the boats 
from Foxcot« for arrival of troin.s, but they nevi-r ilo 
so at Midsomer Norton to us, nor we to them. I 
found that mode of working in operation, and have 
continued it for 14 months. I have never hod any 
Instruetions to work in that way. I wiw it so done 
while I was there learning, ami eoutinui'd it. I never 
commimicnte with Wcllow direct. Reheviug- signal- 
man Francis has seen mi- work in this way. Wood, 
Anhford, and Jarrett are our inni)Uctors, 1 cannot 
say they have seen me working in this way. 1 have 
done this when they have been in the twx, 1 do not 
fifly when Wood and Ashford have been there. In 
what I have sai<l in regard to the signalling of 
nnivals nt Foicoto, 1 mean that I have been content 
to sec the needlf unpinned without hearing the four 
Isjats, and Foxcote has been satisfied without an 
ncknowled|a:ment. Thut has only occurred four or 
five times in the H months I have been in the cabin. 
I take Mr. John's order to start a trmn just as I 
would the station-muster's, because ho nets for the 
station-master in his absence. I could not leave my 
box to consult with the atalion -master ; the trains 
) thick. My cabin is about 100 yards pouth 
f the station. I have nothing to do with speaking 



instruments. My duties are to attend to the I; 
instrnmenta, the signals, some ])oin(s, and tbn gates d^ 
the levcl-croHsiiig, which are worked from my cabitiiil 

Uoract/, Diindo, and Hiltard npp<:ai-cd togel 
and produced tlieir books. In regard to the Burnl . 
train Ilorseyasked for "line clear " to Foxcuteat 10.< 
and Dando has 10,44 as the time when "linedoae^ 
was naked. Next Horsey has noted arrived at F< 
cote nt 10,45. Dando has arrival timed 10.4t(. Dot 
asked "line clear" to Wellow at 1 0.4 H, and Uilli 
has the same time, Dando lias arrival at Wellow 
11,4, and Hillord 11.10. In n^rd lothr 7,10apocial- 
reli^-train, Horsey asked" line clear "nt 10.58, Dando 
has 11,2. Horsey had arrival 11.6 and Dando agrees 
with hiin, Dando asked " line clear " for it to Wellow 
at 11-6 and Hilhird puts it at 11,18. Dando his 
time of departure 11.6 when he had obtained per- 
miasion, and Hillard 11,18 as the time that he g 
permission, Dando states that he put down 11.6 
time that the up relief-tmin left him after the accii' 
occurred. Hillonl slates he asked "line clear 
Bath special at 11.10, but Dando denies it and 
no entry of it, Hillard also has 11,10 as the time 
when he received permission fivim Dnndo, and HlUord 
pap it Icfl him at 11.11, of Ahich Dando has noMitrjr, 
Horsey heai'd nothing nliout that train, Hillonl hr' 
notliing but his entry to prove his case. Dando eki 
he knew nothing of the down train, and that 
needle was blocked from Wellow when he sent 
the relief train. He also states that Hillard mi 
have Mmt a train an to the blocked section. Dr. 
ftays he was alone in bis cabin. Ilillnrd thought 
was alone. Neither Dando nor IlJUurd can expl 
how the accident occurred. Hillard [Ktints out 
figui-CH 11.10 when he aaked "line clear" to Foxi 
for tlie Bath special, and 11.15 its u minute beft 
the time when he saw the necillo vertical lor the 
ari-ival of the Bath special as he thought at Foxooto. 
Hillard states Dando asked "line clear" at 11.18 
which ho granted, having seen the 
nt 11.16. 

miliam GiUarii (sworn). — I am a signabnan a 
porter at Wellow station in theservice of the Someract* 
nnd Donwi Company and have been so since tlie 12th 
•Tune last. My duties are to look after the points au<I 
signals and porters, I work in a cabin. I work tbe 
block instruments in the station from 9.30 p 
after the passing of the last passenger trnto till 1 
8, or 4 o'clock in the moi-ning according to t" 

running of the trains. I was on duty nt Wellm 

on the evening of the 7th August. I saw No. 7 down 
special come from Bath. It arrived uliout 11 o'clock. 
1 could not see the clock. I remained in the signal- 
cabin to work the points and signals for tho up gooi' 
train imil the Bnrnham special. The Buriiluun 1F&, 
moved into the loop, atKl the Bath train moved awn 
nnd the goods train came to its place. The Bath t 
left immediately the Buruham train eutei-ed. 
slat ion -muster passed my cabin on liis way to | 
oliicc, and said nothing to mo. I saw him go into tL 
office, AfVer he passed my cabin 1 heard him say to tL, 
telegraph -clerk Hillard ot the door of the office, wbicha 
within three feet or so of my cabin, "Takeoff t' 
lip train luid put on the down train," I heard hn 
say those words. He stcpjied into the olBcr, i 
looked et the instruments, and snid to me "Pull t 
starter for the down npucial," 'fhat was idtxic I_ 
lookcil at ihir iunlmmeuts. He was then staniltng i 
the iloorway of tlic office, I was ItHiking through tk, 
window at tliat end of the cabin, lis I had been ul tU 
time. T pulled off my Htartiug-signnI, and the ilum 
siKHiial train ran out. Tlic nji special wnfi then wuitioj 
to go. Still standing at the door after tiu- Bath n\ 
went he said "Pull the starter, and let the up %._, 
run aivay." I pulled the ntarter off, after getting I 
order, and tbe up special went. The station-liifts 
was still in tlie office, The goods train hod baduMl q 
lieforo the u|i special could go. I conld sen 
stntiou-iuoslet' turn bis head towards the iastruin 
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the second time, after he bad given the order to stnri 
the Bumham up specia). I remained in my cabin and 
he in the office until the goods train followed ihp up 
special to Hath. When the goods train got outfide 
the starting-signal I left t!ie cabin and went into the 
ofBce. I do not know what time it was. The first 
dme I looked at the instruments I found the instru- 
ment pinned over from Foscote for another up train. 
It was OD hearing a whistling that I looked at the 
instniment. The whistling began as I was passing to 
the office. I did not go into the office before the two 
guaMa of the goods train had left. I liesrd no 
remark from either of them. It would not lake the 
Bnrnham special (juitc so long to go to Midforrl ns it 
would take the Bath Mpeciul to get to Foscote. It did 
not strike me at the time that it was very quick for 
another up train to have been put on from Foxcote. 
The station -ma.ster, myself, and tho telegraph -cdwk 
remained in. the office for half an hour. We were 
doing nothing, perhaps talking, but I could not say. 
The whistling continued for half an hour, and the 
station-master at the end of the time said he wouhl go 
down the line to see what was the matter. Hillard 
and I remiuned in the office all night, and till between 
6 and 7 o'clock in the morning, 1 was not talking to the 
goods guard Upward in the office that I nm aware of, 
nor out of the office. 1 did not hear him say how 
quick it was for the down train to have reached Rad- 
atock, I might have spoken to him, but I do not 
remember what I said. 

Edward Mullins (sworn). — I am a goods guard on 
the Somerset and Dorset Railway, and have been so 
two years. On the 7th August I was employed in 
working the Bnrnham excursion train. I left Bnrn- 
ham at 8.2 p.m., reached West Pennard at 9.15, 
where we waited 10 minutes for a crossing-order. 
Glastonbury had not sent the order. We arrived at 
Pylle at 9.35, and crossed the train No. 10, for which 
we had got the crossing-order at West Pennard. At 
Pylle I do not know whether the driver got a crossing- 
order. At Shcpton Mallet we crossed No. 18 down. 
I reached Radstock at 10.48, and left at 10.50, with 
a ei-oasing-order to cross No. 7 down special at 
Wellow. We arrived outside Wellow signals at 11.2 
by mv watch, which three days afterwanls was four 
minutes fast. I had set it by Bath that morning. 
We were kept outside Wellow signals for 11 minntes, 
arriving at the station at 1 1.14. 1 did not notice the 
clock nt Wellow station. The Bath train could tiot 
have left until aft«r 1 1,14. We were checked by tlie 
signals at Foxcote^ The driver ran past the boi, and 
was reversing to come hack, when I stoppe<I him by 
the red light, and gave him the green light to go 
right away, because I had seen a green light from the 
signalman at Foxcote. We ran into the loop at 
Wellow at 11.14, and left at 11.15. I saw the Bath 
train coming in, and saw the station-master ou the 
platform al'ter wo got into the station. I did not go 
into the office. I did not see the station-master go 
into the office before lie started us away. I know 
Hillard ; I did not see him at that time. The Bath 
train only waited for us to get clear, and then went 
away, after waiting three or four minutes nt the 
station. I got to Midford at 11.21, and away at 
11.23. 

Gtorge Vpteard {avioTn). — I am a goods guard in 
the service of the Somerset and Dorset Company, and 
have been so about 18 months. On the 7th August 
I reached Wellow at 10.45 p.m. with No. 16 up goods 
train, and waited there to pass No. 7 down special. 
Our train waited oa the loop opposite the up platform. 
While -waiting I talked to signahnan Gillard and 
telegraph clerk Hillard. I asked Gillard whether the 
down special had left Bath. I saw that train reach 
Wellow about U.13 or 11.14. I was on the uj) 
platform at that time. 1 did not look at the cloti 
left at 11.22. The Bath train left before 
that. She wa.'f about two minutes at the station — no 
more. When the Bath train arrived at Wellow, I 




saw the station-master run nciobs in front of the engine 
of the down train by which he had arrived. He met 
the liul Hillard outside the office close to the door. 
The boy Hillard said to Sleep, " The up Unmham is 
outside the signals waiting to come in." i did not 
hear him make any reply to the boy ; but he said to 
me, I was to get my train up over the points to allow 
the np special txi run up to the platibrm. I then 
went towards my engine-driver and told him what to 
do, and I cannot say whether Sleep or Hillard went 
into the office at that time. I myself had gone into 
the office when I arrived ut the station at 10.45. As 
soon as I got into the office I saw Hillard unblock the 
needle to Foxcote for the arrival of my train, Hillard 
had asked rae " la train all in ?" before he unblocked. 
I next saw Foxcote ask "Clear and put on No. 16 
tip special," and I almost immediately left the office 
and saw that the needle was then pinaed over at 
Wellow for train on line from Foxcole. When I 
went agun to the office was after the Bath special 
had left for Foxcote and tlie Burnhara train had left 
for Bath. That was about 11.19 or 11.20. Mr. Sleep 
and Hillard were at that time in the office, and guard 
Cooper was standing outside the office. I looked at 
the instrnments. Mr. Sleep said to rae, " The next 
np special will pass yon." 1 asked him for why, and 
he replied, "She is now on block from Foscote." 
I rejoined, "I did not think it wan possible; she 
could not be there in the lime." He said, " Come 
in and see for yourself." I went in aud saw the 
Foxcote block instrument with the pin in, pegged 
over to train on line. I said, " If the Bath special 
has got to liadstock she must have been very quick, 
for the Burnham special had not got to Midford." 
I was waiting for the Burnham train to get clear of 
Midford, and I knew that the Burnham train ought 
to get to Midford before the Bath train could get to 
Radstock. I said to Mr. Sleep, "I am afrmd, if that 
is the case, there will be something wrong." He only 
replied, '' She has not heon gone very long." I then 
heard a whistling, and said, " She is now whistling off 
Foxcote signals." By that time the Burnham special 
was cleared from Midford aud we started with our 
train. I was not in the office and did not see the 
Bath train telegraphed to Foxcote, and I cannot say 
whether Mr. Sleep went into the office before sending 
that train away, I did not hear of the collision till 
next morning, and was not much surprised after what 
I had seen, 

tf-V/iam Cooper (sworn), — I am a breaksman in 
the service of the Somei'set and Dorset Railway Com- 
pany, and have been so for 10 months. I reached 
Wellow on the evening of the 7th August with last 
witness. Our train stopped in the loop till the Bath 
special arrived, and I was standing agaiuSt the van 
when it an-ivcd. I did not go to the office until 
after the do^n special had left, I did not note the 
time, I heard Mr, Sleep, speaking to me and the 
guard, say, " It strikes me that the np special will pass 
you," Both of us replied the down could nevci" be 
over Foxcote yet, because she has not been gone long 
enough. I said the Burnham train ought to he over 
Midford before the Bath train was over Foxcote. I 
stood then between the signal-hox and the doorway of 
the booking office. Sleep said to us, " Come and see 
for yourself," and I went in and saw that the up 
train was on the line from Foxcote, the needle of the 
Foxcote instrumont being pinned over to the red for 
train on line. The pin v/ns in the instrument. Two 
or three minutes afterwards the Burnham train was 
cleared from Midford, and we started for Midford. I 
heani of the collision next morning. I was hardly in 
the office a minute altogether. 

Joshtta BUhop (sworn). — I have been for two years 
an engine-driver in the service of the Somerset and 
Dorset Railway Company. On the 7th inst, I left 
Bath at 10.10 a.m. for Tcmplceombe. On arriving 
at Templecombe at 2.40 p.m. I received verbal orders 
from inspector Carter to run with the engine and van 



to Wnil>onie in the ordiDary course of a pansengcr 
train due to leave Temiilecombo at 4,o. I left Temple- 
combe at 4.12 and arrived at Whnbomc at 5.20, 
After arriving there I asked inspector Perkins what 
I wad to do, aad he said I w.ts to bo nt the station at 
10 tniDutos to seven to work a Rpecinl. I went to the 
locomotive slied and iHif wh«l wiw requisite to the 
en^ne, and went to Wiml.orne Ktniion, which I left 
with the special at 7.25. liefore leaving Wimhome 
Mr. Gale, the station agent, road n telegram to nie, and 
I read it after him. aaying that niv train would erosa 
No, 12 down ordinary train at Bailey Gate. The drat 
stopping place was Bailey Gate, and I passed No. 12 
down tmiii there. I left Bailey Gate at 7.41. I 
Mkcd ihe guard at Bailey Gato wb^re we wei-e to atop 
next, and he said, "Stop evnry where, and that will 
make nure." He gave mo right away, and 1 atnrtctl 
in the usual manner. I did not ask the station 'master 
at Bailey Gale where else I had to cross. I had never 
before run with a speciitl train wilKout instructions as 
to crossing-placc!!. After leaviiif; Bailey Gati> I 
stopped at Spetitibury, arrived 7.48, departed 7.49, 
receiving right away from the guard and station- 
muster, but no further instructions, I urrive<l st Bland- 
ford at 7.57, and left it at 8.9 in the same way, and so 
on, until I got to Temph-comlM- nt nine o'clock, eroased 
three traiiiw tliert?, ami left at 9.14. Ins|ieetor Wood 
said to me, " Yon will go sieiuly down the banks." 
On leaving Templecombo I had engine and tender, 13 
carriages, and two vans, I had no order to cross any- 
thing at Evercreeeh. At 8iieptou Mallet I crossed 
No. 18 down goods from Bath, but I had no order 
for doing so. Between Wimborne and Radstock I 
crossed six trains, at four stations, with only one cross- 
ing order. I had never worked in that way before. 
Wherever I have croused out of the ordinary course I 
have had crossing orders given to me. I was at Rad- 
stock four minutes, Ihe starting signal wa<4 down, and 
the station- master and guard gave me right aivay. 1 did 
not ask where I had to cross anything. I left at 11.12. 
On approaching Foxcote I haw the arm of the 
distant-signal in the moonlight partly down, and the 
light out. That induced me to slacken sjieed. I saw 
tbo home-signal was against me, but not burning 
brightly ; It was just a simmering light.and it was almost 
impossible to see it until I came close to it. I stopped 
dead with my engine about 12 yards past the signal- 
cabin. Tbesignalmau was at the window, showing 
a red light from his hand-lamp towai-da me. Nothing 
parsed between me and the signalmnn. I was there 
six minutes, from 11.15 to I l.!f I. I lookcil at my 
wateh both times. I saw the signalman standing at the 
instrument towards Wellow. He came from the instru- 
ment, turned off the red, and gnve me a green light 
tfi go away, hut said niithing. As we started my 
male commenced liring, and we were running from 
six to eight or ten mWen an hour, and I wa« looking 
ovt^r Ihe right side, when 1 saw a gn-cn light of the 
engine, about 2U yanls away, with which I came into 
collision. I shut off steam, and called out, "O God, 
Jack," I turned round, and tried to jump, tuid Iraforc 
I eould do so I was thrown on to the ground. I 
Jumped up, thinking to run out of the way, but I waa 
unable to do so. My leg was severely sprained, and 
I was bruised about tlie body. I saw no one in tliu 
signal-cabin at Foxcote Iwsides the sinnahnan. All 
the trains which I crossed on the way up to Hndstock 
wero ordinary trains. I sometimes, if nut very late, 
find the lamp of the distant-signal, worked from 
Foxcote towards Radstock, burning ; but very ofti'n 
I find the light out when working the 10-30 from 
Tcmplecombe. About 9 or 10 o'clock it is generally 
burning, and also the home-signal. The distant- 
signal in Ihe opposite direction is often not burning 
when it ought lo he. It ia ofiener in than out, but it 
is rreqoently nut burning. The home-signal is gene- 
rally burning, hut not always in the winter. I have 
eumplaini'd abont it to the signalmen, and they often 
say in excuse that they havo no oil. I have not 
reported it to the locomotive superintendent. I ought 
to have done so. I did not notice the Foxcote liouie- 



signal towards Wollow. If Tospector Wood was 
travelling with the train, and gave me onleis, I should 
obey them. 

Jo/in Caribff (_sworn). — 1 have been for 14 months 
a Hrenian. I was acting with the last witness on thn 
7th August. T left Wimborne at 7.25 for Radstock 
anil Bath. Ail that my mate says is quite correct, as 
far as I know. The station-master came alon^de 
the engine at Radstock and said, " Where's your 
mate ?" Ho was under the engine oiling. The 
Stat ion -master said, " Now, then, are you ready to 
go ?" I rejoined, " In one minute, as soou as my 
mate comes from under the engine." He Irierl to 
hurry ua away. Nothing else passed nt Radstock. 
There was no light, I am certain, in the distant -signal 
lamp from Foxcote. The arm wn^ drooping a little 
from danger. The home-signal lamp was alight and 
buniing as usual. Our engine came to a stand mid- 
way between the home-signal and Ihe signal-box, 
within 50 or 60 yards of the signalman. Nothing 
passed between me and the signalman. There was 
not light enough in the box to see if the signalman 
was using the instnimont. I hoard my mate suy to 
the guard, " There's six minutes we have been staying 
hei-e," as he pulled out his watch. The signalman 
started us by iinnd-lamp. I went on liring, and as wo 
were going round the cur\'e my mate cried out, 
" Oh, Ciod, Jack, what's this 'f" and 1 was thrown out 
on my head. 

Sumwl Evaai {sworn). — I have been a goods guard 
for 13 or 14 months in the service of the Somerset and 
Dorset Railway Company. On the 7th August I 
was guard of a special train from Bournemouth, which 
wo left at 6.35, 15 minutes into. I^cfi Wimborne 
at 7.25, also 15 minutes late. The driver there 
reecivetl a message, not a crossing order, which I saw 
handed lo him, Bcn<!ing us on to Bailay Gate. I was 
never on a train worked like that before, witliout a 
crossing order. I did not think, nor do I think now, 
that it was necessary to have a crossing order for 
that train. Home one I thought would arrange the 
crossings nt Glastonbury. Wc lell Bailey Gal« at 
7.41 after crossing No. 12. Wc stopped nt nil stntions 
and croi<sed trains, but had neither crossing orders 
nor telegraph messages. I thought it was nil right 
on obtaining right away from the station agent. We 
reaehed Radstock at ll.Sand lelt at 11.12. My watch 
was about two minutes fast by Bourncmoutn time. 
Nothing particular jms*ed lielween the station -master 
and myself, except the right away. I thought No. 7 
down train would have got to Radstock and returned 
to Bath by the time wc were tlient. On I'ecoiviug 
right away from the station -master we went on. 
In the collision my van was destroyed and I wa« 
thrown out, but not seriously injured : 1 bait two black 
eyes and a cut ou iJie heail. My van wus next behind 
the engine. At Foxeoio we were stopped near the 
cabin. I did not notice the dislaut-signal ; the home- 
signid was against us and burning, 1 sung out to 
the signalman in the cabin, " What is the matt«r?" 
but I do not know if he heard me. I looked at ray 
watch, and entered in mv book *' arrived at Foxcote 
11.15 and left at 11.21.*' I had just completed the 
latterentry when the book was knocker! out of my hand 
by the coUiwon. I f und it mxl morning in the vaji. 
I did not see what the signalman was doing iu hia 
cabin, from where I wn^ on the step of the van. I 
did not notice the signals toward* Wellow, 1 did not 
go into the cabin nntd next morning. My watch 
stopiiedat 11,23^. 

Jamet \'owU» (sworn). — 1 am a brenksman in tho 
e of Ihe Somerset and Dorset Railway Company, 
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nothing to correct in or add lo my nuxtc's evidence. 
At tho time of the arcldent wc had 10 carriages, two 
horse-boxes, and two break-vans. I saw the rod light 
against us at Foxcote, and I did not luave my von. 



I mvr nothing nnusual at Railstm-k. I hnil no warning 
before I felt the shock oi' ilin catlisiou ami wits 
knocked across my von. 1 went back t^ Uadstock 
to give warning of the collision and stop the following 
train. 

Thomat Trowbridge (awoin).— I am a porter at 
Templecombo swtion, and have been bo about 15 months. 
I joined the Wimborne train at Templecombe, and 
was riding in the seeond-class break comjjartment in 
the middle of the tniin. I did not take the time. I 
did not get out of my van at Foscote ; n^r did I see 
the signnlmiin. After leaving I heard a whbtle, lookwl 
out, 8ftw the engine apnronehing, and was putting on 
the break when the colliBion OLCurred. 1 had a cut 
over thu eye, and remembered nothing more till next 
morning. 

John Hamlin (sworn). — I am nn engine-driver in 
the SL'r\ipe of the Somerset and Dorwst Railway Com- 
pany i 3 J years engineman, 8| fireman, and 1 2 luomhs 
nscleancr. I left Bath at ia45 p.m. in.-teaU of 9. 1 5 p.m. 
We were waiting at first for carriages to be altaclied, 
and afterwards for No. 19 to arrive before we sUrteil. 
We ought to have crossed No. 18 at Wellow. i hjid 
orders to wail at Bath from the inspector at lialh 
Rlalion. 1 rencheil Midfonl at 10.58, and left iit 1 1 
o'clock; reached Wellow at 11.8,and left at 11.13. I did 
not ask for a crossing order at Wellow, uud think I was 
jnstilied, considering that I kni-w nothing of the train 
that came into coll^ion with me. When I arrived at 
Wellow the passeogers got out, and I moved forward tu 
let the goods train get over the points. J saw the starl- 
ing signal lowered, and ivent away as fast as I could. 
1 askwl Wills the guard at Wellow how was the time, 
find saw that we difFcred two minutes, which I was 
fast. The guard said to nie at Wellow, " Wii* in ; 
we have a lot of people to pick up at Midford." My 
engine was n sis-wheeled coupled goods engine, jind 
wua not a fast engine. Half a minute after the Bum- 
ham train drew over the points I started away from 
Wellow. I cannot say what happened with the sta- 
tion-master at Wellow. I could scarcely realize at the 
time of the collision that a train waa in my way. The 
lamp of the Foxcote distant-signal was out 03 u»iml, 
and the arm was nearly down to caution. When 
somebody else is there the signals seem to work very 
well. I have not seen the distant-signal lamp alight 
for eight or nine months. 1 bad shut olf steam because 
of the cur\o and the gradient, and when I came in 
sight of tlifl home-signal I saw it was against me, and 
told m3 lUJte to apply the break, saying, " I supposed 
they could not get line clear." There wbS only a dim 
light in the home-signal. I saw the home-signal before 
I saw the oiio^ne of the other train. I had reduced 
the speed from about 18 miles mi hour to about 12 
when the collision occurred. My wliislli! was open 
when I Kaw the steam of the opposite engine over the 
cutting, and in a 8ecoud I saw the lights. AVe were 
then only 25 yards apart I had got the engine into 
backward gear when the collision ocuurrod, and I then 
found myself lying by the side of the engine. I went 
into the signalman's box and asked how it happened) 
but cannot say what reply he mode. I w&s then on 
ray way to Radstock to slop other trains. My notion 
is that the signals were not perfect at Foxcote, because 
the signalman was not strong enough- It has been so 
for more than i\ month. I have never run past the 
Foxcole signals when I chould nol have done it. The 
signals at Wellow might bo defective, owing to con- 
traeiion or expansion of the wires. I have looked at 
Dando many times und thought he waa not strong 
enough to work the signals. 

Henr;/ Pullia (sworn). — I am an assistant guard. 
I was goods guard for four years, and hnve been 
assistant passenger guard two yenrti, but have not 
been regularly appointed as passenger guard. I 
receive 24*. a week wages fi-om the Somerset and 
Dorset Company. On t£e 7ih August I was assist- 



ing with No. 7 special from Bnth for Radstock. ] 
should have left at 9.15 p.m., and left at 10,45 p.m. 
It had been a very busy day, and we had not sufBcient 
carriage roum at 9.15, when the engine waa waiting 
with three cuiriages, anil we wanted 1 1 more to bring 
back people from Midford. We waited liom9.15lc 
10.30 for thr>«e carriages ; then we got them, and 
had to wail (or the arrival of the No. IK nji ordinary 
train. As soon as that train arrived, the Bath fore- 
man started ns. We proceeded in due course lo 
Midford, but I did not take the lime. As far ts I 
know, the eniries in the book of the deceased guard 
Wills are correi-t. Accoiiling to ihot, we sliould 
lea^-e Midford at II, and arrive at WcUow al ll.B. 
We hod to move at Wellow so os to let tlie No. 16 
goods make way for the Bumham special. I did 
not see the station-master or the telegraph clerk at 
Wellow. Wv hail a tank engine and 14 curriuges, of 
which two were break - carriage i ; 1 rode in the lost 
vehicle of the train. We slopped about five miniilua 
al Wellow. The rear of the train was lieyond the 
platform which was not long enough for the train. 
I cannot fix ihe time when we left Wellow. I believe 
the station-master started the train, hut I did not 
see him. When the guard Wills started the train, 
we exchanged signals by white lighbi from our hand- 
lamps. Wills hod put 11.13 an Ihe time of leaving 
Wellow. I believe his time is correct. 1 saw the 
Burnham special come in out of our wu^', and we 
started immediately. I heard the engine-driver 
whistle as wo approached tliu auxiliary sigtml from 
Foxcote, and I fell the train slacken speed. Just 
alVer passing the auxiliary signal I put on my break, 
and had it fully appliith I did nut see the home- 
signal. I raw the lights on the engine coming the 
other way, but no lights in the signat-lumpa at all. 
I waa trying lo apply the break tighter, when the 
collision occurred, and I was knocked down in the 
van, but not hurt. 1 went towards tiio engine. When 
I noticed the home-signal about an hour afterwards 
thei-e was no light in it. A few minutes after the 
collision I went back towards Wellow. and near the 
auxiliary signal from Foxcote 1 put down detonators, 
ami relurne<i to the ci'wn. The engine-driver, Ham- 
lin, then asked me to go to Hadstockaiid inform them. 
I saw the station-master. V'owles, the guard, bad 
already informed them of the collision, Mr. Jarrett 
went with an engine and some carriages lo render 
assistance at once. The arm of the distant-signal 
from Foxcote was drooping, it might almost be takea 
for caution, as we passed il before the collision. 
'J'he signal was not altered by tha accident. 

Edward Francis (sworn). — I am a relieving signal- 
man in the service of the Somerset and Uors:t Rail- 
way Company, and have been so two years. T have 
been at several stations, including some lime at Brays- 
down (Foxcote). The prncticii of working was the 
eamo there as in other boxes. The needle of the block 
instrument is vertical, except when the pin is in. If 
I want to give notice to WeUow that a triiiu lias passed 
me, I call ihem, and if I do not get attention 1 call 
again, and for three or four minutes, and if 1 do nol 
get atteiilion the needle is left vertical, and Iho proper 
signal is not given. But this is rare. It has been 
done at Wellow when I have been working at Foxcote. 
I have never reported any one for doing so, nor hare 
I been reported. At Mid<M)mcr Norton, with the same 
rules, tha arrival of trains is signalled by a belt. That 
is the only case of the kind on the line. At Kver- 
creech junetion from box to box we give in trmns by 
a. beat on the bell, because there we can see them. It 
is double line at the junclion from one cabin to 
another. 

John Grant (sworn). — I am regular Bigiialman at 
Radstock. I was on duly on the Tth August from 
6 a.m. to 2.3U p.m. I waa in bed a mile away when 
I heard the whistles blowing, and thought something 
wos the matter. As quickly as I could I went to the 
spot, and reached Foxcote cabin about half an hour 



oftPrthf^fwd^entooetirred. I fonmUhe neeille blocked 
over foi- the train to go from Foxeote to Welbw. 
Tlic pin woH not in the Foxcote instrument. Dnndo 
WHS alone in the cabin. 1 asked Dando hovr he come 
to take on two trains at once. He said bo did not do 
Bo; that Wellow hkd sent a train on without "lino 
clear." Ho told me he hod booked no time for it, aad 
I B(LW he had not done so. He seemed frightcnod hj 
the accident. Nothing more passed until I wr'nt 
away. I usaiated to romovo a wounded man. J went 
booli to tuke off my jacket, and put it in the cabin. 
A police constalilo was then in the cabin, but not Mr. 
Jarrett. Sometimes we have allowed tlic needle to 
become verticolt to itignol the arrival of a train witlitmt 
going ihrough tlie form of beats. That practice has 
arii^en from our having to leave the cabin to light the 
lamps or do other ihlngx. The book belonging to tlie 
Foxcote cabin appears to be in the same state now an 
when I Miw it soon after the accident. 

William ffilliamn (sworn), — I om a signnlmnn at 
Evercreech junction, in the service of the Somerset 
and Dorset Companyi und have been so tor alwnt 
eight months there, and prcnousl}' at the Foxcote 
ciSiin for four or five monihs. On the Ttli Angiist 
I oame on duty at .3 p.m. and left at 11.65 p.m. 1 
have (n my cabin two block -instruments two tele- 
groph-bcUs or gongx, and three tcl^raph -speak ing- 
inatrnmenta. I receive erosstng-ordera and hand them 
to the slation-agent, who hands them to the drivers. 
There is a telegraph -clerk on duty from 7.15 a.m. to 
H,SO p.m. Wheu ho is there in my cabin he does the 
telegraphy, and when he leaves that work dovolvca 
upon me. I advise Glastonbury of the dopartnre of 
all trains, and of the arrival of Imins that do not go 
farther. AtU'V 8.30 p.m. I advised Ghislonbury of idt 
trains that jiasscil me on the 7th August. The up- 
relicf-troin pawed me nt 10 o'clock, and I bo advised 
Glastonbury, I advised filnstonhury of other trains 
after that. From lOtill 11.30 p.m. I was in the box 
niiir Ibe instruments. 1 did not notiei> anybody 
caHing (ilastonbury, or Ghistonhury culling uuyboily 
else. I saw no O.A. given, and I did not give O.A. 
tiiyself. I have never bw-n stopjied by O.A, in the 
middle of a message. If it happened to me I should 
call the station again if there wa« no one e_lee at the 
instrument. If a oerson wen' stoppml twice by O.A, 
it would look an ii Irick.'i were being played. 1 have 
never known, when at Foxcote, ilw- neinlle being 
allowed to become vertical without the beats to signal 
the arrival of traini), und it has not been done at my 
present station. No trainn crossed, except those 
hooked to ci-osa on the 7th August at my station, 
without erossing-oi'ders, 

Edteartt IthymcH (sworn). — I am telegraph-clerk al 
Evercreech New station, and have been there about 
eight months, the time of my service in the Somerset 
and Dorset Unilway. 1 was 14 at the beginning of 
thin month, and get (\i. a week. I had a nse of 1«, a 
week lost April, i generally come on duty at 7 a.m., 
and lately I have not got nwny before 10 o'clock at 
night, 1 am never later than 10, and sometimes I get 



ten. On tho 7th August 1 was on duty till 11.30 p.m. 
I was at a bench a little wny ofl' tho instruments 
between 10 and 11 on that night. I only kept a good 
look-out to see that our station was not called. I saw 
Other stations communicating witli one another, but 
I did not notice what thoy said. Almut 11.5 I saw 
somebody calling Wcllow for about three minutes, and 
just afterwards I saw them speaking ; but I did not 
notice whnt thi^y said. Before that I did not notico 
Qtastocbnry oidling anyone, nor anyone culling Glas- 
tonbury. T was busy with tho monthly goods accounts 
Itetween 10 and 1 1 o'clock. 1 collect tickets, and 
Mgist ivith pusaengers' luggage when the porters arc 
not on duly. T t>ook all the goods, but not the 
pHMmgers. I also book idl ibc parcels, and make up 
tho goods Mcouuls. I work the block-iustrumentfl 



when the station-master is away at mesKoroffdn^ 
at night. I then have charge jointly with the itigaiii> 
man. I did not give O.A, or stop any message on 
that night, and I did not see U.A. given. Sometimes 
I have been stopped in tho middle of a message and 
asked my code. I was never stopped when sending 
information to Glastonbnry. 1 generally find a diffi- 
culty in sending a message, because of croasing-ordent 
taking precedence of other messages. 

HenTi/ John Colliut (sworn). — I am booking-cJerk 
at Shepton Mallet, in the service of the Somerset and 
Dorset Company, nod have been so for one year and 
eleven mouths. My duties are t'O book (HLSsengera 
and parcels and relieve the telegraph-clerk during his 
meal times. I was on duty on the 7th August Irtim 
7,30 a.m. to just allter U p.m. I woo in charge of the 
instruments from 10 till 11 o'clock, I had do occasion 
to send any messages during that hour except the 
T.A. (train advice) for No. 18 ilown goods to Glaston- 
bury, Between 10 and 1 1 the following trains passod 
my station : No. 16 up goods, No. .13 np Mpeeial, tho 
7.10 up special from Wimbome, No, 16 up special, 
and No. 18 down goods. The BtAtion-masl«r was in 
thi! office with me at the time, but he could not *«« 
the insimments from where he was, I gave no train 
advice for the up-reUef-train, I asked Glastonbury 
about lOo'cloek wherethe7.10spceial from Wimborne 
was, and tlioy replied following No, Iti np special and 
would cross No. 18 down goods at Shepton. 1 cannot 
recollect infonningtiloslonbury when tbe7.10upspeciaj 
from Wimborne passed me. It Ls not customary to 
inform Glastonbury of np trains. It is of down troina. 
The speaking- instrument was at work all the evening of 
the 7lh August, but I noticed nothing at all. I saw 
no one stop a message and give O.A,, nor do I re- 
memlier touching the instrument myself after making 
the inquiry about the 7.10 Wimborne train. I knew 
nothing of the collision till ncjct morning. 

Charles '/htcnscud (sworn), — lam station-master at 
Binegar, on the Somerset and Dorset Railway, and 
have been so rather more than two j-ears, ond in the 
service for nearly 12 years. My station isn crossing- 
place. On the 7th August I cameon dntv at T.30a.in. 
and remained till 11.2d or 11.30 p.m. ] 'can work the 
telegraph- speak in g-iustruraont. 1 saw (he instrument 
working between 10 and 11 p.m. on the 7th August, 
but did not notice anything that passi'd on it. At 
that time I did not see Glastonbury calling any other 
BtJition, or any station tailing (JIastonhury, but b»> 
twnen 11.,^ and 11.20 I aaw Glastonbury culling 
Wellow. It went on for about five minutes so far a* 
I saw. I did not sec any reply from Wellow. I did 
not see anything else that passed that eveuing on the 
instrument, and am certain I saw no O.A. given, or 
any mPKsage stopped. I did not give O.A. or stop 
any message myself. I generally work the block- 
instnimi'nls. When I am in the office the Ifookiog- 
clerk, Fitsli-rick Chui'ch, sometimes works the instru- 
ments under my directions, and when I am not there 
he works them on hi^ own responsibility. I may 
have caUid a station to signal arrival and having 
failed to get attention omit the beats, and simply leav« 
the needle vertical. It is likely that tho same thing 
hajipeuB to other stations from us. ] have gone in 
and found the nee<lle vertical without our having 
given or received the beats. I have not rcmon»trated 
with other stations for not giving the bents regularly, 
and they have not remoustrateil with me. Church, 
my telegraph -clerk, left al fi.15 that evening, the 
pointsman did not interfere. 

It'illiam James Head (sworn), — I am station-master 
nt C'hilcompton, in the service of the Somerset and 
Doi^set Company, and have been so for three years. 
It is a croHsing-ploci'. I Lave a poiiitsmui, porter, 
and telegraph -clerk, I was on duty on the 7t.h Augasl 
from 7.30 a.m. to somi' minutes post 1 1 o'clock. The 
t<:-legraph -clerk, Alfrc^d Lance, was ihivt- with me tlie 
whole time. I (-an use the s[>tnkiug-instrtuncul, and 
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sometimes do. I BOmetfmes telegraph on the bloclc- 
instrumenl. I did not notice finything possiug on 
the inatrumentB on the night in questiou between 
Glastonbury and others. I hespd no one calling 
Glastonbury, nor anyone giving O.A, I did not 
give O.A. myself. I received the notice by telegraph 
from Glastonbary about the running of the up-relief- 
train, and nothing more in regard to it. I ought to 
inform Glastonbury of the position of trains, but I 
did not inform bim about the np-relief-train. It vas 
not necessary. If there is necesBiiy to alter a crosaing- 
plaee I communicate with Glastonbury, if otherwise 
I do not. That is my role. There was nothing that 
could cross the up-train at Chilcompton. Lt signalling 
the arrival of trains it has happened to and from my 
station that the needle has only been allowed to 
become vertical and no heats given. It may have 
been through our attention being at other duties. It 
was rarely done. I cannot say It has been done, and 
I will not say it lias not. 

Alfred Lanee (sworn) I am t«legraph-clerk at 

Chilcompton, and have been bo for three months. I 
was 14 years of age on the 25th February last, and I 
get 5*. a. week. My hours of duty are various. If I 
stay late at night I am uUoweil to come on late next 
morning. When on early duty I come at 7.30 a.m. 
and stay till 9.1.5 p.m. If the hst train arrives at 9.15 
I come' on at 7-30 next morning. If t!ie train did not 
come between 9,30 and 9.45, then I should l>e allowed 
to come on duty at 8.30 next morning. The last 
train is not generally so hiUi a^ 9.45. I never leave 
duty till 9.15. For meals I am allowed half an hour 
for breakfast, an hour for dinner, and half an hour for 
t«a. I do not find the hours too long. I sometimes 
book passengers and do accounts, I also collect 
tickets generally, but the pointsman collects them 
sometimes. I left duty about 11.8 p.m. on the 7th 
August. Between 10 and 11 p.m. I was making up 
my train-hook for the day, counting up the number of 
passengers at the station and the money received from 
them. That took me half an hour. I also made up 
some goods accounts, and I did not notice anything 
going on on the instruments Tlie station-master does 
the chief part of the accounts. I did not see any 
station calling Glastonburj- nor Glastonlmry calling 
any other station, nor O.A, given, and I did not give 
O.A. myself or stop any message. I sometimes work 
the block-instruments. It occurs once or twice every 
day when the station -niaator is busy. I can remember 
that the needle has l>een allowed to become vertical 
without the bents for the arrival of a train. It has 
been done to us from Midsomer Norton, but not from 
Binegar on the other side of us. 

Henri/ Jackton (sworn). — I am telegraph -clerk at 
Midsomer Norton, and have been there for about three 
raonthfl in the service of the Somerset and Dorset 
Company. Before that I had been 11 months at 
Stalbridge in the same capacity. My duties are to 
attend to the telegraptiing of the trains, and I book 
passengers, parcels, and gooda. I very seldom col- 
lect the tickets. 1 do not help with the luggage. I 
work with a l>el! from Radstock, but not the other 
way. I found it so when I cnrae and went on doing 
it. On the 7th August I came on duty at 9.15 a.m. 
and remiuned till U.IO p.m. Between 10 and 11 p.m. 

1 working at the goods accounts, my ordinary 
work. 1 was within a few yards of the telegraph- 
instruments. 1 had no occaaion to receive or send 

iges in that hour. I did not advise Glastonbury 
of the up-relief-train. We had no train it could cross. 
I did not notice Glastonbury calling any other station, 
r any station calling Glastonbury. I saw no measage 
stopped by O.A. and did not give O.A. myself. It 
would not be my duty to inform other stations of the 
running of the np-relief-lrmn. The train was sig- 
nalled in the usaal way between me and Radstock. 
The bents on the bell were given for its arrii-al. 



Joscp/i Morris (svorn).— ! i 



L booking-porter at 



Midford, in the service of the Somerset and Dorwt 
Company. My duty is to book passengers and attend 
to the general work of the station. I have been there 
12 months. I can use the speaking-telegraph -instru- 
ment -well. On the 7th and 8th August I was on duty 
from 7 a.ra. on the 7tli till about 10 o'clock at night on 
the 8th August— I should think 10.18. When I left the 
.Bwiteh WHS put on, and there was no one at the station. 
A telegraph-clerk named Edwin Hues was on duty with 
me on ihat occasion, and it was he who was attending to 
the telegraph instruments between 10 and 11 o'clock 
oLi Monday night. On Monday morning only the tele- 
graph-clerk and myself were on duty, and uo one else 
came until the down Bath special arrived some time in 
the evening. Inspector Ashford and two porters then 
came to do duty at the station, because we had the 
Bath Liberal Association at Midford. I was Rtill iu 
charge of the st(i.ticiii, and could not get away. There 
is no station- maatei' at Midford except myself. 1 am 
in charge. We have no crossing-orders at Midford, 
it not being a crossing-place. In the office there are 
two block-instruments, and one single-needle speaking- 
instrument. We always signal the arrival of traius by 
four beats to the right. It has happened that the 
needle was only allowed to become vertical, I have 
complained to the statiou-master at Wellow of that 
practice, and be replieil that he had admonished the 
person in charge, and it has not occurred since, that 
vros two months ago. Sometimes they were not at 
the instrument to receive our arrival-signal, and some- 
times they only unpinned the needle themselves with- 
out giving the beats. 

Edwin Hues (sworn). — lam telegraph-clerk at Mid- 
ford station, in the service of the Somerset and 
Dorset Company, and have been so for alrout 12 
months. On the 7lh August I came on duty at 
7. a.m., and renmineil until about lO.lS on Tuesday 
night. My ordinary hours are from 7 a.m. to 
9.65 p.m. every day, except Sunday. Somelimea I do 
not get away until 10.30 p.m. My wages are 5*. a 
week and clothes, I was 17 years of age on the 13th 
of last July. I was in the office between 10 and 11 
on the nigbt of the 7th August. I noticed nothing 
on the inslrunient at that time. I did not notice any 
one calling Glastonbury, nor anyone giving O.A. | 
did not give O.A. myself. I have sometimes com- 
plained to the station-master, Mr. Morris, of the long 
hours. On Wetbesiiays, Thursdays, anrl Saturdays 
1 get of! at O.30 p.m., coming on duty as usual at 7 a.m. 

I have half an hour for hi'eakfast, an hour for dinner, 
and when I am on late duty half an hour for tea. 

Gilbert Slocomhe (swoni). — I am ticket-examiner 
at the Bath ticket-platform, in the service of the 
Somerset and Dorset Company, and have been so 
since the line was opened two years ago. I collect llie 
tickets, and advise all passenger and gootls to Bath, 
and all goods-trains to Gla«lonbury. I also attend to 
the block-instruments for signalling trains. On the 
7th August I was on dnty at that place from 11 a.m. 
till 1 p.m., and again from 5.30 p.m. till about 1.30 on 
Wednesday morning. Usually I work 12 hours a 
ilay from 5.30 a.m. till about 5.45 p.m., or from 

I I a.m. till the last train, with a rest between 1 and 
5.30. I did not nolico anything on the inptriimeuls 
between 10 and 11 on the night in question. I did 
not notice Radstock calling Glastonbury, nor Glaston- 
bary calling any other stations, nor did I see O.A. 
given or give it myself, and I did not stop any message 
at that time. I am often asked by Gla.stonbury about 
dowQ-passenger-t rains, though my instructions confine 
me to goods trains. I cannot remember telegraphing 
the No. 7 down special on the evening of the 7lh 
August. Nobody works the block -inslntmenis but 
myself when I am on duty. I was 21 on the 8th 
Febriiary last, and my wages are 18a, a week. 

Henry Quick (sworn). — I am Iwoking-derk at Bath 
station, in the senice of the Midland Company, and 
have been so for 17 months. I was on duty on Uie 7lh 



Augn&t from 7 a.in. till about midnight. I thaaUl hnve 
Iptt in tlie onliiiary way at 7 p.m., but I reiiininwi uukiug 
lip iny niouthly accouols Foi- llio nmlit. The telejjraiili- 
(.■k-rka, Hugstou and Smith, loft n liltli.' Iieforti U, und 
I remained alone in the oflico. I can work ibe sjienk- 
iii^^inetrumcnt. There wn.s a licket-ca:«i< belivtH'n me 
and the SomerKet and Dorset inBtriiioeuI. I might 
liave beard a communication, but I did nol. 1 waa 
biisT with my ociiounts. I am quite aure I did not 
notice anything that [lassod on the Homerset and 
Dorset in»trnment, oi- iiitertero in anv Vvay between 
10 or 1 1 o'clock, or about that time. I do uot use the 
block-int^liument at all i only tlie speaking; instrument. 
1 did not stop any infsiago between 10 aud 11 on the 
Tth of August. 

Htubcn tfoijMtnn (sworn) — 1 niu a telegraph-clerk 
In the 9<^n-ice of thi; Midland Company at Itnth, and 
Iiave been fo for two yoiirs or more, i was on duty 
on the "ih August from 7 n.m. to about 11 p.m. 
Thero were speeinl trains running on tlinl day. Smith, 
my successor, was ou duty during tboso hours with 
mc, arid after then tlio itiflee was supposed to bo 
closed, Diit tiie booking-clerk. Henry Quick, wa» Btiil 
there and could have attended to the inatrument« if 
required to do bo, I keep no liook at the office. In 
regard to the atutcment that the Balh office was 
iTmiss iTi sending information to Glastonbury, I 
explain that I had orders not to anniver any question 
from Cikstonbury until I had seen eillief Mr. Kmlway, 
the stalion'mafiter. or the foreman, which would 
aixvinit lor the delays. 1 produce the t^'lcgrnhp- 
niessages received and forwarded on the 7th August, 
referring to the running or crossing of trains, eight 
altogf'lher. I was in the office until from 10.50 to 1 1 
o'clock. I was near the instruments, aud saw nothing 
passing at that time. My colleague and myself left 
together. I am quite sure that 1 did nut check any 
message from Bndstock to Glactonbury, nor did I 
observe anything of the kind. We nsnally cloaod 
businops at 8 o'clock at Bath. Notice of the starting 
of the Hath train was sent under the prefix T.A., and 
is only recorded like all siicli inessagiM tm ihti train 
stioeta. Vfe wnt thn notice about 10.43 p.m. When 
wo Icfttlu' ofKce on August 7th, between lO.SOand II 
o'clock, \vc left Quick there. I Hnd on refcri-ing to 
the train sheet, that there '\» no record of the time ut 
which Xo. 7 down speciiil lefl llutli, tn-cuuse I oiuittcwl 
to cnt''r it. I am certain t teli'grujihcd it about in.-ll^ 
or lO.'lS. Tliere are four other omissions in the train 
alieets ol* tiinr other trains which I lielievi; 1 tele- 
graphi'd. I may have hei^n engaged at other cireuils, 
ThtT(t are three cireuiU in tlie office, the Somerset 
and Dorsdi. Midland, und I'ust Offica circuits. It was 
too much for uie lo attend to myself, and may account 
for the coraplaintH against Bmli. On the nij^ht of the 
7ih of August ray succeasor was with me. The 
ordiniiry train, 7.10 p.m. from Bath, i« iho Inst train I 
entered in the trnia sheet ou the 7th August. The 
truin sheet ulno uhowd that whereas ou the 7th August 
21 up trains sliould have been I'eported, 16 were not 
reported that ought to have been reported, and only 
five were reported Of the down trains four are not 
down as being iijioited, though they may have been 
reported without my noting thom, 

trrdtrifk ^<mdh (sworn). — I uni unw the telcgraph- 
clcrk at thi. Bath sliitiuu. I was on duly with witness 
liogston on the 7th August from 7 o'clock a.in. till 
ncarlj 1 1 al night I did nut send or receive any 
messages on ihe Sonu^reet luid Dorset iuKtrument 
belwe4.n 10 and 11 o'clock, nur did I notice any 
messages pnssiug on that instrument in those hourti. 
Thf clerk Quick was in the ofliee between 10 and 1 1, 
and I left him there when I went away. 

John Furze (sworn). — I have Uienapolice constable 
in the Somersetshire pohee five monltis, i-lalioned at 
Kulstock. I was formerly a pointsman at Mlaveley ou 
the Midlaiitl Bnihvay. 1 atted in that capacity for 
six months. I w^ia on tlic platform at Kndalock, 



about 11.20 p.ni., when I heard of the MsoidABt ftom 
one of the railway oHicials, whose christian namo ix 
George. I do not know hia surname. He wiid lliorc 
had been a " sma^li in " down Iwlow. I went for tlic 
doctor, and afterwards went with him aud Ihe slalion- 
master, Jarrett, on un engine to the scene of the 
accident. I lighted a fire on the bank as soon ai 1 
arrived, and then went to the distant-signal towards 
Wellow, at the suggi-stion of Pullin the guai-d. The 
arm was drooped below caution. I saw, after the 
wreck was cleared uwny, that the wire was brok«n. 
A qiutniity of the wreck wa^ on the wire when I saw 
the signal-Dmi drooping. There was no light in the 
lamp which was theiv. I then came back to the 
home-signal, and the urm was on and the lighu ont. 
I did nut notice if the lamp was there. 1 informed 
Mr. Jurrett how I found the signals. Ue was close 
liy the engine. I next went into the aigual-eabin for 
the first time, it was about l.IO. It was 1 o'clock 
when we lookc<l nt the signals. I asked the signid- 
num Dando how it occurred, and he said he was 
frightened to that extent be did not know. I told 
him he was to consider himself in my care until 
released by some officer of the Comiwiny. He handed 
me a paper then. I looked at the bioek-instrumenta 
and saw the needle wag pinned over line-blocked, but 
the pin was not in the instrument. I took particular 
notiee because I knew what it meant, viz., that it wao 
pinned over from Wellow. I thought Dando might 
have been the cause of the accident and so took him 
in my care. Mr. •larrett told mo lo have an eye on 
him, and that might luirc bcvn the reason of my 
taking charge of Dando. AlU'r two hours my ser- 
geant liberated Dando. He was nut a lot frightened, 
nnd said if I would taki- him to Kilmerston he would 
be ready lo go. 1 looked nt his bonk. It appeared 
lo bo in the same condition then as now, so far as I 
know. 1 read through the statement be gave me and 
which hud his name at the bottom. I can only sp«ak 
as to the figures in the book ajiplying to the down 
trains. 

Charles While (sworn). — I am a signalman at Fox- 
cote cabin, in the service of ihc SomcriM>t and Dorset 
Company, I Iweame a signalman first on ibe 7lh 
December last year at Shepton Mallet, and nt Koxcote 
since the 1st of June. On the evening of the 7th 
August I left Bath with l\w down sprtrial nt 10.46. 
I noticed nothing particular till the collision occurred. 
1 was riding in the second coach from the engine. I 
looked out at Wellow and saw the passengers e« out, 
but i did not see tJio station-master or tehgraph-clM^c. 
Wo slaycil al Wellow four or live minutes. W« went 
along piTtty fast after leaving Wellow. I did aot e»» 
anything of the signal till after the atxtdeiil. 1 hcttrd 
a whistling and was looking out of the window when 
the collision occurred. 1 was thrown out ; I do not 
know whi-n- I was pitched. The carriage in whicb 
I had lieen riding was smashed to pieces, and the 
carriage behind Itnd mounted it. In alxiut tt quarter 
of an hour I think 1 recovered, aud went to the 
cabin. The signalman Dando waa there alone. I 
Bskiil him what he had l>eeu about witli us, and be 
said nothing. I said nnthing more about II. The 
iuslrnini'iit was jiinned over at Wellow I am aure. 
I did not look at Ihe liook. I left the cabin and went 
to the collages to i^all up the people to givi:i ni«istanc<*- 
Theu I returned to the cabin, and Dando «ud that 
Wellow must have sent on the train without line- 
clear ; nothing more passed, Mr. Jarrclt was then in 
the box, aud Mr. .Sleep, too, 1 think. Afterwarda 
1 went to the scene of the atxident, and rendered 
assistance there. I can converse a litllo on tlie 
speaking-instrument. I have been learning aince 
the Ut June, but do not flod it easy. I do not 
attempt to use the speak ing-in sir umenl. Once or twice 
since I have U^n there Wellow has left the needle 
verlieal without giving the beats for arrival. It ha« 
happened when I have been absent from the box. It 
hsa not occurred in the other directiim since 1 have 
been there. There woe no oil in the cabin. Mr. 



Jarrptt had sent na b little to use three or four Java 
before, until we got our supply. Dando sent the tan 
in. I never lighted the ilistant or home-signal towards 
Wellow. The home-signal towards Radetock is lit 
evei'j- night ; the distant- sipnal is lit froni liadstock. 
I cannot see it from my cabin. I noticed the horae- 
Bignal lamp towards VV'ellow was hurning very dim 
a quarter ol' an hour after the accident, 

James Axhford fsworu).— I am district-insppctor 
on the Somei-set and Dorset Railway from Hath Xa 
Templecombe, I have been so tor one year and eighr 
months. On the Tth August I went to Wellow by 
a special train from Bath nt 2 p.m., and returned from 
Wellow, reaching Uath about ;j.l3. I then lemained 
at Bulh until the departure of No. 7 down special 
train at 10.42 by my watch, which was right within 
ft minute. I went with guard Wills in the front 
break-van to Midford, where I left the train, and 
remained there till 1.20 a.m. At 11.40 I called 
Wellow to know where the sjime train was on its 
return journey in order that I might give information 
to the passengfera who were waiting Xo proceed to 
Bath by it Up to 11.40 I heard of nothing, and did 
notliing, except keeping the passengers back as the 
trains were passing. There were 500 or 600 passen- 
gers on the platform waiting to return to Bath. Glaa- 
tonbui7, Radelock. Wellow, and liath were called 
from 11,40 to 1a.m. hy myself, the station-agent, 
telegraph-clerk, and porter Adams, and we could get 
no sort of attention. We did not know then that 
there was any derange.ment of the wires, though we 
found the apeak ing-instnim en t working very strong. 
At one o'clock we got Wellow's attention, and I sent 
the following message at 1.20 a.m. : " Ashford, Mid- 
" ford, to Sleep, Wellow, You had better walk on to 
" Radstock, and let me know full particulars what is 
" the matter with the up special train." I also left 
Midlbrd to walk towards the train wheievev it was. 
I thought Sleep would get information of the train and 
send it me on my arrival at Wellow, I arrived at Wel- 
low at 2 a.m. ; and when I went in the ofGce I saw the 
needle blocked over, and the pin in, on the instrument 
at Wellow applying to Foscote. I put my hand on the 
instrument, and asked Hillard " What's the matler with 
the up special train ?" He told me, " The up special 
" train has run into the down special train this aide 
" of Foscote." I asked him what time the up special 
train was put on from Foxcole. He told me, I am 
positive, "at 11.10." Hillard was excited, but not 
particularly so. I told Hillard that he was not to 
remove the peg until the train had aiTived, He then 
told me there were several passengers killed and in- 
jured. I then proceeded to where tlia accident 
occurred, leaving Wellow at 2,20. I did not look at 
the line-elear book before leaving the office. When 
Hillard told me there were several passengers killeil 
and injured, I informed the porter to go to the 
" George " Hotel for the horse and trap to take me 
to Foxcote, and Hillard then said it was gone to Bath 
Hospital with some people who had been injured 
in the accident. I noticed the side-lamp of a carriage 
in the office, and asked Hillard how it came there. 
He said a passenger had brought it with him from the 
accident to see Ids way. I ofiked Hillard where Mr. 
Sleep was, and was informed that he had left for 
Poxcote before my telegram above quoted, sent at 
1.20, reached Wellow. I went on towards the acci- 
dent, and first met guard Wiley, of the Bournemouth 
train, then standing at Raditock. I next met Sleep, 
about one mile on the Wellow side of the accident. 
I, 1 asked Sleep about the accident, and he told me it 

I was just this side of Foxcote signal-box, and a fearful 
smash — a guard killed and several passengers, and 
several more severely injured. I asked him the cause 
of the accident. He said, " 1 don't know." Nothing 
more passed between us, and he went one way, and I 
the other. I arrived at the scene of the accident at 
2,51, and at the Foxcote cabin 3.17. I found the 
clock in that cahin one minute and a half behind the 
Wellow clock. I had noticed when at Wellow that 
the clock there was, to my belief, showing correct 
z 
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time. I asked signalman IJnndo the canae of the 
accident. He told me tliat " he stopjied the up special 
" train at his cabin for line-clear to Wellow, becauae 
'* the previous train had not arrived at Wellow, and 
" that Wellow had sent on the down 8[jecial train 
" without [tutting of her on line or asking clear." I 
had found in walking towards his cahin that there 
was no light at the distant-signal or the home-signal. 
I also noticed that the lamp-ease of the home-signal 
ti>wards Kadstock was down at the bottom of the post, 
and I saw no light from the back speck. I con- 
sequently asked Dando why the lamps were out. He 
told me that the home-signal tamps had been lighted, 
hut they were short of oil, and had no oil for the 
diMtant-signal lamps, and not sufficient for the home- 
signal lamps. The lamp of the up home-signal 
had been taken down for the oil that was left in 
it to l)e used at the accident. He said the down 
home-signal lamp was alight when the accident 
occurred, and he did not know the canso of its going 
out, except that it was short of oil. 1 did not look at 
his tine-clear book. I found tht- hlock-inslrumeot in 
the cabin applying to Wellow blocked over by Wellow 
to train-on-line, and the pin was not in the instru- 
ment. Nothing more passed between me and Dando. 
I found John, from Radstock, at the speaking-instru- 
ment in the Foxcote cabin. He was working that 
instrument. Three injured servants of the Company 
were in the cahin lying down, and police sergeant 
Mcmhry also came in while I was there. I also saw 
police constable Furze somewhere near the box when 
I entered it. I looked at the books for the first 
time, about 1 1 o'clock on the moi'ning of the 9th 
August, when a number of officials were examining 
them ; but did not myself particularly examine 
them. My duties are to arrange the Bath gooda 
guards, and any other goods guards required ; to 
visit the stations and signal-cabins in my district, 
or to make inquiries into nny matters under the 
superintendent, and I look after the signalmen to 
see that they do their duties properly. If I observed 
anything wrong at stations I ahouhl mention it to the 
station-masters, and if necessary biing it undej- the 
notice of the superintendent. It is the object of my 
visits to find out anything that is wreng, and report 
upon it to the superintendent of the line, as regards 
the safe and proper working of the line, I go out for 
the purpose, at irregular periods, holli of day and 
night. I am pretty well acquainted with the work- 
ing of the men who have been breught forward 
here. I consider Dando a competent person for the 
post of signalman at the Foxcote cabin. I um positive 
he was cjitiable of pulling the levers. He did not 
understand the speaking- inst rumen t. and I hud told 
him to tcarn it at intervals. It is not necessary that 
the signalman at the Foxcote cabin should know how 
to use the speaking-instrument, so far as regards hia 
duties at that cabin, because he is proteclwl by 
Radstock on the one aide, and Wellow on the other, 
us follows : — if the signalman at Foxcote were to 
make a mistake in his block -working, he still ought 
to be protected, and there ought to be no danger 
of collision, in reference to his duties, because if 
it became necessary the alteration of the crossing- 
place would be arranged either at Radstock or at 
Wellow. I mean that if a down train was due to 
cross an up train at Radstock, and if Radstock 
should ask clear for the up train and block to 
Foxcote; and if Wellow should then ask clear to 
Foxcote for the down train, and block the train to 
Foxcote, that would not justify Wellnw and Radstock 
to send those trains forward until they had received 
crossing-oi-dei-s fi'om Glastonbury " keep down trwn " 
at Weliow for up train to go on from Radstock to 
cross at \Vellow ; although we know that a signalman 
at Foxcote would be doing wrong to give line-clear 
for an up and down train at the same time. 1 think 
Dando would be a fit man to put at a crossing- place. 
Before he was put in charge ut Foxcote he had 
instructions not to have two trains at the same time 
on the section between Ritdstock and Wellow, I told 



him 10. Ur. Wood loot Dando totbo Poxrote cubiii. 
I do not know on wliiit ilny. I cxninmuil liim on iluj 
tStU JuiK^ in ixispwt of tlit^ lovers in tlio lockiug-fiiuiie 
and tlie lilnck-telegrapli iiiglniini.*iit>i, and asked liim 
what [ic would do in tlie cuso of'))oint8 Udnt^vroug or 
dnnguvons to n cuiiiiiig train. He Hitid Iiu would give 
ax beiits to block line. Hi' told mn he was coiupt'ttint 
ta tuke cburgo of the duties of tlutt box. llu had 
fcmoii working for aoine time proviously with reliuf- 
sigiiuhimu Fi'iiuoiM. I aui well acquainted with HJlUi'd, 
and I liiiird bini say here that he wbh 15 yeiu-M of age, 
and recused 7*. Gtl. n weeik, ooil in oniployed about 
13^ bourn a day. I think him fit to be iu charge of 
Ihi! anfifty of thr single line. The 8ig[ialuien hod 
nothin;; to do with the working of the ftingk" liiie 
beiwe<'j) &30 and 1 1 p.m. on the night of the ncciduiiti 
bat I think Ilillard waa i|iiit4< cotnppt'rnt for the poift. 
I think he would be ii proper person to tako cltargc of 
iho single line at any elation, ao tar u« lii« knowledga 
of the telegraph is concerned. It is my duty to uoto 
tho condition of signnli^ a.3 I pa»t them. On ono 
ocea»ion I obecrvi-d thai the down distant-elgnid from 
Foxcotc WHS not lightod when it should bv. Thut 
was on the 4th or olh April. I rqiortwl the cage, 
and was told t.lint the lamp bad litwn lighlod nnd had 
gone out, SIucD that dute I havii not ntHm the lump 
out whon it tihoidd bo lighted. I have ihm!U it lighted 
since. I cannot Ray that it was liglittid in May, or in 
June, or iu iluly. I ru'ported the easo tii April to thu 
«U[>erinlendunt of the line. I luii not coriaiu ua to 
whether thut lamp has h<^u lighted lunco, u» it hud Ih'ciu 
provioualy. I think iboi'i- liuve not bet^u trainei sulH- 
oientlylulo tore<{uii'e it. The last train WttH7.4^ |i.ui, 
nt that tiiui'. A ti-iutt loAving Balb at T.oU p.m. would 
get to Foxcolo ul 8.30 pju. it might gel there u 
litth' later. If a special lute train had been rnnuiug 
it would be ibe duty of the oigualman to light hiti 
lamps fur iu It is tbt- practice of railway coupauieM 
not lo light their lamps when ti'aius are not espocti^d. 
I might (HISS the Foxcote aigunla evi-ry evening. I 
gave written instructions to the ttignaloien us lo 
lighting Iheir sigiiak on the 22oi October l87o. 
The following is a copy : — 

"To 111' jiosted up in siguiU-box at Foxcote. 
Signalman Grant, Bath, 22ud Oetoh<-r 187.5. 

Vun will tiM requiit>d Iq eumi^ on duty in time 
for the first train iu the moruuig, and I'omain on duty 
until 4.0 p.m., changing ulti-rnatf vii-ik wiib signalman 
WilliamK, and light the down distant'slgnnl lamp 
bcforij li-ttving duty, when you are reliev<'d by signal- 
man Williams. 
Signal ninn Williams, 

Yuu will bi^ refiuired ti> come on ditty at 4.0 
p.m., anil remain on duty until all trninM )i»vr> jiafned, 
changing Alii'iiialc wei'k witli pignnlmnn Grant until 
furthir ordi^rs. 



Acknowledge rpceipt of this notici'." 

I have MMii tho [laper on the notice board ui tlie 
Foxcote caliiu, but I am not »ure that Dando haa Men 
it It WHS not there on the 9th August. I have 
iieVer given any instructions to Dando as to whether 
the down dist&nt-signal i^hould lie lighted. Tlie 
inatructions referred only to winter arrangeinenlH. 
Xhuido bod never com]>lainnl to mo of wani of oil till 
the idght of the accident. Mr. Jarrelt is reiH|>onsible 
for supplying him with oil. If tho signalman had 
applied for oil, and Mr. Jarrett luul not given it the hitter 
would be to hlame. It is not part of my duly lo see 
tl>ere is a sufhcient supply of oil in l.hf signal-cahiu.>. 
The injured men who were iu the cpdiin were, I think, 
not aware of what im^sed Ix'tween me and Unudo, 
They were drowsing. I noticed tho two cards of 
instructions banging in tlie I'uxcou? cabin, Tho arm 
of the down dietont-eignal was drooping, iiut I did not 
nKDtiou it to Uando, b(?(^iusc I saw wreck on the wire, 
and when 1 went into Ihc box I saw Ilie lever was in 
ita propiT tKisitioQ. 



Mr. Fri-ilcrick [Taker IVood (sworn). — 1 am chief 
inspoetor of the SomiTsot and Dorset liailway. On 
the iiJj August I arrivvd at Ghusl^mbury. my hi-oit- 
iiuarlers, at 7.5.'; a.m. ajid wejil at 8.U with thi- 
ordinary train to Tcmplecomlw, uud retnmod again 
to Gla><tonhury at 10.45. I remuiuetl there attendhig 
to traflic until 12.fi:J when I left for Bath. 1 arrived 
at Bath at 3 o'clock and loft by the 4.15 down train, 
tmd arrived at Tcmplccdmbo at 6.50, where I rom^eii 
attending to tivlllc till 9.20, and travollnl by tho up-ra- 
lief-lr«ii in question Ui Kv<;rcreeeh jimetinn, where 1 
loft it at 10 o'clock. I left livercrflecb by the nnlinar^ 
train at ahout lO.G or 10,7 and reached Glairtonhut^ 
at 10,35. I was looking after the s[)«.-ial tmlHc. At 
10.35 I went into my otfiec and ojieued the Impiloor 
which cannot be opened from the crrHsing-s^Dt'* 
oiBue, and seeing Mr. I'yrey liu»y writing ortiiTS, I shut 
tho trap again saying, " Oh, go on." I then opened 
some letl.TB waiting for mt- anil went out of my office 
and rounil lo I'eivy's olfiee rinor, which I fonnd nn- 
locknl, anil I walked straight in, it was then 10.42 
within a minute. Mr. Percy was sitting nt hi* t»Ue 
not writing, and Locke, the olerk, was working one of 
the instrunienrji, I e*nuot say which. I think it was 
the oni- next to the Bath inflrdmcnt. I said, " Where fs 
the down %\nv.'itii from Hath ?' lin n^plied. " Not left." 
I said, " Well as she has not left cnnwl her rnnnmg, 
" because Iher.^ is plenty of room in the itp Kpecij 
" to tuko on the Midford paBsengers." Uiii reply 
was, "Very well, I'lldoso." I think hesaidsiimrthing 
atjout other urowing-orders, and aiu-r «eeiug him 
taking up sume lelcfiraph-(»ads I left the office, nothing 
olsa having pttss<!d. I tliooght th<' uji- relief- train would 
reach Midford undiT the circumstances of gradient, 
and my caution as to tbi' banks, there being a aiirdal 
in front of it at 11.30. it would nin from Radrtodt 
to Midford iu from Ifl to 17 minutes. The train ran 
a little faster than I expected, as I did not think 
she woidd get to Kadstock at 1 1 o'clock. 1 then wen! 
to my house, five or six miuut«s walk fixim tlie 
station, where I nrrivi-d at 10.55, After going to lied 
I was oalleil up aliout 12.15, and on looking out saw 
Mr. I'atUson (Mr. Dilford's ehii-f clerk) and Mr. 
I'ercy who iH-ekonrd me down and I went as wton as 
possible. They lold me of tho oollision and .wiil ii 
was very serious. I went to thu station aud asked 
a ch-rk to get iuformatiou from Foxcoie, and it wne 
replied ihal the guard wa>* killed and a driver then in 
tho cabin injured. Afu-r coUeeling men and material 1 
went lo the scene of the m^cident and reaehetl there alsjut 
7 a.m. I walked from IJaiislock to Fowiote aud met 
Mr. iJifiord ihere. I went into the cabin and saw 
IJando. He waa not much confused. His hook ww 
then in the same stale lu prodnced. He said nothing 
diflcnmt an lo the cause of tho accident tlian he hait 
ataUtl at the inquh-y. He has never varied in hix 
story. I awurtid al thu spot, and went with Mr. 
Difloril to Wellow from 2 to .'J o'clock iu ih.- nflerooon. 
Thu line'clear book wbb (-jcamin'>'l and apjunn^d u- 
be hi till! some stati- as oow, the blot bi-tng ihere, bwi 
I did m* notice the umsure. We examined Ihr 
station-master, signalman, an<l dork, and the* gavr 
a contrmiictory stati^'mL'nt (o that of Foxcot>-. 1 think 
they said the name iheu as now. Mr. Perer had in- 
formi^d me at Glastonbury that he ntiked WcHcfw 
whi^it! tile down special was, and he said he Iiod tlie 
reply " down over T. and u[. ou from T." Init it wa« 
only after In- had heard from Hadstock thai the up 
train bad left then' that he f.^ared tlien^ would be 
au accident unless tlie trains wen- brought to a slatid 
by tlie Foxcolo signals. 1 knew Dando Iwfore h.- 
was iippointed W the Koicoto signal-cabin. He bad 
been working in a colliery as a miner, an.l made an 
application about two months before he got his 
appointment for the post of signalman at Foxcoti-. 
He w** made a portor at Kadstock station on the aSnd 
May by the superintendent. Ho sdd he would jireftir 
being iu the signal-lwx and I told hun be migbt 
emjdoy himsitif whon not otherwise occnpit^l in learn- 
ing Uw duties. On the Glh or 7th Jnn.' I waa at 
Kadstock and asked of Mr. Jamttt how Dando wss get- 



I 

I 

I 

I 

I 

I 



liug on, anil he spolte very well of him, and that he 
was very atlenlii'e. I said Iw applied for the FoscotR 
hvx, vfhut do you think o£ him ? Hi' replied, "He will 
do very well." About two days aftei'wards I saw re- 
lieriiig-Bigiuilinan Francis at Radstock, I ogkod him 
what he thought of DaDdo, and whether he thought he 
wonld do for the Foxcotc signal-box. He said he 
thought he wDidd do very well. Then I sent him there 
and aftiTwardB on my recommendatiou the superin- 
tendent sanctioned Dando's uppoiuluieut. I \isited 
Dando on the 17th June, hehadgonetliere onthe 11 th 
OV I3th, and he appeared to be conversant with his 
duties. J requested the district-inspector to examine 
him and when he certified to me in writing (copy pro- 
ducod) doted the ISth June 1876, that Dnndo, who had 
hitherto been working with another man, wa-i com- 
petent fur the duties, I placed Dando in charge on the 
following day. So far as I know h(^ has performed 
his duties to my satisfaction. Inspector Asbford has 
told me that he had informetl the sigQalman Gillai'd 
he was to be jointly responsible with the boy Hillard, 
for the conduct of the working in the absence of the 
station-master at Wellow. At the time, six months 
ago, when Sleep was relieved at 6.30 in the evening, 
it was arranged that the clerk and signalman Jointly 
sliould lake charge. It was not pnt in writing. I 
visited there, and taking the time-book in my hand, 
I said there are only two goods-trains to be crossed, 
and a passenger- train to be passed into Bath, and 
there is no need for the station-master to stay later than 
6.30. p.m. If the superintendent had known that the 
station-master left as ho did on the day of the acci- 
dent he would have severely reprimanded him, even if 
there had been no accident. It surprised me very 
much to hear he had been absent, and he wat* not 
justified in doing so. I did mention to him that 
it would have been better if he had stayed away 
attc^-ther. It was a breach of the Company's rules 
for the station-master to allow Hillanl to act as he 
did in ordinary working. I think it was an excep- 
tional case. It is understood that the signalman lakes 
charge of the station in the absence of the station- 
master. There is no doubt Hillard had assumed too 
much. I wa'i not aware that there was a peculiar method 
of signalling arrivals between Midsomer Norton and 
Radstock. The bell was put there to assist in drawing 
attention for the level-crossing, but not to serve the 
purpose it has been used for. At busy tiinesT have 
heard that ordinary mess^es were delayed by Glas- 
tonbury's erossing-orders. It would be better to have 
a double wire on that circuit. I have had cbsks of 
clerks partly receiving messages not intended for 
them, and then shaking up the instrument. I have 
&iled to detect the guilty clei-k. There was no one 
on dnty at Masbury who could have given OA^ to 
Radstock as represented. I heard of the up-relief- 
train for the first time at Templceombc at 7.65. I 
think the driver of the up-rolief-troin should have had 
a crossing-order at Radstock for Wellow. It was the 
duty of the station-ageot at Railstock to give it to the 
engine-driver, and not the driver's place to ask for it. 
I tiiink if Radstock had been stoppeil 20 times he 
ODght not to have let the up-relief- train go without a 
crossing- order from Glastonbury, knowing that he had 
a down train overdue. Mr. Percy appears to have 
relied on Radstock to inform him of the position of the 
up-relief-train, and that the Radstock station-master 
woutdneverbaveaUoweilittogowithoutcommnnicating 
with Gbstonbury. Mr. Percy, after saying he would 
arrange the crossiuga of the up train, should ha\-e made 
inquiries uo doubt, and I should myself have asked 
Radstock and other stations about it, being an extra- 
ordinary cme. 1 have no reeoUeetion of a message like 
that of Mr. Percv's, " I will arrange its crossings." 
The words vrnrv uncec^ssary ; it must have been cither 
Mr. Percy or his assistant who should arrange cros- 
sing-places. Inquiring about trains is voluntary on 
the fttirt of the Glastonbury crossing-agent ; it is not 
his duty under any circumstances under the rules. 
It was the Wellow station-master's duty also to obtain 
a crossing-order before despatching the down Bath 
train, becunae although he might not have known of 
the up-rehef- train, he ought to have known that 



another up train — the Boiirnemoulh excursion — was 
jverduoat Wellow. It would be taken for granted 
that Sleep wonld i-emain on duty ou nn occasion like 
the 7tJi August, but he was not «]x-ci(il!y Inslrucled of 
it. (Mr. Ashford remembers a rase where Sleep was 
on duly al'ter 6.30 p.m. to attend tr. a special traiu, 
since the arrangement of six moutiis ago.) Sleep 
bcuig off duty it was the duty of Hilhkrd to obtain a 
crossing-order from Glastonbury, and afterwards to 
act jointly with the signalman as to carrying out the 
instructions, Mr, Percy seemed alive to his duties 
that night at Glastonbury, nnd Locke also, but I ilid 
not speak to the latter. My room is only used by the 
station-master and myself. There was no one but the 
boy in Percy's office and himself when I went in. 
The practice of treating vertical needle as signal of 
arrival has never been reported to me ; nor liave 
1 detected it. On the first occasion I should severelj- 
reprimnnd whoever did so ; if repeated, I should 
report him to the superintendent. If he has several 
otiier duties to perform it aiibrds some excuse to any- 
one doiug so. I don't think thai practice has harl 
Buything to do with this accident. I should »ay 
Wellow would always give the four beat?, having « 
train just arrived and watiting to ask " line-dear " for 
nnother. 

Mr. Ed^card Peacock (sworn), — The statement I 
produce and which ha^ been read to me is correct. 
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Od the eveoing of the accident my intention was 
to leove Bournemouth by the ordinary 6 p.m. train : 
it was vei-j- full, and I was informed another train 
would be made up and start directly, as the ordi- 
nary traiu, stopping at all stations the siuue. I took 
a seat in a second-class carriage, nl the i-eur end of 
the train, wherein were 10 others who all got out 
at Everereech juuctioD. Our train started about half- 
pust six or twenty minutes to seven. I did not par- 
ticularly notice the time at starting; but on nenriiig 
Everereech junction, trom remarks ma<le by other 
paesejigers, it was near upon 10 o'clock by my watch, 
just previous to which the moon began t« rise very 
brightly. There were no lights in the carriage. 
Stayed some little time at Everereech, where a trmn 
was waiting, I think to take passengers on to Wells, 
&c. A great many passengers got out ; all in fact 
Uiat were in the same compartment as my.wlf, I being 
the only one left; no one else got in irfter. Whilst 
waiting at Radstock I particularly noticed the time, it 
was 10 minutes after 1 1 o'clock, and as the porters 
and guards were going the whole length of the train, 
calling out were there any passengers for Wellow or 
Midford, I concluded the tnun would run through 
to Bath, and, consequently, I shouUl be home in good 
time. I threw myself at full length on to the seat. 
We had not started but a little time when I heard the 
break-whistle of onr engine, and our train come to a 
standstill, but very gradually. After laying a minute 
or two, I found we did not go on. I got up and 
looked out oE the window. The witidow was about 
half up, so that I eould stand upright. As I was 
looking, with my arms resting on the window, I saw 
what 1 thought at the time was the end carriage of 
another train in front. 1 could hear voices ua though 
the drivers or guanls were calling or speiikiog to we 
guards in the other train. Just then the red light 
reversed to a green ; our train immediately moved on. 
I then saw what I thongbt to be the end of another 
train was a signal-box; the man inside just then 
crossed from one aide to the other ; he had on only 
his trousers and shirt. I noticed that the light I saw 
reversed was from a hand-lamp that was then placed 
on the shelf or board facing Radstock. As I came 
opposite the signal-box I again threw myself at full 
length, with my arms under my head, along the seat 
towards the engine. I had no sooner done so than 
there was a tremendous crash. I was thrown to the 
opposite side of the carriage, and tiack on to the Hour 
between the seats in an inHtont of time. I thought 
we hail run into another train. " Was " the " sides " 
or "roof" of the carriage coming in? Finiliug I 
hud the use of my limbs 1 immediately jumi}^! up. 



Mil out of the carriage into a potato field; but on 
getting uut i could Bte (it was jiiM upon a carve) 
it was nnother train Into which wi> had rou. The 
first fierson I saw was the guard Evftna j he waa 
itaiiding apparently dazed, with the blood running 
down hiH face. I spolse to him. Just then another 
gnard, a young fellow, got or stumbled out of the 
debris ; he was bleeding from his face. I spoke to 
hiui. Ho did not sefiin to be qiiit« conscious. Just 
then 1 beard somii voice, and saw the poor fellow 
Godfrey jammed U-tween the buffers and the cod of 
a cavringe, with n whole nuus of wreck on the top of 
him. 1 asked him if he was conscious ; he said yea. 
I asked his name ; he told me Wm. Godfrey, of Kwl- 
stoek. At that time another guard came round Irom 
eonie pari of the train ; he did not seem hurt, and I 
asked him or told him to pull himself together, os this 
TFOs a l«d affair (pointing to the poor fellow Godfrey,) 
and just then saw one of the drivera or stokers, who 
was trying to pull himself up to the handle of the 
break. He seemed very much hurt ; but I could 
render him no assistance, as there wiis a quantity of 
the wreckage between us. lasted him, the guard, if 
I could go backward or forwards to prerent anything 
eke running into the wreck? Ho just then seemed to 
recover himself, and said, " Oh, yes. come olong liei'e," 
He tbeji went a few paces towards Radstock, and then 
turned back to the end of the Bath train, and took 
down the side-lamp from the end of the train, and 
told me to go towards Wellow, but to be sure and 
keep the red light in front, and he would put down 
some delouating-signals. I immediately ran on 
towards Wellow, calling out as I went along, but 
previously whilst or immediately upon speaking 
to the poor fellow Godfrey I looked at my watt^h to 
see the time, as I thought it would be useful, it was 
then just 20 minutes past 1 1 ; I scribbled it on a letter 
At the time as there should he no mistake. There wan 
no signal-light between the meeting of the trains on 
the line and Wellow, as not bciug acquainted with 
the neighbourhood 1 was particularly on the look-out 
for any signal. About 300 yards from Wellow I met 
some one coming towards roe a shouting what was the 
mutter. I told him; he told mu be was the station- 



master at Wellow, and that it wos the above distance. 
He naked me to go back with him. 1 asked him how 
far it was, he said about two miles oi- more, and that 
it was about 300 yards to Wellow station. I aaked 
him if there was no one at the station who could 
telegraph ; he said yes, but thot the eommunicauon 
was stoppetl from Radstocfc. He said tliat he was 
afraid something had happened from the continued 
whistling of the engine (which could then be heard): 
he hurried on lowai-dg Itadstoek, and I towards Wel- 
low station, just this, Radstock, side of which I met 
other person!^ and the telegraph-boy, who I told to 
come back and see if he could not get through to 
Bath with information ; be said it was no use to try, 
OS they closed at 8 o'clock. I went with him to the 
ofHce, and begged him to try and call Bath or smne- 
where else where he could get througli to ; he worked 
at the instrument for several minutes, but without 
effect. I then knocked up the kndlurd of a, public- 
house und hired bis horse and conveyance, and drove 
with all speed to the Midland Railway at Rath, and 
told the manager what had occurred, it woa tlien 
exactly half-post one o'clock. I asked him if I could 
be of any aBsistance if I went back with him. He 
thauke<l me, and said I couhl not, he would do his 
utmost. I then hastened home for reuwos before 
slated, I was under the imprension that everyone 
who may have been in the carriages must have been 
dead, but 1 did not think there could be many people 
in the train. I thought all the carriages in the Bath 
train were empty, as the guard that gave me the lamp 
said it was a lot of coaches to lake the people home 
from Midford. Up to the time 1 left the scene of the 
accident, with the exception of those already men- 
tioned, there was no other person about, and not a 
sound to be heard wilh the exception of the whistle 
from the engine. 

The telegrapli-boy at Wellow, Ilillaid, did not seem 
to know "f the up- relief- train which came into col- 
lision. It was somewhat difficult for me to make him 
know what train it was. If there bad been e, light 
between the point of coUisiou end the Poxcot« caUn 
1 must have seen it, bnt I did not see any such 
light. 



Observafi^na. 

In onler that the above evidence, and tlie bearing and importanee of different 
portions of it, may be better understood, it is necessary first to reduce it to the form 
of a condensed narrative. It will then be more easy to sum up the defects and causes 
which have contributed to produce this most serious collision. 

It will be observed, in the first place, tliat the traffic on the single-line of the 
Somerset-and-Dorset Railway is worked by t^^legraph, and that, under the printed 
regulations in force, the safety of the public, as against the danger of engines or trains 
meeting each other whilst travelling in opposite directions on the single-line, Is 
provided for (1) by the employment of a cro.ssing-agent at Glastonbury, who is 
specially charged wilh tlie duty of an-anging fur the crossing of trains running out of 
course, or not according to the printed time-tables ; and (2) by the use of block- 
telegraph-iustruments in the hands of the station-agents, whose duty it is to take care 
that no two or more trains are allowed to be between two block-stations at the same 
time. But the Company's regulations for single-line working do not contemplate or 
provide for, as regards most of their provisions, either the case of a train running 
without a previously arranged time-table, or the interposition of a si^nal-eabin 
without a crossing-loop, such as the Foscote signal-cabin, between the Eadstock and 
Wellow crossing-alations. 

In proceeding next to consider tlic circumstances more immediately connected with 
the present collision, it would appear, that for Monday, the 7th August, which was a 
bank -holiday, arrangements had been made and time-tables issued for the runm'ng of 
spcfial trains to and from diff'erent stations ; and further, that the supcrintendent-of- 
the-liiiu, on finding that the 8.11 a.m. train, by which he travelled on tliat day from 
Glastonbury to Poole, was heavier than was desirable, detennined to divide it on its 
return journey into two portions. After having ascertained that he could obtain an 
engine and carriages for the proposed relief-train, he despati^hcd at 4,11) p.m. a 
telegram from Templecombc to the crossing-agent at Gla.stonbury as follows: — "I 
" have sent one of the engines of 12.50 up goods Ijack to Wimboruc, running to time 
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" of 1.50 down. It will work from Wimboruo to Bath as G.IO ordinarj', which train 
*' will follow special with excursion passengers." 

The crossing-agent, thus instructed, first advised all stations from Tcniplecomho to 
"Wimbome, commenciug at -1.23 p.m., that a special engine had left Templocombe for 
Wimhoi-ne at 4.10 p.m., crossing No. 14 up-train at Blandford ; nest telegraphed to 
the "Wimhome station-master at C.4.8 p.m. to advise him as to when this up-relief-train 
would be ready to leave "Wimbome ; and, on learning that it would be ready to leave 
that station at 7.10 p.m., advised Wimborne, Bailey-Gate, and Blandford that a special 
train would leave Wimborne at 7.10, crossing No. 12 down ordinary train at Bailey 
Gate, and telegraphed at 7.18 p.m. to all stations (hut not to Foxoote), "A special 
" train will leave "Wimbome at 7.10 for Bath. I will arrange its crossings." He 
also scut a message to Templocombe at 9.7 p.m., " Keep up-special-train at Temple- 
combe to cross No. 17 down-ordiuary-train. Erepeat." But he did not arrange for a 
crossing at Shepton-Mallet with No. 18 down-train, because it was not due to leave that 
station until after the arrival of a "Weymouth train running heliiud the up-reUef- 
train. 

This up-relief-train, then, as it may best be called, to distinguish it from other trains, 
left "Wimbome at 7.25, and was reported by telegraph to the crossing-agent as having 
done so. He did not an-ange for its crossing the duwn-Bath-special with which it came 
mto collision, because that train was due to reach Radstock and to leave Badstock again 
for Bath before the up-relief-train could arrive at Radstock. It was also reported to him 
as having left Everereech junction at 10 o'clock. The crossing-agent heard nothing 
further about it until after the collision occurred ; hut it readied Wellow at 10.58, 
according to the book of the signalman Horsey, who noticed on the following day 
that his clock was five minutes slow; or at 11.8, acc()rding to the engine-driver, and 
also by the watch of guard Evans, jrhich was, he heUeves, two minutes fast, — 
consisting of an engine and tender, 10 carriages, two horse-boxes, and tno break-vans. 

"When the np-relief -train thus i-eached Radstock, there was overdue iu the opposite 
direction a down-special-train (No. 7) from Bath, to the progress of which it ^viil next 
be necessary to refer. This train, due to leave Bath at 9.15 p.m., for the purpose of 
running to Radstook, and picking up on its retiu-n journey some 500 or GOO passengers 
at Midford, was delayed in starting from Bath, first, because there were eleven carriages 
wanting for it, and, secondly, because an up-train (No. 18, ordinary), which was to 
cross it at Bath, had not arrived. It finally left Bath at 10.45 p.m., an bom- and 
a half late, and i-eacbed "WcUow at 11.8, consisting of a tank-engine and 14 carriages, 
of which two were break-carriages. 

The position of affairs, therefore, shortly before the coUision, was as follows : — 

Of the two trains which came into collision with one another, the np-rclief-train 
reached Radstock at 10.58 according to the book of the Radstock signalman, or 11.8 
according to the engine-driver and guard, and the down-Bath-special-train reached 
"Wellow according to the engine-driver Hamlin, and the guard PulHu, at 11.8, and 
about the same time by the AVcllow record-book. The station-master, Jai-rett, and 
his telegraph-clerk, John, were on duty at Radstock. The Wellow station-master. 
Sleep, returned to his station by the doAvn-Bath-train, at, as he says, 11.8 or 9, and 
resumed his duties there with his telegraph-clerk, Hillard. Between them, at one 
mile fi-om Radstock, and rather less than three miles from AVcllow, was the Foxcote 
signal-cabin, at which Dando, the signahnan, was alone on duty. The ci-ossing-agent 
at Glastouhury had not heard of the trains since the up-relief-train left Everereech 
junction at 10 o'clock, and the down-Bath-train left the Bath ticket-platform at 10.48. 
He had nut received nor obtained advice from either "Wellow or Radstock, and the 
station-masters at those places were without instructions. 

The down- Bath -train being overdue at Radstock, the np-rehef-train could not 
pi'operly, accorthug to the spirit, though not the letter, of the regulations, leave 
Radstock (1) without instructions from the crossing- agent, and (3) without its lieing 
taken on block from Foxcote. The Wellow station-master had no means of knowing 
anything of the rimniug of the up-relief-train ; hut another train, following it from 
Weymouth, was overdue at the Wellow station, and the down-Bath-train could not 
properly leave "Wellow (1) without instructions from the crossing-agent, and (2) 
without being taken on block from Foxcote. The signalman, Dando, at Foxcote, 
could not jn'operly, ui the working of his telegraph-instruments, afford permission for 
the up -relief-train from Radstock, and the down- Bath-train from "Wellow, to approach 
his cabin at the same time ; nor could he properly, when the up-relief-train readied 
liim from Radstock, allow it to i)roceed towards \\'"eIlow mitil he had received notice 
of the arrival of a preceding Bumham -special- train at AVellow. 

The mistake of telegraph-working which, in the absence of proper crossing arrange- 
ments, was the immediate cause of the collision, lies between the station-master, 
D3 



Sleep, and tho tologmpb-clcrk, Hillard, at Wcllow, on the oxm hand, and Dniido, the 
Foxcote signalman, on the other hand. 

The case of Wcllow is briefly to the effect that permission was roeeivcd in due 
oourse on the block-instrument to send on the down-Batli-train to Foxcote ; that it 
loi't "Wellow at 11.10 ; and that its an-ival at Foxcote was annotmecd, not in a propec 
way, but by the nerdle being found vertical at 11.10, and 11.15 was therefore entered 
in the record-book a.s the time at which tliat train reached Poxeotc. It is then ad- 
mitted that at 11.18 Foxcote obtained permission in a proper manner to send on tho 
up- special-train to Wcllow ; and, indeed, tho hlock-instrumcnts at tho two places re- 
mained pegged over from Wellow, in proof of such permission baviiig been granted, 
for many hours after the collision. 

The case of Foscote is, that the up-special-train was detained at tliat cabin, on its 
way towards Wellow, because the arrival of the preceding Burn ham -special-train had 
not been announced ; that after the arrival of the Bnrnhain-special-train was reported 
from Wellow, it was two or three minutes before the attention of Wellow could 
again be obtained ; that permission was then received in due course for the up-.'^pecial- 
train to proceed to Wellow ; that it was started at a time entered subsecjucutly to 
the collision as 11.6 (which was admittedly unreliable, and was proved by other 
evidence to be incon-ect) ; that shortly aftenvards came tho crash of tho collision ( 
and that no notice whatever had been given in regard to the down-Bath-train. 

It being thus admitted that the proper signals were exchanged on the instrumentB 
in regard to the up -special-train, the point to be determined ou this part of the subject 
is whether any signals were exchanged between Wellow and Foxcote, as alleged at 
Wellow but denied at Foxcote, in regard to tho down- Bath-train, 

First, as regards Wellow : 

Sleep, the station-master, reached Wellow liy that trahi. He states that lie saw 
tho needle of the instrument blocked over, as if for that train to proceed to Foxcote, 
before he instructed the guard to start it. He afterwards saw the necdlH blocked 
over as if for a train from Foxcote. He is not sure whether he saw the needle 
vortical, Avhich IlUlard alleges, between the blocking over for a train to and tliat for 
a ti-ain from Foxcote ; but ho commimicated witli Glastonlnu-y that one train had 
gone from him and the other was approaching him, by tirst telegraphing "down over 
T," and adding immediately " up on from T " — because he Iiad scon the noodle 
vertical, and had also seen the ncetUe blocked over for a train from Foxcote. Ho 
then made the remai'k, " I should think that train had not time to leave Radstock." 
About 11.20 or 11.21 he noticed the speaking-instrument working strongly, from the . 
entanglement of the wires. 

Hillard, the telegraph-clerk, states that Sleep brought the up-Burji ham-special- 
train into the station, and told him to announce its arrival to Foxcote, and ask for 
line-clear for the down-Bath-train. Tlin needle was blocked over for tlic up-train. 
En took out the pin, and exchanged, first the boats necessary for announcing its arrival, 
and then the beats for the down-train to start; and, tho iieedhi liavbig been pinned 
over from Foxcote, he put down in tJie record-book 11.10 as the time of the de()arture 
of that train. He was going out to fell Sleep ; he met him in the doonvay ; he told him 
all was right, and Sleep started the train, lie went out to collect the tickets of the 
passengers by the down-Bath-special, which took three or four miimtes ; ho came 
back to the office, and cancelled the tickets with a pimch ; and, looking round, ho saw 
the needle of the Foxcote block-instrument in an upriglit position, at l].16by the clock. 
He booted, therefore, the arrival of the down-Batli-train at Foxcote at 11.15. About 
a minute or so later he observed Glastonbury asking " "Wlierc is No. 7 down- 
special ? " He replied, " Down ovor T." Immediately afterwards he exchanged 
signals with Foxcote for the dejiarturo from Foxcote of tho up-rcHef-train, pinned liis 
needle over to train-on-line, entered 11.18 in Iiis book, and then telegraphed to Glas- 
tonbury "Up-special left T." Sleep said, " Singly that train cannot have got to 
lladstoek and the ti]> one left in that time I " 

Tho evidence of Sleej) and Hillard, condensed as above, for this pai'ticuhir subject, 
is circumstantially given, but it presents many points of difficulty. If tho doivn- 
Bath-train had left Wellow, as they state, at 11.10 or 11.11, it would havo I)eon far 
beyond Foxcote before the time when the collision occurreil, about 11.21, 2 17 yarda on the 
Wcllow side of Foxcote, and within leas than three miles ofAVcllow. Tin: Wellow 
clock was a.s nearly right as possible, according to tho district-inspector, who compared 
it with his watch after the accident. H the other evidence is to be believed, — and 
it appears to me to be rclialjle,^ — the down-Bath-speeial could not have stortcil 
at 11.10 or 11.11, because the up-Buni ham-train was not admitted to the station till 
11.1*1, according to the watch ol the guard, which liad been set at Bath that morning, 
and was four minutes fast three days afterwards.* The guard, Upward, of Ko. IC up- 



goods-trftin aljore referred to, aud his Tircaksman, Cooper, who was -waiting to follow 
the iip-Bumham-tniin to Miclford, on finding, at 11.19 or 11.20, tliat the uji-relief-train 
was on block from Poscote, said, " If tlm Bath special had got to Radstork she must 
be Tcry quiek, for the Burnbani special bad not got to Midford-" Having seen the 
two trains stai-t, lie knew that the Burubam train ought to have reached Midford 
before the Bath train could get to Hadstock. According to the book of the deceased 
giuird (who was killed in the collision) of the down-Bath-train, aud the evidence of tlie 
engine-driver, that train left WeUow at 11.13, and it appears to have travelled towards 
Foxcote as fast as a sis-wheel-cotiplcd goods engine could well take it. These dia- 
erepancicB as to time are rendered still more serious by the condition of the Wellow 
record-book. There has been an erasiu-e, and there is a blot of ink over it at the figures 

11.15, purjiorting to represent the arrival at Foxcote, as reported to Wellow by the ver- 
tical needle, of the down-Bath-train, which never reached Foxcote ; and the figures 

11.16, entered as the time when the up-relief-train was taken on block fi-om Foxeotc, 
have apparently been altered from 11.10, the time named tlu^c hours after the accident 
by Hi! lard to Inspector AsMord as that at which be iiad received it on block from 
Foxcote. There is, further, a contradiction between WeUow and Glastonbury as to 
the message, " Down over T., up on from T.," wiiich the crossing-agent states that 
he took from the instrument as one message without any break in it, about 11.12 
or 11.13. Hillard states that he sent the message in two parts, and that he exchanged 
signals with Foxcote for the up-special-train between sending " Down over T.," and 
" trp-special left T.," which is his version of the latter part of it. 

These difficulties aud discrepancies would, of themselves, render it impossible entirely 
to rely on the evidence of the station-master and tolegraph-clerk at Wellow. The evf- 
deuce, directly opposed to it, of Dando, the Foxcote signalman, wliich must next bo 
considered, is of a simpler character. 

Dando says he first received notice of the up-special-train at 11.2, and he brought 
it to a stand dose to liis cabin at a time marked as 11.6. He waited for about four 
minutes, till the up-Burnliam-special-train, which preceded it, had been cleared from 

I Wellow at 11.4f. lie then tried for about two minutes to obtain, and at length 
attracted, the attention of Wellow, and received permission to send on ihv. up-special- 
feun to Wellow. He had no notice whatever, and exchanged no signals, in regard 
to the down-Bath-train. Ue entered 11.5, 11.6, 11.6, in his record-book after the 
collision, as the times of arrival and departui-e of tlie up-special-train ; and noted 11. 6i^ 
as the time of the collision, and made a memorandum of the occurrence, all at the 
suggestion, but not at the dietatioji, of John, the telegraph clerk from Kadstock, who 
Tisited his cabin, and was engaginl in telegraphing thence to Glastonbury, after the 
collision. He wrote "special?" in his record-book, in readiness for entries of the 
times of the down-Bath-train ; but they were never filled up. 

This evidence of Dando is wrong and contradictory as to the tunes given for 
different oecmTenees. It would appear from the statements of the engine-driver 
— and guax-d of the up-speeial-train, that it reached Foxcote at 11.15 p.m., instead of 
H^.fi p.m. as entered by Horsey, the Radstock signalman, and by Dando, in their retiord- 
Bliodks J and that it was detained for six minutes at Foxcote ; and the collision occurred 
" soon after 11.21, as it left Foxcote, The book of the guard, Evans, was knocked out 
of his hand by tlie shock of the collision, just as he had completed the entry " 11.21 " 
for the time of the train leaving Foxcote. But Dando has ne^-er wavered on one point. 
His statements shortly after the accident, his «Titten memorandum, and his subse- 
quent evidence, all agree in the positive assertion that he had received no notice of and 
had no reason to expect, the down-Bath-train, when he allowed the up-special-train 
to leave Foxcote for Wellow. 

Having regard to the evidence and actions of all the parties concerned, and to all 

the circumstances of the case, there can be no reasonable doubt, in coming to a 

conclusion, and deciding between the distinctly contrary statements from Wellow and 

Foxcote, that the station-master and telegraph-clerk at Wellow, in sending off 

the down-Bath-train to Foxcote, omitted to exchange any signals with Foxcote in 

reference to it ; that the blame in this respect rests cntii-cly with them ; and 

tliat the FoxcolC signalman, not having liad any notice of (bat train, and having 

received permission to foi-wai-d the up-special-train to Wellow, was justified in 

—j^tarting it, as he did, just before the collision occurred. But whatever conclusions may 

Hfee arrived at on these points, a distinct and most serious responsibility clearly rests on 

HSlcep, the station-master at Wellow, for having (at 11.18 accoi-ding to his record-book) 

"given permission on the block-instrument for the up-relief-train to leave Foxcote, 

without allowing sufficient time for the down-Bath-train to reacli Eadstock, As there 

was no crossing-jjiacc at Foxcote, it was necessary that the down-Bath-train should get 

^to Radstock before any up-train could leave Hadstock ; whereas the down-Bath-train 

H|uui not time even to reach Foxcote before the collision. 



The next important point to lie discussed is why the crosstng-syBtem also failed. 

The two trains wliich came into collision readied, the one IVcUow, the other 
Radstock, about the same time, Bay, 11.8 ; and tliey started, the one from Wellow 
about 11.14, and the other from Radstock also about 11.14', both towards Foxcote, 
where there was no crossing-loop. It was, looking to their times of running, the 
duty of the cTOssiug-agcnt to arrange for their crossing at either Wellow or Radstock ; 
it was tlie duty of the various station-masters to advise Glastonbnrj- i'reely of their 
running; and it was the duty of the station-masters not to send forward a train to 
cross another train out of turn, without first receiving, and handing to tlie engine- 
drivers, proper crossing-orders or telegraph-passes. These duties were in tbe case 
of these two trains, as regards tlic two stations, Wellow and RaiUtock, wholly neglected. 
Mr. Percy, the crossing-agent, admits that no arrangement was made for the crossing 
of the np-spceial-train from Wimljorne by the down-spccial-train fi-om Bath, with 
which it came into collision, "because the train from Batli wsis due to i-each Radstock, 
" and to leave Radstock on its return to Bath, before the up-special-lrain was likely to 
" reach Evercreech junction." He first heard of the Late departure of the down-Bath- 
train on asking about it at 9.60. He afterwards ascertained that it had left Bath at 
at 10.23, which turned out to be a mistake for 10.43, and that it had pa.ssed the Bath 
ticket-platform at 10.48. He had previously been informed, first tliat the up-special- 
train would bo ready to leave Wimborne at 7.10, and afterwards that it had loft 
Wimborne at 7.25. At 7.40 he telegraphed to all stations, " A special train will leavo 
Wimborne at 7.10 for Bath. I will arrange its crossings." And he arranged its 
crossings, of No. 12 down ordinary train at Bailey Gate, and No. 14 and No. 17 down 
ordinary train at Templecomhf\ Ho heard further of the up-special-truin up to and 
from Evercreech junction, and knew that the down- Bath -train had left the Bath 
ticket -platform at 10.48, and that the up-special -train Iiad left Evercreech junction 
at 10 o'clock ; but he neither asked for nor received any further news of these trains 
until 10.59. He states that he or his clerk were calling WeUow, to ascertain the 
position of the down-Bath-train, from 10.59 to 11.12 or 11.13, when he received 
the message previously referred to, " Down over T, up on from T." But inasmuch as 
the up-speeial-train was not sent forward from T (Foxcote) until 11.21, it must have 
been after 11.21 when Wellow sent that message. So that, in fact, Mr, Percy could 
not, apparently, have heard of either of these trains after their leaving, resp(;ctively, 
Bath and Evercreech, until about or after the time when the collision occurred. 
It was not, he says, until after he had received that message tiiat he called lladstook, 
though he gives the time for it as about 11.5 ; and he was Informed, in reply, that 
" the down-train was not in, and the np-train bad left." 

In excusing himself for not having arranged a crossing between these two trains, 
Mr. Percy further considered it the duty of Radstock to inform him of the approach 
to that station of the up-special-train, when notice of it was received from Midsoraer 
Norton ; and tlio duty of Wellow to inform him of the approach to that station of 
the Bath -down-train, when notice of it was received from Midford. And on this 
point arises one of the most serious questions in (he whole case. According to tbe 
evidence of John, the telegmph-elerk at Radstock, lie asked Glastonbnry, at 10.30, 
" Which of the up-excursious is coming first ?" and was told in reply, " The Bumham 
" excursion is first, the 7.10 from Wimborne is next, and the Bumham and Weymouth 
" excursion is last." He (John) says he attempted, at a time which he states at 
10.55, but which would apparently have been later, — when he saw the gates open 
at the level-crossing, and the signal lowered for the up-special- train to run into 
Radstock station, — to ask Glastonbury, "Must wo keep up-special here, as she has 
left Midsomer Norton ■*" But when he had got as far as " Must," he was stopped by 
O.A., which is used on this line as a terminal, and was an exceptional mode of re- 
fusing to receive a message. Mr. Percy, and his clerk, Locke, deny that such a. 
message was attempted to be sent, or was so stopped, at or about that time ; but 
Mr. Percy admitted, after hearing John's evidence, and after a portion of his own 
evidence subsequently given had been read to him, that such an occurrence took 
place at 10.39. Radstock tried then to say something, and was stopped by O.A. 
John, however, had made a memorandum at the time, in regard to the alleged 
attempt at 10.55 ; and had further written down a statement, not volunteered by 
himself, but accidentally discovered in his memorandum book during the inquiry, 
in which he explained that he luid also replied O.A. to Glastimbury, when tliey 
subsequently tried to attract his attention, in return for their having stopped liis 
message, which " was not pleasant." And it was then admitted that Jolm bad 
thus twice replied to a message from Glastonbury by O.A, A suggestion was mado 
that O.A. might have been given by some other station on the circuit in stopping the 
alleged message from Ratlstock timed at 10.55, and the matter was so important 
that all witnesses were examined from the different stations who could throw any 
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light on the suhject. The result was that the contradiction between Radstook and 
Glastonbury remained, directly affectinir tlie credibility of the persons concerned 
at these stations ; and it must be added that the Glastonbury telegraph-clerk, Locke, 
when pressed on the subject, wavered in his denial. The excuse of the Iladstock 
station-master and telegraph-clerk for sending on the up-special-train without a 
crossing-order, rests partly on the basis of their having attempted to send this mes- 
sage, and of its liaving been refused, and partly on the gi-ound of the crossing-agent 
having undertaken in the telegram at 7.10 to arrange the crossing-places of tlie 
up-special-ti-ain. Tbt; excuse of the crossing-agent for not liaviag arranged its crossing 
by the down- Bath-special is, on the other hand, that he had not received the informa- 
tion which ouglit to have been furnished him from Eadstock and Wellow, of the 
running of the trains, to enable him to do so. In considering all the evidence on this 
subject, and the way in which it was elicited, it is not possible to eome to any other 
conclusion than that there was improper wrangUng on the instruments between 
Glastonhm-y and Radstock, wlilch was eonimeiieed by Glastonbury ; tliat the 
crossing-agent not having expected the up-special-ti-ain to reach Radstock quite so 
soon, such wi-angUng was the cause of his not receiving the necessaiy iuformatiou 
from Eddstock, and of his not appointing a (jrossiug-place for the two trains which so 
imfortnnately came into colhsiou ; and that a most serious responsibility rests upon 
him for thus neglecting his duty. 

Admitting, however, that two messages attempted to be sent from Radstock to 
Glastonbury were improperly cheeked from. Glastonbury, and that the crossing-agent 
had previously assumed the responsibility, which lie did not fully cany out, of 
arranging the crossings of the np-special train, the station-master at Radstock cannot 
be justified in sending forward the iip-special-train at a time when the down-Bath- 
special was so long over-due in the opposite direction. Even though the strict letter 
of the printed regulations did not precisely refer to such a train muuing without 
a time-table notice, yet if be had observed common precautions he would have 
taken more pains to ascertain from Glastonbury whether it was right to send forward 
the up-relief- train mider such circumstances. 

It is quite clear that the precautious adopted with regai-d to ordinary trains, and 
with regard to special trains arranged to run according to printed time-tables, were 
neglected as regards the up-spccial-train. The crossing-agent did not receive, nor did 
he ask for, any information in regard to it, fi'om the time when it left Evercrccch at 
10 o'clock until after the collision occurred. Although he had underta,ken to ai-rango 
its crossings, he did not send crossing-orders to the station-masters, and the 
station-masters could not therefore give them to the engine-drivel's. The printed 
Regulations required that " Drivers of trains sent on to cross other trains at places 
'* where they are not marked to cross in the working time-book must be f ui-nished 
" with a crossing-order." But Bishop, the engine-driver of tlie up-spccial-traiu, who 
" had never worked so before," running with a h'ain for which no time-table had been 
arranged, and every crossing of which was out of course, crossed six trains bctwecu 
Wimbome and Radstock with only one crossing-message. It is diiiicult, under tlicso 
circumstances, to blame him for leaving Radstock, as he had left other stations, with- 
out a crossing-order. 

There are admittedly too many instruments on the circuit for one wire, which 
Would prevent that free communication with Glastonbury which is prescribed by the 
llegulations, and which is so necessaiy ; hut the station-master at Radstock, who had 
received and issued crossing-orders for the two preceding trains. No. 16 ordinary and 
No. 16 up-special, to cross the down-Bath-train at Wellow, was certainly culpable 
for venturing, merely because two messages had been improperly checked, and because 
Glastonbury had telegraphed, " I will arrange the crossings," to alloiv the up-rehef- 
train to leave Radstock for WcUow without any further instructions from Glastoubiu-y 
and without a croasing-order. 

Summary. 
In considering tho cU'cumstanccs of this collision, the following defects of regu- 
lations and of working come to light : — 

1. The Foxcote cabin was employed under regxdations which did not contemplate 
or provide for such a cabin being intei-posed between two crossing-stations, and in a 
manner to constitute a breach of the imdertaking given under seal of the Company to 
the Board of Trade, to the effect that only one engine in steam, or two or more 
engines coupled together, should be allowed to be between Radstock and Wellow at 
the same time. 

2. The signalman in that cabin was comparatively inexperienced, was quite unable 
to use the speaking-instruments supplied in the cabin, and was almost uniirovidcd 
with oil, so that he could not light the lamp of his distant-signal towai-ds Wellow. 
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8. The responBibility for the safe working of the Buigle-iine was, in a pwat measure, 
and too often solely intrusted, at Wcllow, to a boy 15 years of age, paid Ta. Gd. a 
wcL'k, and working ordinarily 14 hours a day, employed to book the passengers, col- 
lect the tickets, and attend to the accounts ; and this boy liad been on the 7tli August 
in sole ehargo oi tlie instruments from 6.30 p.m. to 11.15 p.m., while the station- 
master was absent, and thus on duty upwards of 15J- hours when the eollision oceurred. 

■l. The system of signalling on the block-instruments prescribed in the regulations 
bad been habitually neglected between Rudstoek and Midsomer-Norton, and had, not 
been regularly attended to at Wellow and certain other stations. 

5. Tlic train-adv ice-book employed bytho crossing-agent for arranging the crossing- 
plaees of the trains, and reUed upon by him for that purpose, did not eoutain eolujniis 
for entries from Uadstock, or from some other stations. 

6. When orders were given for running tlie up-relief-train, no time-table was drawii 
up for it by the superlnlendent ; instructions were not, in tlie absence of any timo- 
Ijill for it, forwarded to the ditferent station-masters as to when they might expect 
it; and, although the crossing-agent had informed the various stations of the time 
named for it to start from M^'imborac, and had arranged for its crossings at Bailey- 
Oate and Templecombe, he allowed it without any special notice to cross No. IS 
down-train at Shepton-Mallet, and he did not take sufficient precautions to inform 
himself of its running, and thus to ascertain when it was likely to reach Uadstock. 

7. The crossing-agent checked in an improper manner messages which it was 
attempted to forward to him from Radstock, one at 10.39 p.m., and, if John is to be 
believed, a second at or after 10.55 p.m., the latter of wliicli would have informed Mm 
of the approach of the up-spceial-train from llidsomer-Norton towards Uadstock, and 
of the immediate necessity of arranging a crossing between that train and the down- 
Bath-train. 

8. The up-relief-train was allowed to cross six trains at different stations, but the 
engine-driver had rnccived only one iustruetion and no regular crosslug-ordcr. 

9. The station-master and telegraph-clerk at Wellow, according to the evidence, in 
my opuiion, allowed the down-Bath-train to leave Wellow without any notice to 
!foxeote, and without its being taken on block from Foxcote. 

10. They received the usual signals, and accepted the up-speeial train from Foscote, 
some live or six minutes later, and before the down-Bath -train had time to reach 
Foxcote ; whereas they knew that the latter ought, wlien once started from WeUow, 
to iiave had time to reach Uadstock before the former left Uadstock. 

11. The station-master at Radstock allowed the up-reUef- train to leave that station 
for Foxcote without any crossing-order or instructions from the crossing-agent, 
placing too much reliance on the jirevious assurance from the erosaing-agent tliat 
he woidd arrange the cro-ssings, and not sufficiently persisting in the attempt, in 
iviiich his telegraph clerk had twice been imi)roperJy stopped, t<o communicate with 
the crossing-agent. 

12. The ongino-drivers of these two trains, not knowing how other trains wore 
running, and not having l)een accustomed strictly to obey the regulations as to 
crossing-orders or telegraph-passes, did not ask for either before leaving Wellow in the 
one direction or Radstock in the other. 

13. There are, on the Bath circuit, too many telcgrapb-spcaking-instruments on 
one line to admit of the regulations being properly carried out as t« the free telegraphing 
of trains. 

The relative responsibilities to be attached to the various officers and servants of 
the Company implicated in this accidfint, may, on the evidence be, in my opiniou, 
apportioned as follows: — 

llelntive Responmhilities. 

The Wcllow station-master, Sleep, who, on his return from Midford, resumed his 
charge of the Wellow station, is directly responsible, first for having allowed the 
down-Bath- train to start from Wellow without the exchange of the ueeessary signals 
on the block-instruments with the Foxcote cabin ; and secomlly for having permitted 
the up- relief-train to lesive Foxcote before the down-Bath -train {which could not cross 
it befor(> reaeliing Radstock) had time even to reach Foxcote. 

Tlic AVcllow telegraph -elcrk, nOlard, was Sleep's agent in this proceeding, which 
was as certain a method as could have been devised of causing the two trains to meet 
each other in eolhsion on the single lino. It is only in consideration of his tender age 
— 15 ; of his long hours, — upwards of 15, on duty ; of his having other duties to 
perform incom])atible with proper attention to his telegraph -iustruments ; and of 
tlio fact that Sleep was, under the regulations, in responsible charge of such arrange- 
meutSj^-that hv can lie couBidercd free from the most serious consequences. 



The crossinp-a^oiif], Pcrey, who had specially mtlmated to the various station- 
lasters that lie would arrange the cmssinws of the iip-relief-tmin, also directly 
mtrilmtcd to the colliaion, hy failinsf to arratii^e a crnssing-placc for tiiese two trains, 
aoMini;, as he did, that the np- relief-train had left Evercreeeh at 10 o'ehjek, and tlie 
>wn-Bath-train had left the tiekct-platform at Bath at 10.48; hy neijlectins; to 
leertain how the up-relief -train was running after it left Evercreeeh at 10 o'elofk ; 
id by refusing to receive information protTered on the speaking-telegraph-instrument 
roni Radstock in regard to it. 

The Radstock station-master, Jarrett, was not, under the circumstances, with tlu; 
Own-Bath-train oveniuc at his station, justified in allowing the up-rolief -train to 
ave Iladstock for Foxcotc and Wellow without a crossing-order, or more distinct 
structions from Glastonbury. But it must be remembered that he had been 
formed from Glastonhurj' that the crossings of the up-relief-train would be arrangod 
ly the crossing-a^ent ; that his telegrapli-clerk hatl attempted to communicate with 
Hastonbury, and had been stopped in tliat attempt ; and that the up-relief-train was 
hdy taken on block from Poxcote. 
The Superintendent of the line, Mr. Difford, who ordered the running of the up- 
lief-train, is responsible for not having canned a proper time-table to be made and 
Icgraphed to the various stations, for so exceptional a train running on so busy a 
lay all the way from "Wimbome to Bath ; and for the gent>ral want, of uniformity 
letween the regulations and the practice, the laxity of discipline, and the incfliciency 
ind long hours of servants, disclosed during the inquirj'. 

When, on the one hand, the strongest comments are in such a case necessarily and 
nnavoidably made iu regard to the conduct of inferior officers and Fervants, justice 
lemands, on the other hand, that the responsibilities which rest with those above thciu 
ihould not be omitted from consideration. Some excuse may properly be allowed 
for negligence or mistakes committed by inferior officers or senants, when they work 
continually under defects of regulations or discipline, or with inefficient or overworked 
colleagues, or under other disadvantageous conditions. But a corresponding degree 
of responsibility is, imder such circumstances, necessarily transferred to their supcrioi-s. 
The Wellow station-master, Sleep, may be held, on the evidence, to have principally 
ftnd directly contributed to this accident. But it is, at the same time, right to 
remember and record the precise circumstances under which he has fallen into this 
position, Ho complained of long hours. lie was therefore permitted to leave duty 
at 6.30 p.m. daily. His duties after that hour devolved, according to the regulations, 
jointly on the telegraph-clerk and the signalman ; but practically, as regards the 
responsibility of the single-line working with the telegraph-instruments, on the 
telegraph-clerk. On returning to the Wellow station at 11.8 p.m. be resumed his 
charge of the station, and his responsibilities. It has been urged that on such a day he 
ought not to have left his station at all ; but if be bad remained at his work he would 
have been on duty from 5.30 a.m. until some time after the accident, say for upwards 
of 18 bom's. If, on the other hand, a responsible agent had been appointed, habitually, 
or even for that day only, to share his hours of duty, and take charge of the station 
when he was absent at his meals or after his regular hours, then he would not have 
committed this fatal mistake. And the superintendent, Mr. Dillord, ajid the inspector, 
Wood, who failed to make proper an-angements at this station for the better working 
of the line and for securing the safety of the public, must be held, so far, to share 
with Sleep the responsibility of the collision. As tiie directors of the Somerset and 
Dorset Railway Company had legally surrendered their position in regard to the work- 
ing of their line; as the Midland and London-and-South- Western Hallway Companies 
bad so recently acquu-ed joint possession of it; and as no change had taken place iu 
the local management, — there is greater difficulty than there might otherwise have been 
in such a case in fixing the responsibility higher than the superintendent. 

Single-line working. 
The dangers peculiai" to single-line working arc precisely those connected with 
alterations in the crossing-places of trains. As long as trains are running in accord- 
nce with properly arranged time-tables there is no risk of theu" meeting one another 
a. collision. When it becomes necessary, in consequence of unpunetuality, or of 
fextra trains being started, to alter crossing-places, or to provide for fresh crossings, 
ftUen. the dangers commence against which it is the object of regulations efficiently to 
brovide. On some lines of railway, these alterations are left to the station-masters, 
Subject to block-leiegrapb-working, to arrange between them. On other lines crossiug- 
to?.nta arc employed with the special duty of constantly watcliing the running of the 
ins, and with the double object of avoiding delay, and of contributing to safety. 
I otlujr lines, again, the train-staff -system is employed, anil no engine or train is jwr- 
1 to start fi-om a station unless the train -staff applying to the section on which it is 



to tmvcl is j)re8cnt at tho station, tt has long been observedtliat the block-telegtaph 
system, so valuable on douI)leliiiOB of railway, to ]irfvent following cnj^inns or trains from 
overtaking and enmini; into collision with one another, is not equally to ho relied upon in 
single-line working to prevent coUisioiiR between meeting trains ; and the experience 
obtaini'd I'rom time to time iu this respect has led tu tbe introdueLion and employmtnl 
of the train-staff. So far as experience shows, up to the present tirae.thc combination 
ol' block-telegraph and train-staff working appears t« offer the highest degree of safety, 
having regard to the practice ol' this country, though it must be admitted that the 
tniin-staif is apt to cause trouble and occasion delay, more especially on long longtlis 
of single line. Various improvements arc further from time to time jjroposod and 
discussed, sucli as electrical interlocking, combined action of signal-levers and 
ti?legraph-instrument8, and automatic arrangements; and some of tliesc may here- 
after be found to work satisfactorily. But, whatever the system of working, or the 
apparatus employed, safety must more or less depend upon strict adherence to simple 
rules, aud on the emplovment of responsible agents, cai-efully selected and closely 
watched. Strict disciplme with an inferior system will, as 1 have frequently had 
oceaBion to observe, generally affonl bettei- results than a superior system without 
good^ discipline. The risk of workuig must bo materially increased when, as in 
the present instance, the regulations do not apply to tiie mode or the appliances 
of working ; when the rules as regards the mode of telegraphing trains, or the use 
of crossing-orders or telegraph-pusses, are not faithfully carried out ; when there' 
are too many telegraph-instruments on one wire ; when signal-lamps cannot be lighted 
for want of oil ; whcm special trains are run without printed notices, or even proper 
telegraphii! advi(;es ; when ^Tangling takes place, and importiint messjiges are im- 
properly clieeked fram head-quarUsrs on the telegraph-instruments; and when tlie 
duties supposed to be performed by responsible station-niastiTs arc allowed, in practice, 
to devolve upon tclcgrapli -clerks of immature ago or experience, emjitoyed for long 
liours, and taken away constantly to duties incompatible with their proper attention 
to the simple details pi'eseribed with a view tw safety, llailway trallie worked under 
such conditions cannot, whatever the system employed, expected to be carried on 
without Kf^rious accidenU. It is by the avoidance of these defwrts in the first 
instance, mther than by seeking for any improvements in systems of working, that 
safety must be sought in the working of single lines of railway. 

1 liavo, &c., 



The Seorctaiy, 

{Railway Department,) 
Board of Trade. 



II. W. Tylbr. 



1 concur in the above report. 

W. W. Ravenhiij,. 



A IM'E N I) I \. 



APPENDIX A. 
Copy of Ukdbrtaki.vo 

lloHHBT CoMfANV, i 

tho Datii Extbnhiq 

SOMKKSST AND DoRHBT Kai 



Gliuit(inl)iiry> 

I.ltli July IH71. 
Wb, tliB 8oniM»tit BuJ Dor-H HnjiH-')y ( ':iTii]iiiiiy. 

hwpby umlurUke to wtirk tlio " Iv ' ■,. h,, \ii,liuN.l 

Railwky at B(tth,"Io Kucli niatirid i juuMti 

sleiim, or two or luure tMi^ncn <'<'< ii.ill lie 

upon the iiortidii* of tiiu line i)nilir-i.:i I.I i ■ ■■!.<■ imJ 

the same tinir, vix. : 

Evercrcpch junction miri KviTcrcroli Villujic- 
UvercieM'h ViUiikg nnd Shrpton Mnllct. 
Shc|ituii MdUi-t anil Binrgur. 
Bine|j;Br and Miilsunirr Norton. 
Midnuinor -Norton utiil Iladstock. 
Radatuck uid Wtlluw. 
Wellow and Bath. 
'['lie line will ulso lie worked upon tlir tkhsohitv hlock 
aynleni ofWrfimjih. 

I rrrtify liiul tlii» ia the ci>r|>orate scfti of the Soniuntct 
knd Uuniet Iluilway Company. 



(SiKnt.i) 


A. DiProHu, 


^ 8«1 








fitb Jul; \i^:i. 




y {^oiMliiilly 



APPKNDIX B. 

SoMKUMKr ANU DUHSKT RaJI.WAV. 

Signal inatructions, No. 17'C. 

C)l-KMINI] oftlie lltlWHIKlWfB tx\A FoJlCOTlt 

Colli Knv Sidinok. 

iNHTnrCTtONH U to .SlOKA LS, tO COIDC IntV DJKTfttivD 

on Wrdiicsilny, 2iith May 1876. »t C.n a.m. 

'IlieM lidintia arc situate about one mile north of lUd- 
stock, with Ung [lointB for down trvini. 

'lliey ore pmtertcd by the u«ual umapliOTO ausfliaif 
tigimla in each direction, and alio l>y two home aionila, 
(one on cacli side of the signal cabin.) all intcrlockeifwiiii 
tile points. Eai'h home Bignul Iirh two arms — the upper 
for tiirougli tnhis, the lower for Koods and mineral tnina, 
»touuia|{ at tbu tidJnga. 

All traina muHt apiiroBfli the»c »idiT]f[8 with caiitiou. 

'Hic siprnal eahin will be a telegraph block vtation inter- 
mediate between Itaditock and Wellow. and will be open 
during train boiirs. It will also be supplied with a apeak- 
ing inatrument on the through Bath circuit (call T.l 

Secretary's Olfiec. Glastonbury, A. UtFroBl>. 

;;ith May 1H75, 



4PPENDIX C. 

SOMBHSST AND UOBBET KaILWAV, 

Special Notioe. No. 17/76. 

Station Aitents arc Kquired iwrsonall; to distribute thi« notice to their staff, and every pcnnn siijirilicd with a copy 

IS held responaihle to read it earefuUy ihrouifh '» note the ncneral information it contains, and act U[i to and ohey tha 

inatructions purticniliu'ly applicable to hirasell. No eionsc of want of knowledge of these special arrangements can be 

admitted for any failure or neglect of dutj. 



SPKCIAL TrAIS 



K.N Ariianobmenth for week ending 12th August I876. 
ind Pleasure Part-fs.— Bill No. 23. 



No. 1. — The return fares are a single fare and a quarter, plus fractions of a penny. 
Bath Bkgatta, 7th August If?*!. 
Kxcuraions to Bath on Monday— Bi// No. 4'i , 

Market tickets to Bath every Saturday— Bi« No, 2n. 
On Monday and Saturday Special Service in connection will run as followsi- 



No 
Drp. 

Arr. 


'2. Down. 

Weils 
Polsham 

West Pennard - 
Pjlle - - - 
Everereech Junction 

Attach to No. 5 up ordinarj 


9 
9 fi 
9 15 


cross No. 
ordinary 


5 down 


No 

Arr. 
Dep. 

Pail 
Arr. 


3. Up. 

Pylle - 
West Pennard 
Glastonbury 


- ri 45 engine light. 
After No. 2 down 
arr. 




- 8 50 

- 8 59 

- 9 10 

. :i 23 Wells engine 
Ught. 

9 ai 

- 9 35 


Dtp. 


9 20 
9 35 
'J 45 
9 52* 








Polaham - 
Wells 



The 7-25 a.m. up ordinary train from Bournemouth must be stren([thened on Bank Holiday, and a large engiat to bt 
upon thin train. 
Coaches to return by No. 17 down from Bath, and attach to No. 1 1 up train at Everoreech Junction for Wells. 

On Monday, 7th August, 
Bath Young Men's liberal Association, Bath to Midford and back (shout 50(1), Fare 6d. each. 



2 15 I 2 211 

■' m I 2 36 

Cross No. 9 up 
ordinary. 



A/trr No. 18 down arr.. 

and ahmtd of No. 1(5 

np ordinary. 



Wellow - 
MidfonI 

n .t. J"r. platform - 
""^^^ l Mid. Station 



10 


3 


10 8 


10 15 


10 24 


10 30 


10 35 





Midford tickets to !» issued at Uath to inembera of this party on production of a Picnic Card, of which the following 
S a copy : — 



Bath Young Men's Liberal .Association. 
An.-juai, Picnic. 

Midford, August 7th, I87'i- 



er, the Sccri4ary to the .Association, will on the following morning pay the total ■mount of Huch tickets is 
Bath Hegfttta.— Bi/( No. 46.— Special Trains wUl run as follows ; 



Wellow 

Midford - 

R..1, /''"■ Platform 

""" t Mid. Station 



linglne 0/ Nn. 4 
down special. 



ii„.i, / ^'i"^- Station 
«'^*'' It. Platform 
Midfim] 
Wellow - 



9 35 

is No. 18 up 



No. 16 up to be kept 



38 



Monday — continued. 

Excursions to Poole ndd Bournemouth every Monday and Thursday. 

Reduced Fares.— Bt7/ No. 29. 

Special Service between Templecombe and Wincanton, in connection, will run as follows, on Mondays only : 



Dow>\ 

Dfto. Wincanton 
Arr. Templecombe 



No. 8 

A.M. 

7 45 
7 62* 



No. 9 

P.M. 

11 9 
11 15 



* Attach to No. 1 down ordinary. 



Up. 
Dep. Templecombe 



No. 10. No. 11. 

A.M. P.M. 

7 30 id 57 after No. 18 

down ordinary. 



Arr. Wincanton - 7 38 115 



No. 19 up ordinary will have coaches attached, and stop where necessary to set down passengers. The load to be 
arranged by Inspector Carter. 

Special Excursion — Bristol, Bath, Sec, to Bournemouth and Weymouth, &c. Bill No. 41. 



Down. 



Bristol (St. Phillips) - 

Fishponds - 

Mangotsfield 

Warmlcy - 

Bitton 

Bath 

Bath . - - 



Midford 
Wellow 



Radstock 



Midsomer Norton 

Chilcompton 

Binegar 

Masbury Summit - 

Shepton Mallet 

Evcrcreech - 

Evercrecch Junction - 

Cole 

Wincanton 

Ilorsington 

Templecombe Lower - 



Hentsridge - 
Stalbridge 
Sturminster 
Shillingstone - 
Blandford - 
Spetisbury 
Bailey Gate 



12. 



A.M. 



ARR. 



DBP. 


6 461 


6 53 


7 Ol 
7 5f 


7 12 


"~~ 



Midland 
Engine. 



7 20 — 



I 7 30 
after No. 1 up arr. ' 



7 
7 



43 
50 



pass No. 4 down. 



8 0| 8 4 
after No. 2 up ody. 



8 10 
8 16 
8 23 
8 27 

8 36 8 40 

8 49 

8 55 

— 9 5 

9 15 

9 21 9 23 
for water. 

9 124 
after No. 5 up and 
ahead of No, 3 dn 
ody. 



Wimbome (for Weymouth) 
Weymouth - - - 

Wimbome (for Bournemouth) 
Poole Junction 




10 20 
12 33 
10 20 



Poole Town - 
Parkstonc - 
Bournemouth 




11 18 



10 27 
10 :i5 
cross No, 5 up 
S.fV. 



10 45 

152 



Up. 



Bournemouth 



Parkstone - 
Poole Town - 



Poole Junctirr 
Wimbome 



Wejrmouth 
Wimbome 



Bailey Gate 

Spetisburv 
Blandford - 

Shillingstone 
Stumiinstcr 



Stalbridge 



Henstridge 
Templecombe Lower 



Wincanton - 
Cole - 

Evercreech Junction 
Evercreech, New 
Shepton Mallet 



Masbury 

Binegar 

Chilcompton 

Midsomer Norton 

Radstock - 

Wellow 

Midford - 

J. ., \ Ticket Plat.- 

^*^^ /Mid. Station 

Bath 

Bitton 

Warmley 

Mangotsfield - 

Fishponds - 

Bristol (St. PhUlips) 



13. 



P.M. 
ARR. I DBP. 



after 



7 10 
No. 



12 dn. 



S.W. train. 



7 I 15 
— I 7 22 
cross No. 13 down 
S.W. train. 



7132 
7 38 I 7 42 
aftr.No.l2dn.ody. 



I 6 30 
7 40 — 



7154 
thro' dn. Une. 



8 
8 




6 



thro* dn. line, 
8 1 18 
8 26 I 8 30 
cross No. 16 dn. 

ordy., and water. 



8 40 I 8 41 
cross No. 17 dn. 
ordy. 



8 
8 51 
after 
ordy, arr. 



146 
I 8 57 
No. 17 dn. 



examine tickets 
5 
9 15 
9 22 9 23 

9 28 
9 40 9 45 
No. 18 dn. ordy. to 
be kept to cross. 



9 
10 
10 
10 
10 20 
10 
10 

10 46 

11 



55 


7 
14 

10 22 
32 

;« 

10 53 



--. 


11 51 


^ 


11 13 


—^ 


11 20 ^ 


... 


11 25f 


—-. 


11 32 


11 40 


mi 



Midland 
Engine. 



Foresters' Fete at Sherborne. 
No. 14.— 1st, 2nd, and 3rd class retum tickets, at single-journey fares, will be issued from all stations to Sherborne, 
by the 725 a.m. from Bournemouth, 7.15 a.m. ftrom Bath, and 7-20 a.m. from Bumham, (which trains must be 
•tiaigthenedf) available to retum by ordinary trains same day. 



A9 



Monday— cofi^tnti«(f. 
Excursion to Burnham. — Special Trains will run as follows. BUi No, 



Down. 



Bath Midland Station 



Bath Ticket Platform 
Midford - 
Wellow 
Radstock - 



Midsomer Norton 
Chilcompton 
Binegar 
Masbury - 
Sheptou Mallet 



Evercreech, New 
Evercreech June. 



Up. 



Evercreech June. 
PyUe - 
West Pennard 



Glastonbury 



Ashcott 
Shapwick - 
Edington 
Bason Bridge 
Highbridge 
Burnham - 



No. 15. 



A.M. 
ARR. I DEP. 
I 9 

qft.No.2upody. 



9 30 



9 13 
9 20 
9 33 



aft. No. 4 up arr. 
pass No. 6 an. ody 



10 13 



9 

9 

9 

10 



41 

50 

59 

4 



10 15 



era. No. 5 up ody. 



— I 10 25 
10 30 — 



A.M. 

10 35 
10 43 
10 52 
crs. No. 3 dn. ody. 



11 5 I 11 10 
examine tickets. 

11 17 
11 22 
11 30 
11 35 
11 40 
11 45 
crs. No. 4 dn. ody. 



Down. 



Burnham 
Highbridge 



Bason Bridge 
Edington - 
Shapwick 

Ashcott - 
Glastonbury - 

West Pennard 



Pylle 
Evercreech June. 



Up. 



Evercreech June. 



Evercreech Village 
Shopton Mallet 



Masbury - 

Binegar 

Chilcompton 

Midsomer Norton • 

Radstock 

Wellow 

Midford - 

Bath /Ticket P. - 

^"** \ Mid. Station 



No. 16. 



P.M. 



ARR. 



8 7 



DEP. 

8 
8 10 



aft. No. 9 up arr. 



examine tickets, 
8 17 
8 27 
8 35 

— I 8 42 

8 50 I 9 

9 15 I 9 17 
cross No. 10 ^ U 

up ordinary. 



9 35 



9 30 



P.M. 



I 9 40 
not to start tUl 
No, 13 up spcl. 
has signaUed into 
Shepton, 



10 



9 47 
10 5 



No, 18 an, ody, to 
be kept to cross. 



10 48 



11 22 
11 30 



10 17 
10 24 
10 33 
10 41 

10 50 

11 3 
11 10 
10 25 



Highbridge Market. — A Special Cattle Train will run as follows : — 



No. 17. 
Highbridge 


p.] 
arr. 


M. 

DEP. 

12 20 follow No, 4 down and ahead of No. 5 down ody. 


Bason Bridge 

Edington 

Shapwick 

Ashcott 

Glastonbury 


12 
- 12 52 


38 
1 20 cross No. 5 up ordinary. 


West Pennard 

Pylle 

Evercreech Junction - 


- 1 35 

1 

. 1 58 


1 40 
50 

2 5 after No, 9 up Main Line, 


Cole 
Wincanton - 

Templeoombe (Upper) 


2 20 

- 2 32 2 40 cross No. 10 up ordinary. 

- 2 60 1 — cross No. Mup ordinary. 


-- ■ ■ 





'"^**ni ooapksd to No. 12 up ordinary tnin for Highbridge. 



4A 






W/,. V^ 



\}ffWH. 



r,w. 



MfiPffMrri 



^ \Vl i^ 'KmgvM and C 



4/ N^, 15 ap 



OtMf^/fiffMpy 

WlitiN 



1:^ 17 



12 :/) 

1 i'i /^roM iVo. 5 up arimanf. 



1 iU 



I riT) 



riihwi (lft«i*iM in hi« nvMlftlilw i«» fMtiPfi fpmn WeJIi |>ct ri;JO p.m. up nrdiniry timio, sod from GlMionbnij per 6^ pj 

•Milt *t M |i III Nfiiiiii liny 



Hi'HdiAi. KxrrHNioN-- Wollt and GlMtonbury to Burnham. 



Nu. ID. 



Up. 



I'.M. 



ANN. 



WVIU 



OKI*. 



2 l/» Knffiwf and train of No. 18 lioiim special. 



i^uridmu\ • 





\i *^) 


. i» :m) 


2 m 


•J 


•11 




2 'ir> 





61 





w> 


. :» ci 


:i r> 


■ :» V2 


— 



*l1\wn» noVi»U to Ih» avaiUUW to n»i\iw \^t S.IO p.m. ortlintry train from Bumham same day. 

« # <o * 

(Signed) A. Difford^ 



VITKNOIX 
U^*^*K r«^ »t\;K vru Snxvkm 

• ... , \ .^^ >.>v s '■ .x- V • x*>\v. xiv* • > *' *• - *•^^ 



.» \ •«..«. ^ « Vi' V 



.-k-rv- 



* \ » \ N% 



.^ ■>>. V. N . '..\.- . *\ ^ >i ->,-»v VSi' -,* V 



of it br ffiving four steadj beats of the needle to toe 
which' ^ktation A. will acl 



V-x • X X. "V ' ^«« • •• V.X.-«. ^« ^' • ".^ * -\ N.*,^ .*• 

V .X X ^\x» X * X VVX t. ' *\ I'^x S.»V1« ••> V**i NSt*- 

X ». X -• . .:«xx »" ^xx\-x -^v 'vx-^'-i .'\«\*\*5*..*v t.* *••.■ 

>x ^ \ \ ' 

... X XX •* ' ■ < 'V 

*x • X *' Nv >■ ' ""^ ■• •-• ^^ '■ "^ 1 >^' "v-Wx *' « :.v! 

...v ■ X \ . x^ .X • X ■• X > \ •..^*» • .:K"* r^ta'T^ .: 

■XX X 

>;,* X - X, • ■. s.«x.— '•*.'.1 v^ ^t.XVt Vv •v. ■X'*?i* • •■^^^ 

,. v.* X • *x ' ^x ■ .x-x *. ^ *\^«. V, ". \.'-ye%-:- r :t\. 

XX X ^ \ %u>\ • -^x«, «ix. ^^fiMkSWt ^ >^ 1. ^ 



acknowledge to Statica B. 
5anie manner: but the peg must not be recc^r 
Station H. has asceitainra from the guard thai z 
of li!* train ha* arr»vie\i, and has also se?- -in? 
l^iiTVrt <*j:nv by day. or the correspond-ri: rf*i 
*a»vi» ^»\ r'.c/.:» or^ ;he invvnv.r.c tn:r.. 

- It. wVev. rhxT s-^rra* :< i::v;r: frr-. >*.i*s z A 



in 



v'.OAr 



••V 

X - X 



... . . - 






X . > XX. 

• X XxX .. .^ XX 



X««^« % * v.^.^Ji^^ 

**"x?'" ' A' ^'■♦••i'."' \ •* W1*J** * -■■•—" --r* - ■ r^'ty " ,;i— T-, 

X * • . X 

xX. V3k4> .". . ', . .Jk — ' - *> . ixT; _ fc I—*- T~: . fr-ixLT.. • 

dt:-.^ .V:*:>x' ^-..rsr.cT. '* 1* «rtf :.'-ir*" —1.^^ -e tmti 

'. > ' . ~ I.*- :. 7;lc x-.'TiT sr 1 <■•.;■■ ^ — -r-i 
»\ 1 •x.x ■:^'. ■ . x.^ - iTte^ V r*" ir^ "- 
^cx :■ x'?x~-'; •• ♦ > '•-.•rv ■'-; re " :.=a-~ 



: *-^.- j:- 



1 



KX X. 

11. » • • * 



'•».-' a»7-'"*." .1" ?"'2.::."i 1 




0l>eci&l trains, bftllHM bvini, trick*, or other olntructionB ; 
(,e must nlso be lure tlmt no train hiu been iliviileil and 
onV l'"*^ "^ '' limuglit iiitii lii« stittion, m may Boinetimos 
l,»|)|ien with liCBvy gnuds tmtns (we memoranJum on 
flules 1 uiil 7). ^ad that tlie puints are in their [irajier 
position. 

8. Should tbc block telegruph be out of ordur, ivcourse 
xnust be had to the KiuRlti nwdle telejiir^h, «nd tie fol- 
lowing riJes strictly oliBervtd : — 

When a, train is reail; to leave Station A. the quealioa 
is to be aaked of Station B., " la line dear?" Station 
B. will reply (u the cose may lie) with " Yes, line 
clear," or " No, blocked," and the aue»tion and 
anxwer must he entered in the line clear book at 
both Ktation*. If the answer ha» bt'en received at 
Station A. that the line is blocked, the trun must not 
Ik started from that station until another message is 
Tweived from Station B, that " Line is clear." Sta- 
tion A. rauHt then send message to Station li. "Train 
will start." and Station B. must reply to Station A, 
as soon as it is ascertained that the whuk of the train 
has arrived, " Train arrived." 
!). Every niesiage affeetin): the working of the line, such 
U croaaing of trains, &o., obatrnction siKaals. is to be 
copied into the " Line clear niessage book," before it is 
despatched, and ihc receiring station must repeat it to the 
fonrarding station as a proof of its receipt and correct 
transmiBsion, and the time of such re|>etition is to be 
entered at the foot of both the forwarded and received form 
in the space provided for that purpose. Such messages 
knd re(>eat3 are to bear the special prefii " S R " (rejieated 
message^ which will entitle them to lake precedence of all 
others exee|it '■ D. G's." Station agents are in all cases to 
■ee these messages transmitted, and must examine the 
repetition with original to prove its correct transmisaion. 

Tl'orktns Trains ichea both Telegraph) are out of order. 

10. Should both teleitrapha be out of ordpr, no train 
shall be permitted to pass the crossinff places 6xe<\ by the 
working time book until the train it is appointed to meet 
■hall arrive at such crossinp placid, or unless and until a 
message in writing, signed by the station agent, shall have 
been forwnnled by special messenger from Station A. to 
, Station B. to ascertain that the line is clear, and a written 
Biiswer has been received by Station A. from Station B. 
that the line is clear, that it will be kept clear, and that the 
train may proceed. 

U. Shotdd both telegra])ha be out of order, the drivers 
of trains be instructed to proceed with great caution. 

altering the Crotsiag Placa 
n in the tVorking Time Book. 
\2. The crossing places as shown in the working time 
books must never be changed, except by the direction of 
the Su]>erintendent at Glastonbury, iind then only in case 
of ascertained delay to the trains, or of accident or break- 
down ; and not until the telegrara sent by the Superin- 
tendent at Glastonbury, altering the crossing arrangements 
has been correctly repeated from the stations with which 
the arrangements are made, and in no case is a train to be 
sent forward until the whole inatructiouG in Rule No. 1 
have been fully complied with. 

13. When a train is ordered to proceed beyond the ordinary 
crossing place a red flag by day, and a red lamp by night, 
win be fiutened to the buffer plank of the engine by the 
driver. All signalmen, [loiutsmen, and others will in such 
caus allow the train to proceed, this signal indicating 
that they have had special mstrurtions to do so. 

14. Drivers of trains sent on to cross other trains at 
places where they are not marked to cross in the working 
time book must lie furnished with a crossing order, 
directing them Co do so. and stating where the trains are 
to cross 1 this order mnst he signed b^ the station agent 
issuing the same. Then after the atiec^tal instructions con- 
tMned in the crossing order have been olieyed. the trains 
are to meet and pass each other at the regular crossing 
places marked in tne working timobook. 

Special Notice. 
The red or danger signal is to he shown at all block 
tcl^nph stations, until the lino is telegraphed clear, and 
any engine or train arriving within this period is to be 
atopjied. and the driver and guard told by the station agent 
that the line ia blocked, according to the indication of the 

The guards before starting from a block telegraph sta- 
tion must ascertain from the station agent that the line is 
dear to the next station, and immediately on arriving at 
a atJition they must inform the agent whether their whole 
train has arrived or not. In the case of trains that pass 
stations ivithout stopping the guards must give the all- 



right white flag signal by day and show n white light i,y 
night. 

MaaormduM ou Ridet I. ,V I'll. 

On the arrival of either a goods, ballast, or poascitger 
train at a station, the gasrd will report to the station 
agent (but the whole of liis train ha« urnvcU. always statinjc 
No. of train, and whether " Up '' or " down," and tlie agent 
must not signal its arrival to the hist station it had left 
until lie hws received this report tram the guard, and also 
seen the while taiget signal by day or the red tail lamp 
signal by night on the incoming tram. 

(n.) During the night, or in the absence of the station 
agent, the station signalman or pointsman will act jointly 
(vith the telegraph clerk in the place of tlie station agent. 
_ (b.) When traina pass a station at which they are not 
timed to atop, the guard must look out and signal that all 
is right, by holding out a white Aug by day, and by holding 
out a white light by nighi. 

(c.) Upon no comiidcration, and under penalty of instant 
dismissal, must a telegraph clerk signal " Line dear" until 
he has been so instructed by the xtation agent or his 
deputy to du BO. 

All special engines, or sjiccial trains, with passengers, 
goods, mineral or ballast engines, or trains not inserted in 
the regulor working time book for the current month, roust 
be furnished, before leaving any block station, with a tele- 
graph pass, carefully filled up with the number and time 
of tile train, signed by the station agent issuing the same, 
showing that the line is clear to the next block station in 

In no esse must a ballast engine, on leaving a block 
station, return to that station nithout hoving been to the 
block stittion iii advance, and having rcceivea a line clear 
ticket to enable it to return. 

The station agent must each morning carefully examine 
the line clear book entriea of the previous day, and attach 
his signature at the foot thereof, in proof of such ex- 
amination. Should he discover any omission, comless 
or incorrect entry, a full report of the same must at oncn 
be sent to the Secretary. Duplicate copies of the '" line 
clear book " will be supplied to each atation, one oo|iy 
to be sent on the first of each month to the Secretary's 
ot&ce for examination, while the other O0|iy is in use. 
Sbction IV. 



Everr officer in charge of a stacioii is responsible for 
the faithful and efficient discharge of the duties devolving 
upon all the Company's nervantsat the station. 

He shall be answerable for the state of the office and 
buildings, and the Company's property there ; he shall 
dail^ inspect all rooms and places in conneutian with the 
station, particularly the urinals and dosets. in order io 
see that tliey arc neat and clean ; and he shall cause tlie 
station to be kept clear of weeds, and the ballast raked 
and preserved in neat order. He shall also preserve the 
tidl and notice boards, and the byelaws for regulating the 
traffic of the railway, and shall see to tneir proper exhibition 
at the station. He will make public sucD notices aa are 
issueil to the public by the Company, but exhibit no 
other notices without special penuission. 

KVI.BS OF Elkcthic Tklsckai'ii Dui'ahtmbnt. 
Train AdviixM [T-i.). 

30, Station agents are bstructed Io advise Glnatuubury I 
by telegram [T.A. prefix) of the position of uW trains timed ^ 
to cross at their respective stations; for example. .N'os. 10 ' 
up and 10 down-tnuos are timed to cross at Pylle : imme- 
diately line clear is asked to I'/Ue for the first of these 
two trains (whichever it may happen to be) it wilt be tlia 
iluCy of the agent thcfc Io advise Glostmibuiy, and to add 
'' fennard lor, as the cose may he,) Kvercrecch has not 
yet asked line clear for .^o. — ," the other of the twc 
trains, A nicord of these advices will be kept at 
Glastonbury, in a register fur the purpose. 

Departures of all down-trains must also be siKnalled 
from Bath (Mid-station) to Glastonbury, from Sheplon 
to Et'crcreech Old and to Glastonbury, from High- 
bridge to Glastonbury, from Cole to Templecombe (No. - 
box), and from Blandford to Wimborne. Departure of | 
all up-traiiis must liu signalled from Wimborne to Bland- J 
ford mill Glustonburv, from Stalbridge to No. 2 bos r 
Tcmplenombc, from ^o. 3 box Tempi ecomlie to Evercrcech | 
Old and Glastonbury, from Evercreech Old Io GUstonbuiy, 
itnl from Radstack and ticket platform to Bath. 

General information as to the position of all trains must I 
alao be freely telegraphed to Glastonbury by all statioaf J 
in order to prevent delays in crossing. 
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APPENDIX E. 



CHiiNGB OP Crossing Place. — Forms employed. 

Somerset and Dorset Railway. 

Telegraphic Despatch. 

Order to keep Train. 

Glastonbury Station. 

Prefi.K, S. R. Code Time, K.C. No. of Words, 20. 
Delivered to Clerk, 10.16 p.m. Date, August 7th, 1876. 
Received 10.15 p.m. 1 Sent to W. Station by me J.L., 
Sent, 10.19 p.m./ clerk. 

From Percy, Gkstonbury Station, to Sleep, Wellow 
Station. 

Keep No. seven down special train at WellOw to cross 
No. sixteen up ordmary tndn. Repeat. 

Repeated at lOSO p.m. 

\ (Signature) C. E. Percy. 

Somerset and Dorset Railway. 

Telegraphic Despatch. 

Order to send on Train. 

V Glastonbury Station. 

Prefix, S. R. Code time, K.C. No. of Words, 21. 
Delivered to Clerk, 10.15 p.m. Date August 7th, 1876. 
Received, 10.15 p.m. 1 Sent to D.K. Station, by me, J.L., 
Sent, 10.22 i.m. J clerk. 

From Percy, Glastonbury Station, to Jarrett, Radstock 
Station. 

Send on No. sixteen up ordinary train to cross No. seven 
down special train at Wellow. Repeat. 

Repeated at 10.23 p.m. 

(Signature) C. E. Percy. 

Somerset and Dorset Railway. 

Telegraphic Despatch. 

Order to keep Train. 

Glastonbury Station. 
Prefix, S. R. Code Time, K. F. No. of Words, 20. 
Delivered to Clerk, 10.30 p.m. Date, August 7th, 1376. 
Received, 10.30 p.m. 1 Sent to W. Station, by me, J.L., 
Sent, 10.35 p.m. J clerk. 

From Percy, Glastonbury Station, to Sleep, Wellow 
Station. 

Keep No. seven down special train at Wellow to cross 
No. sixteen up special train. Repeat. 
Rei)eated at 10.36 p.m. 

(Signature) C. E. Percy. 



Somerset and Dorset Railway. 
Telegraphic Despatch. 

Order to send on Train. 

Glastonbury Station. 

Prefix, S. R. Code Time, K. F. No. of Words, 21. 
Delivered to Clerk, 10.30 p.m. Date, August 7th, 1876, 
Received, 10.30 p.m. 1 Sent to D.K. Station by me, J.L., 
Sent, 10.38 p.m. J clerk. 

From Percy, Glastonbury Station, to Jarrett, Radstock 
station. 

Send on No. sixteen up special train to cross No. seven 
down special train at Wellow. Repeat. 

Repeated at 10.39 p.m. 

(Signature) C. E. Percy. 



Somerset and Dorset Railway. 

Telegraphic Despatch. 

Order to keep Train. 

Glastonbury Station. 
Prefix, S. R. Code Time, K. L. No. of Words, 18. 
Delivered to Clerk, 10.55 p.m. Date, August 7th, 1S76. 
Received, 10.55 p.m. \ Sent to W.G. Station by me, J.L., 
Sent, 10.57 p.m. J clerk. 

From Percy, Glastonbury Station, to Haifman, Win- 
canton Station. 

Keep No. eighteen down train at Wincanton to cross 
No. nineteen up train. Repeat. 

Rei)eated at 10.58 p.m. 

(Signature) C. E. Percy. 



Somerset and Dorebt Railway. 
Telegraphic Despatch. 
Order to send on Train. 

Glastonbury Station. 

Prefix, S. R. Code Time, K. L. No. of Words. 19. 
Delivered to Clerk, 10.66 p.m. Date, August 7th, 18/6. 
Received, 10.55 p.m.! Sent to T.O. Staiaon l^me,J.L, 
Sent, 10.59 p.m. J clerk. 

From Percy, Glastonbury Station, to Thomas, Temple- 
combe Station. 

Send on No. nineteen up train to cross No. eighteen 
down train at Wincanton. Repeat. 

Repeated at 11.0 p.m. 

(Signature) C. E. Percy. 



Somerset and Dorset Railway. 
Prefix, S.R. Code Time, K. F. No. of Words, 20. 
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Wellow Station, August 7th, 1876. 
From Percy, Glastonbury Station, to Sleep, Wellow 
Station. 

Keep No. seven down special train at Wellow to crois 
No. sixteen up special train. Repeat. 
Received at 10.40 p.m. 

(Signature) James Sleep. 

Receivers of Telegranis are requested to carefully fill in the 
spaces for time of delivery and signature. 



Somerset and Dorset Railway. 
Prefix, S. R. Code Time, K. F. No. of Words, 21. 
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Radstock Station, August 7th, 1876. 
From Percy, Glastonbury Station, to Jarrett, Radstock 
Station. 

Send on No. sixteen up special train to cross No. seven 
down special train at Wellow. Repeat. 
Received at 

(Signature) J. V. Jarrett. 

Receivers of Telegrams are requested to carefully fill in the 
spaces for time of delivery and signature. 



APPENDIX F. 



Cost of the Damage done to Rolling Stock by 
the Collision near Radstock. 

Estimated cost of repairs to engines and coaches injured 
in the collision at Braysdown : — 

£ s. 

No. 5 engine - - - 197 

No. 7 „ . - - - 58 

Five S. & D. coaches and one break -van 189 

E.xtent of injury to 11 Midland vehicles 1,416 15 
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